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\ SUPER-GIGANTIC SCULPTURES 
CHISELED IN MT. HOOD WILL USE 
UP $60,000,000 MEMORIAL FUND 
RAISED BY CITIZENS OF PORTLAND 
OREGON. FACT OR FICTION ? 














ES SEEN IN 
PORTLAND'S ANNUAL ROSE FESTIVAL 
HAVE BUILT THE FAME OF THE 
CITY'S SWAN ISLAND. 
FACT OR FICTION ? 
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Fiction. To serve the living, Portland has Fiction. These two great civic assets are 
already appropriated the first $24,000,000 separate and distinct. The Rose Festival is 
of a $60,000,000 postwar building fund. a gala summer carnival, while Swan Island 
The blueprints call for building of a new _ishomeofoneofsixshipyards in the Portland: 
sewage system—portimprovements—broad Vancouver area, which have launched mort 
and beautiful thoroughfares—parks—play- than 1,000 wartime ships. N. P. service 
grounds—bridges—a civic center. Thus, brings trainloads of materials and pre. 
through its far-famed Moses Plan, Portland fabricated parts to west coast shipbuilders. 
will make good jobs in a lovely city for re- 
turning veterans and former war workers. 
















Fact. It’s one of many amazing uses for 
timber developed by Portland industries. 

Fact. These snub-nosed engines, and Timber arches, trusses and beams shipped 
much other Russian railroad equipment, OUt via N. P + now support many of the 
are part of U. S. Lend-Lease supplies to the hugest war-built structures in America. 
U.S.S.R. Although located 100 miles in- Fact. The present N. P. route follows the 
land, Portland is one of the nation’s great explorers’ trail for many miles. Now, the 
seaports, and the No. 7 shipping point for route is called ‘‘Main Street of the North: 
Russian Lend-Lease. Thousands of tons ar- _ west”’ because it links the largest number oi 
rive at the city’s docks via Northern Pacific. | Northwest population centers, 
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Risiasiia UP! Up and at ‘em! It's the 
Lucky 7th ... time for the final, all-out 
spurt to clinch the victory ... time to 
back up the home team with enthusiastic 
support as the last, smashing sweep to 
Berlin starts; and we prime to go to 
Tokyo! Here's where we, the fans, pull 
together in hearty unison. We've got to 
provide the enormous amounts of ammuni- 
tion, guns, tanks, planes .. . yes, and hos- 
pital facilities . . . still required. That's 
the purpose of this 7TH WAR LOAN. And 
it's up to us to PUT IT OVER. Our team 
is counting on us to GET BEHIND IT with 
all the eager, driving punch of that good 
old American baseball spirit! So ... alto- 
gether now... Let's GO! 
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An important piece of rolling stock 


eA hand truck is a mighty precious piece of 
equipment these days. 


For the faster it’s rolled into a freight car, 
loaded up and wheeled away, the faster another 
car is available for another job. 


We owe a lot to the men behind these hand 
trucks. And to all you shippers and receivers, 
for making every minute count in loading and 
unloading. To you packers, travelers and han- 
dlers, for turning in, day in and day out, such 


good work so willingly and efficiently. 

For it is you people who are helping us to 
move such mountainous wartime loads... by 
enabling us to get maximum use out of every 
piece of rolling stock and other equipment. 

We believe you’ll find satisfaction in the fact 
that together we’re moving the greatest freight 
tonnage ever handled in our history. 

So, thanks again for your “all-out” co- 
operation. America appreciates your help. 


PERE MARQUETTE RATLWAY 


DETROIT, MICHIGAN 
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On first examination, it would appear that the 

latest attempt at discovering a solution for the 
vexing problem of terminal services by railroads to 
large industries is proceding along sane lines. On May 
8, in the auditorium of the Merchants Association of 
New York, in the Woolworth Building, interested par- 
ties will have an opportunity to express opinions about 
the proposed tariff designed to systematize and regu- 
larize railroad terminal practices at industries, pre- 
pared by traffic officers of eastern, western and some 
southern railroads, after conferences with a special com- 
mittee of the National Industrial Traffic League on 
Ex Parte 104 Part II. News of the proposal was printed 
at p. 1123 of the Traffic World of April 28. 

Solution of the problem by means of an agreement 
among shippers and carriers, set forth in the form of 
a tariff, is a new approach. It supersedes a decade of 
futile attempts at settling it by litigation, and later 
abortive plans to solve it by legislation. 

The vexing question of terminal services goes back 
far beyond the decade mentioned. It is as old as the 
railroads—or at least as old as the relations of the rail- 
roads with large industries. In the earlier days, it took 
the form of terminal allowances. No one will deny that, 
in those days, terminal allowances were manipulated 
in a way to make them comparable in invidiousness to 
the rebates that stained the record of railroad trans- 
portation for nearly a generation. 

With the advent of the interstate commerce act 
and its major amendments, the evils of terminal allow- 
ances largely disappeared with those of rate rebates. 
The rise of the great industries in the United States, 
however, post-dated the interstate commerce act and 
the Hepburn amendment. It threw the whole question 
into new perspective. . 


The steel mills sprawled over the countryside, the 
new petroleum and automotive industries, and scores of 
others gave rise to the newer phase of transportation— 
so-called intraplant movements of large weight and 
volume. Many of these plants began modestly, with no 
more of a railroad receiving and shipping problem than 
could be cared for with a simple sidetrack. As they 
expanded, however, the need for heavy transportation 
from point to point within the plant, and for a multi- 
plicity of receiving and delivering points, also within 
the boundaries of the plant, posed a problem of rail- 
road track construction that semed to lend itself to the 
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A Terminal Service Tariff 


best solution by the interrelation of the two. It would 
have been poor economy for such a plant to construct 
tracks for its own use in moving material from point 
to point within the plant and, at the same time for the 
railroad to construct a system of tracks over which it 
could deliver and take out the traffic entrusted to them. 

Incident to the growth of intraplant traffic, many 
such industries acquired their own rail transportation 
facilities, including special types of railroad cars and 
switching locomotives. It was a natural evolution to 
combine—to “mix,” so to speak—the intraplant and 
the plant switching. No one, in those years, raised the 
question as to whether or not it was the function of 
-the railroad to place cars where the industry wanted 
them placed for purposes of unloading and to pick them 
up at the platforms and docks where it was convenient 
for the industry to load them. It was taken for granted 
that that was the function of the road-haul railroad. 
It followed, naturally, that, if for reasons of conveni- 
ence—of the industry, of the railroad, or of both—the 
switching of the line-haul cars was performed by plant 
motive power manned by plant employes, the railroad 
should compensate the industry for doing part of its 
work. 


HETHER or not the resulting arrangements 

brought about unlawful preferences and discrimina- 
tions—whether, in fact, something approaching rebates 
might still have been detected in the measure of the 
allowances made to industries by railroads—is, perhaps, 
still an open question. The important thing is that the 
Commission’s proceedings Ex Parte 104 Part II has 
certainly made the question academic. 

Those proceedings were part of the Commission’s 
general investigation into alleged wasteful practices of 
the railroads. Part II was begun because someone in 
authority suspected that some of the money paid out 
by the railroads to industry for terminal allowances 
was not, in fact, spent wisely and economically. As the 
proceedings developed, however, the Commission, in 
a number of cases, made its findings principally on the 
issues of preference and discrimination with, in many 
individual cases, only the most tenuous reference, or 
no reference at all, to the original issue of wasteful 
practices. 

The history of the litigation has many queer kinks. 
As applied to some individual cases, fairly complete 
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OVEN-FRESH cookies and crackers 
—25,000,000 of them every day— 
plus an endless stream of biscuits to 
fill thousands of soldiers’ ration 
packs—leave the shipping docks of 
Chicago’s Salerno-Megowen Biscuit 
Company in Fruehauf Trailers.* 


By the use of the “shuttle” 
method of hauling, only 6 tractor- 
trucks are used to pull 14 Trailers 
to make deliveries throughout a 
wide Chicago area. Here’s how this 
continuous operation works: 


Uncoupled Trailers are left stand- 
ing at the plant for loading, while 
the trucks are coupled to loaded 
units and roll away with cookies to 
customers’ warehouses. At destina- 
tion, the trucks “drop” the loaded 
Trailers . . . couple to unloaded 
units... and, on the return trip to 
the bakery, pick up flour, sugar, 
butter, milk and other ingredients. 
Thus, the trucks and Trailers work 
both ways ... with the trucks con- 


COOKIE JARS...and 
RATION PACKS ! 


stantly on the 
road pulling 
first one, then 
another Trailer. 


In fact, this firm is credited with 
introducing the “shuttle” operation 
for hauling biscuits. So successful 
has this method been that the com- 
pany has established similar delivery 
set-ups in its Buffalo, Peoria and 
Milwaukee branches. 


OVERSEAS RATIONS START BY TRAILERS 


Three Fruehaufs are also used to 
deliver biscuits to fill U. S. Army 
combat ration kits. This haul is to 
Barrington, Illinois, and other as- 
sembly depots in Chicago. Forty 
percent of the plant’s daily produc- 
tion is devoted to baking, packing 
and assembling of the famous “C”, 
“10 in 1” and “K” Rations, 


*Equipment owned 
and operated by 
Weege Cartage Co. 


ENGINEERED 1 TRANSPORTATION” 


REG. U.S, 
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President F. G. Salerno says, “‘We cannot 

make all the biscuits in the world, but we 

do make the best . . . and they must get 
every possible delivery protection.” 


So efficiently do Truck-Trailers 
handle the plant’s output that fre- 
quently, after delivering their own 
loads, they are able to assist a 
neighboring war plant with its de- 
liveries to Uncle Sam. 


YOUR PROBLEM IS DIFFERENT! 


Have you ever considered the 
“shuttle” operation? It often means 
better service and lower cost. Ex- 
ecutives in more than 100 different 
kinds of business, whose require- 
ments are different, have found a 
practical solution to their hauling 
problems in the Trailer method. 
Let a Fruehauf man give you the 
complete Trailer story. 


World's Largest Builders of Truck-Trailers 
FRUEHAUF TRAILER COMPANY 
Detroit 32 


Service in Principal Cities 








May & 


recor 
ever, 
at a: 
recor 
pract 


was | 
sums 
feder 
as ar 
were 
spen 
of tl 
cour 
volu 


case 
poin 


coul 
that 
that 
on 1 
up, 

syst 
whi 
sepé 
oth 





ce = +t A 


RLD 


May 5, 1945 


records were made at hearings. In other cases, how- 
ever, little more than the mere mention of the situation 
at a given plant, in a sentence or two of a voluminous 


record, was made the basis for an order to stop the 
practice. 


The fact that the principle sought to be defined 
was inextricably entangled with the disposition of large 
sums of money brought about a series of cases in the 
federal courts that made the issue as strenuously fought 
as any in the history of American transportation. There 
were individual cases where litigants were required to 
spend many thousands of dollars reproducing records 
of the Commission proceedings for submission to the 
courts, although but a paragraph or two in the heavy 
volumes bore directly on the plant involved. 


HE COMMISSION has been upheld in most of the 

cases in the lower court, and in principle, in every 
case that has come before the Supreme Court on the 
point. 

Undoubtedly, it was the acceptance by the federal 
courts of the tenuous records in a number of the cases 
that gave rise to the fear in the minds of many shippers 
that Ex Parte 104 Part II was part of a conscious policy 
on the part of the Commission and the courts to set 
up, in the framework of the American railroad rate 
system, something like the “British principle,” under 
which line-haul charges are established and collected 
separately from the charges for spotting, pick-up and 
other terminal services. 

A great deal has been said, in meetings and else- 
where, about the need for the preservation of the 
American principle in the making and collecting of 
transportation rates and charges, as opposed to that 
British principle. The whole discussion, however, has 
been in the realms of speculation. So far as we know, 
no one has overtly suggested a break-down of the 
American system and the substitution therefor of a 
whole new set of rates in which line-haul and terminal 
charges were to be stated separately. 

Any logical advocate of such a system would, per- 
force, have to take into account a separation of the 
existing single charge into two charges. In other words, 
if the railroads were to take an existing reasonable 
rate and to make of it two rates—one for line-haul and 
one for terminal services—the two would have to add 
up to no more than the existing inclusive single rate. 
The trouble was that, in the specific cases where the 
Commission and the courts ordered the discontinuance 
of the payment, to the industry of the terminal allow- 
ance, they not only did not as a rule order the railroad 
to perform the services for which it had previously been 
paying the .industry, but, in fact, sometimes forbade 
the performing of that service by the railroad. In effect, 
this was splitting the existing single rate into two rates 
that added up to more than the previously existing 
single rate. 

Under the circumstances, those who feared the 
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advent of something like the British principle in Amer- 
ican rate making could well be excused for their appre- 
hensions. Those who felt that way about it were con- 
vinced that the remedy lay along the path of federal 
legislation. 

“The one way we can insure ourselves against the 
setting up of a system of spotting charges,” they 
argued, “is to persuade Congress to forbid their setting 
up.” Leading in this movement was the special com- 
mittee of the National Industrial Traffic League which 
is now interested in solving the problem by tariff. 

The move toward insurance by legislation did not 
get very far. Its proponents were unfortunate in that 
it was initiated at just the time when there was another 
move afoot to bring about national equalization of class 
rates by legislation. There was a great outcry against 
“political rate making” as applied to the latter proposal; 
but hard-headed logicians insisted that if class rate 
equalization by legislation was political rate making, 
the prevention of spotting charges by legislation was 
also political rate making. ; 

The logic appealed especially to railroad rate and 
traffic men who were deeply troubled by the class rate 
proposals. They were reluctant to join the League in 
any attempt at anti-spotting charge legislation because 
they felt that their participation in the move would 
weaken their argument against the class rate legisla- 
tion. ; 

Nothing overt was done. Joint conferences were 
held, but their deliberations and decisions were care- 
fully guarded. Viewed with the history of those con- 
ferences in mind, the proposal to solve the terminal 
service problem by tariff may well be considered a 
substitute for the desired legislative insurance against 
car spotting charges. 


S IS NOT infrequently the case, however, it may 
well prove that the substitute is a better solution 
than the first proposal. The crux of the matter, as we 
see it, is not so much what the details of the tariff may 
be, but the mutual good will with which both parties 
will go about applying it, if it is permitted to become 
effective. 
Car spotting, after all, is an individual problem, 


‘varying infinitely with the multiplicity of plant layouts. 


If the problem is to be settled in a reasonable fashion, 
it cannot be attacked by a set of rigid rules applying 
inflexibility to all. 

These are things we hope will be discussed fully 
in the hearings to begin in New York next week. As 
we see it, apprehension will die and fairness in the 
matter will prevail if and when all the parties, on both 
sides of the problem, agree to apply specific tariff 
rules, tempered by the rule of reason. 


SOLID FUELS—NOT PETROLEUM 


The caption, “Motor Petroleum Rate Boosts,” appearing in 
the second column, page 1108, of the Traffic World of April 28, 
and on page 5 the Daily Traffic World of April 27, was incorrect 
in that the commodities involved in the protests reported were 
solid fuels. ° 
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Rate Bureau Regulation 


In a 12-page circular bearing on its face the legend, “The 
Carriers Cannot Serve Two Masters,” the Association of Amer- 
ican Railroads has endorsed H. R. 2536, the Bulwinkle bill 
to exempt agreements between carriers from application of 
the anti-trust laws after approval of such agreements by the 
Commission, saying that ‘without the coordination achieved 
through their cooperative organizations, the numerous rail- 
roads of the country would never have been able to work, as 
they have, as a national unit for the performance of their war 
service, as contemplated under that portion of the congres- 
sional policy which calls for a ‘national transportation sys- 


tem ... adequate to meet the needs ... of the national de- 
fense.’ ”’ 


“The same logic and necessity, even if not the same war 
urgency,” the A. A. R. said, “call for the same sort of treatment 
in time of peace to enable the railroads to comply with that 
other part of the national policy of Congress, which calls for 
transportation adequate ‘to meet the needs of commerce.’ ” 


The A. A. R. described the Bulwinkle bill as one to deter- 
mine whether the anti-trust division of the Department of 
Justice or the Interstate Commerce Commission should have 
control of the regulation of railroads and other carriers. They 
said that, to meet their responsibilities under the interstate 
commerce act, common carriers found it necessary to main- 
tain cooperative organizations and arrangements for the joint 
handling of matters of common concern; that this necessity had 
long been recognized by responsible government authorities, 
as well as by shippers and carriers, but that it was now con- 
tended by the anti-trust division that acts and arrangements 
that were necessary and lawful under the interstate commerce 
act were unlawful under the anti-trust laws. 


“The railroads, and other common carriers as well, are thus 
in the position of being threatened under one law for doing that 
without which they could not properly meet their responsibilities 
under another law,” said the A. A. R. “The shippers and the 
public, in consequence, are threatened with losing the great 
advantages accruing from the efficient and orderly national 
system of transportation which can exist only under such ar- 
rangements. 


- Resolution of Dilemma 


“The Bulwinkle bill, by clearly stating the intent of Con- 
gress, will resolve the dilemma in which the carriers and the 
shippers now find themselves. .. .” 


American commerce was built on through freight service, 


and American daily living depended on it, the A. A. R. said, 
adding: 


The railroads are required, therefore, both by law and by the 
necessities of this continent-wide commerce, to establish joint through 
routes and rates. Establishing such routes and rates is not simply 
a matter of combining the rates and services of two or more carriers 
over some particular route. Between any two points there may be 
literally hundreds of possible routes. Between the Ohio River gateways 
and Jacksonville, Florida, for example, there are approximately 2,000 
open and established reutes by which freight may move, while between 
Chicago and Jacksonville there are many times that number through 
the various traffic gateways. Between New York and San Francisco, 
or any other two points so far apart, the number of possible routes 
runs far up into the thousands. 


It is the policy of the railroads and of the law to keep these various 
routes open to traffic, not only to preserve competition but to insure 
that they shall be in existence and in operation when need arises. The 
way in which these many diverse routes have helped to meet the trans- 
portation demands of this war upon the railroads is ample demonstra- 
tion of the wisdom and necessity of such a policy. 

As a matter of practical necessity, the through rates between any 
two points must be the same by any and all established routes. The 
rate charged by any route has its relationship to, and affects, the rates 
charged over every other such route. The establishment of such routes, 
and of the through rates which are a necessary part of them, com- 
manded by the Interstate Commerce Act, cannot be accomplished without 
consultation and arrangement among railroads. 


After asserting that the arrangements the railroads had 
set up, through their conferences and rate bureaus, for con- 
sideration of chariges in rates, charges and practices had proved 
satisfactory to the shippers and to the Commission, the A. A. R. 
quoted the statement made by the late Commissioner Eastman, 
in testimony in 1943 before the Senate interstate commerce 
committee, that he believed that “such complaint as there is 
has its source, not in the shippers of the country, but in the 
lawyers and economists of the Department of Justice.” 


The A. A. R. pointed to the declaration of policy in the 
transportation act of 1940, calling for, among other things, 
sound economic conditions in transportation, without “unfair 
or destructive competitive practices.” It referred also to a 
Supreme Court declaration that the railroads were under a 
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federal duty efficiently to render transportation services in 
interstate commerce. 


“Railroads Must Work Together” 


“That means, as a practical matter, that railroads mus! 
work together,” said the A. A. R. ‘Without such cooperation 
there can be no satisfactory and economical through schedules 
and service, nor rates or rate structures on which to move 
through traffic, nor any one of the scores of other arrangement: 
among railroads which underlie the whole fabric of commerce 
in America. Railroad operations and railroad service are, and 
must be, in a very real sense unified—and that cannot be 
accomplished with railroads working in separate airtight com- 
partments, isolated one from another ‘and from the shippers 
whose needs they serve... . 

“The Bulwinkle bill recognizes the need for governmental 
supervision of transportation exercised through a central author- 
ity, experienced in its work and informed about the matters 
with which it deals, and charged with responsibility for ad- 
ministering that national transportation policy which has been 
so strongly declared by Congress. If such an administrative 
body does not have the authority to approve the arrangements 
which are necessary to accomplish these ends, the alternative 
would be a helter-skelter division of authority, with railroads 
and shippers subject to the varied and conflicting findings of 
juries in the several federal district courts. Under such circum- 
stances there could be no compliance with the declared national 
transportation policy of Congress... . 

“That is why shipping interests everywhere, regardless of 
local or competitive differences, are ranging themselves in 


support of the clarification of the law which is the purpose of 
the Bulwinkle bill. 


VE-Day Embargo Plans 


Ready for issuance by the car service division of the 
Association of American Railroads, on the day on which vic- 
tory of the United Nations in Europe is proclaimed, is an 
embargo calling for the immediate stopping in transit of all 
rail shipments of government freight moving to ports on the 
Gulf or Atlantic coast for export, according to W. C. Kendall, 
chairman of the car service division. 

Director Johnson, of the Office of Defense Transportation, 
said that action to be taken with respect to war freight in 
transit on VE-Day had been the subject of conferences by 
officials of various government agencies “for months.” 

“The pipeline is full, and when VE-Day comes, the flow 
will have to be stopped; some will have to be taken out, some 
will continue to destination, and the rest will move in the 
opposite direction,” he said. 

Mr. Kendall estimated that 25,000 to 28,000 cars of freight 
would be in transit to Gulf or Atlantic ports on VE-Day. The 
embargo that was awaiting issuance on that day, he said, 
would stop all of those cars, until orders as to their disposition 
had been received by the railroads from the procurement 
agencies of the government. Certain of the shipments would 
be diverted to storage, others would proceed to the Atlantic 
coast ports, and some would be turned around and sent to 
Pacific coast ports, he explained. He stated that the procure- 
ment agencies would have the identification numbers of each 
of the cars of freight. 

“Government officers say they will give disposition orders 
within 48 hours after issuance of the embargo as to the for- 
warding of the individual cars,” said Mr. Kendall. 


MOTOR SAFETY AND CONSERVATION 


A course in accident prevention and transportation conser- 
vation, sponsored by ten groups, will be offered for motor 
vehicle fleet supervisors at Northwestern University, Evanston, 
Tll., May 21 through May 25, according to an announcement of 
the National Safety Council. The course, open to fleet owners, 
operators, safety and personnel directors, fleet supervisors, 
transportation officials and others directly connected with safety 
and conservation in motor transportation, will consist of instruc- 
tion in selecting, training and supervising drivers, according to 
the Council, which says the methods to be discussed are prac- 
tical for peace as well as for wartime. The sponsoring organ- 
izations are: 


American Automobile Association; American Trucking Associations, 
Inc.; Automobile Manufacturers Association; Automotive Safety Founda- 
tion; New York University; Pennsylvania State College; National Asso- 
ciation of Motor Bus Operators; National Conservation Bureau; National 
Council of Private Motor Truck Owners; and the National Safety 
Council. 


Information about the course may be obtained from Gor- 
don H. Sheehe, course registrar, Northwestern University Traf- 
fic Insfitute, 1827 Orrington Ave., Evanston, Ill. 
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Protective Service Contracts 


Modifications of contracts between several railroads, on the 
one hand, and certain refrigerator car companies, on the other, 
mainly providing for payment of higher prices to the latter 
for services offered by them, to meet higher costs of operation, 
have been approved by the Commission, division 3, in its seventh 
supplemental report and order in Ex Parte 137, Contracts for 
Protective Service. 

By this report and order, the Commission approved modi- 
fication of certain prices provided for in contracts for pro- 
tective service between the Chicago, Burlington & Quincy 
Railroad Co., The Colorado & Southern Railway Co., and the 
Fort Worth & Denver City Railway Co., on the one hand, and, 
on the other, the Burlington Refrigerator Express Co.; in con- 
tracts for protective service between Missouri-Illinois Railroad 
Co. (Guy A. Thompson, Trustee), and Missouri Pacific Railroad 
Co. (Guy A. Thompson, Trustee), on the one hand, and, on 
the other, American Refrigerator Transit Co., and in a con- 
tract between The Texas & Pacific Railway Co. and American 
Refrigerator Transit Co. It also approved modification of the 
contract-year date as provided in a contact for protective serv- 
ice between The New York Central Railroad Co. and Mer- 
chants Despatch Transportation Corporation. 

The report showed that amendments to the contracts in- 
volving the Burlington car line called for higher unit prices 
for heater service and ventilation service, effective January 1, 
1944, including an increase to 11 cents from 7 cents in the 
unit price “per inspection” of heater fuel and an increase to 
50 cents from 26 cents in unit price “per inspection” for super- 
vision of ventilation service. Changes in certain unit prices 
for supervision of icing, for heater service, for ventilation serv- 
ice and for furnishing service records, including a few reduc- 
tions, were proposed to become effective July 1, 1944, in the 
contracts involving the Missouri Pacific trustee. Increases in 
certain inspection charges, effective December 1, 1944, were 
provided in the contract between The Texas & Pacific and 
the American Refrigerator Co., and the amendment of the 
New York Central-Merchants Despatch contract that the Com- 
mission approved called for modification of the contract to 
make the contract year coincide with the calendar year. 


Phelps-Dodge Switch Service 


The commission, division 3, has issued its seventy-second 
supplemental report and an order in Phelps-Dodge Corpora- 
tion, Ex Parte 104, Practices of Carriers Affecting Operating 
Revenues and Expenses, Part II, Terminal Services. 

The division found that the switching by the Texas & 
New Orleans Railroad Co. between its yard tracks and the 
points of loading and unloading within the Phelps-Dodge cop- 
per plant at El Paso, Tex., including the switching of cars 
between specified tracks to await inspection by T. & N. O. 
employes, but not including cars switched between the same 
tracks to await future billing and shipping by the industry, 
were services that might be fairly regarded as contemplated 
under the railroad’s line-haul rates. 

The division also found that the switching of cars loaded 
with refined copper between the same specified tracks that 
were to be held by the industry for future billing and ship- 
ment without charge in addition to the line-haul rates was 
unlawful in violation of section 6(7) of the interstate com- 
merce act. 

Pointing out that the Phelps-Dodge plant is located within 
the El Paso switching district and that, because of the in- 
creased demand for copper in wartime, its facilities were 
increased about 50 per cent in 1942-44 by the Defense Plant 
Corporation, the division noted that cars switched at the plant 
could be said to fall into two classes: 1) Where the move- 
ment was at the request of and to meet the operating needs 
of the industry, and (2) where the movement was not made 
at the industry’s request. With respect to these two classes 
of operation, the division said: 


(1) Many orders received by the industry specify a particular ship- 
ping date and the remainder that the copper be shipped within a 
specified week or a shorter period. This, together with the necessity 
of waiting, particularly around the first of the month, for releases of 
allocations, without which the copper may not be shipped, and the 
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plant’s limited daily loading capacity, frequently requires that cars be 
loaded before the day on which they are to be shipped. Cars so loaded 
are switched from track 2 to track 1 to be held until the industry is 
ready to bill and ship them. Our conclusion is that such movements are 
tor the industry’s and not the carrier’s convenience; that they are due 
to conditions for which as between the industry and carrier the former 
is responsible; and that the performance of such service without a 
reasonable charge in addition to the line-haul rates is unlawful. 

(2) As before said, the plant is switched two and frequently three 
times a day. It is a fair conclusion from the evidence that such service 
is rendered in accord with the practice prevailing in the switching dis- 
trict, at times selected by the carrier, and not because such frequent 
services are required or demanded by the industry. At each switch all 
cars are moved into and out of the plant that are ready, except those 
loaded with refined copper. Because of the high value of the copper 
respondent, before it will accept cars loaded therewith, requires that the 
pieces be counted, that the method of loading be inspected, and that 
the cars be sealed by its employees. 


Refined copper, the division said, was the only com- 
modity moving to or from the industry and, so far as shown, 
to or from any other industry served from the railroad’s “al- 
falfa yard” that the railroad refused to accept after it was 
billed by the industry until the railroad’s employes had in- 
spected and accepted the cars. It was the only commodity 
that the railroad refused to move out of the plant on the 
morning switches, said the division, adding: 

“The different treatment accorded copper is not for the 
benefit of the industry; for its convenience; or due to any 
condition, act or omission for which the industry is. responsible. 
Our conclusion is that the switching of cars loaded with re- 
fined copper from track 2 to track 1 to await inspection by 
the carrier’s employes is for the operating convenience of the 
carrier; is due to a condition for which the carrier is directly 
responsible; and that no charge in addition to the line-haul 
rates for such switching is justified.” 

The division further said: 


The only interruptions in the service noted by the Commission’s 
inspectors were (a) a delay of 2 minutes in opening the gate at the 
entrance to the plant, (b) a delay of 4 minutes at the loading or un- 
loading points while unloading platforms were being removed, and (c) 
a delay of 25 minutes waiting for instructions from the platform fore- 
man. With respect to (a), the plant is enclosed and under military 
guard by arrangement with the War Department. Usually the guard 
opens the gate on signal from the locomotive. The delay in this re- 
spect was the only one noted. As to (b), respondent’s rules require that 
switch crews see that no persons or loading apparatus are left in cars 
at loading or unloading platforms before moving the car, and as to (c), 
this delay was caused by the illness of both the foreman and assistant 
foreman. The employee temporarily in charge was in another part of 
the yard. No delay is ordinarily encountered in issuing switching in- 
structions. 


Cigarette-Paper “Straw” Rate 


Rates that the defandant railroads were charging the com- 
plainant, a manufacturer of cigarette paper at Pisgah Forest, 
N. C., for transportation of partially decorticated flax straw 
(a commodity used in the manufacture of such paper) from 
origins in Minnesota and North Dakota to Pisgah Forest were 
on a higher level than the rates charged for transportation of 
that commodity from those origins to plants of complainant’s 
competitors at Lee, Mass., and Waverly and Spotswood, N. J., 
with the result that it cost complainant about $128,000 a year 
more to do business at the rates it assailed than it would if 
complainant had the same rates that were accorded its com- 
petitors, the Commission, division 2, said in a report in No. 
29081, Ecusta Paper Corporation vs. Alton et al., in which it 
found unreasonable and unduly prejudical the rates assailed, 
prescribed lawful rates and awarded reparation. 

“The manufacture of cigarette paper from the straw of 
seed flax was begun in this country in 1937,” the Commission 
said. “The process was developed by complainant. Prior to 
that time all cigarette paper used in this country had been 
imported from France, where it was manufactured from linen 
rags. Cigarette paper manufactured from partially decorticated 
flax straw now supplies the entire domestic market and a con- 
siderable tonnage is exported. . . . Seed flax ... is threshed to 
recover the seed, and the straw is baled, transported to the 
decorticating plants, and stored for use throughout the year. 
The decorticating machines crush the straw between fluted 
rollers. The woody portion of the stalk, called shive as distin- 
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guished from the fiber, is broken into small particles and most 
of it is removed by sifting. The partially decorticated straw is 
about 40 per cent shive and 60 per cent fiber. For shipment, 
it is pressed into bales 16 by 18 by 48 inches, weighing about 
150 pounds each.” 


Existing Rate Adjustment 


The report showed that the defendants, in November, 1938, 
had established a blanket rate of 65 cents from certain Minne- 
sota origins to Pisgah Forest, based on 24.6 per cent of the 
average first-class rate to Hendersonville, N. C., and that three 
years later they established column 22.5 rates on partially de- 
corticated flax straw from Minnesota origins (Twin Cities) and 
south, to destinations in the east, including Waverly and Spots- 
wood, while the rate to Lee was made 1 or 2 cents higher than 
the column 22.5 basis. This, the Commission said, resulted in 
reductions in all the rates from the Minnesota origins to the 
eastern destinations, except to Boston and East Walpole, Mass., 
but no similar reductions were made in the rates to Pisgah 
Forest. The report included a table showing that from Winona, 
Minn., to Pisgah Forest, 1,025 miles, the rate was 65 cents, 
while from Winona to Lee and Spotswood, 1,003 and 1,112 
miles respectively, it was 49 cents; that from Crookston, Minn., 
to Pisgah Forest it was 74 cents, while from Crookston to Lee 
and Spotswood it was 68 cents. 

After stating that there was no evidence showing that the 
rates to the eastern points were less than maximum reasonable 
rates, and no reason for rates to Cincinnati on complainant’s 
traffic from the considered origins higher mile for mile than 
the rates to equally distant points on the routes to eastern des- 
tinations, the Commission said: 

“The question whether the rates to Pisgah Forest are un- 
reasonable when measured by the rates to eastern points, using 
Winona, the principal origin, and Spotswood, the principal com- 
petitive eastern destination, as illustrative, turns on whether 
the remainder of the hauls beyond points about 569 miles from 
Winona, of 540 miles in official territory in one instance and 
456 miles in southern territory in the other, justifies a rate to 
Pisgah Forest which is 32.6 per cent higher than that to eastern 
destinations.” 


Interterritorial Rate Question 


Noting a contention of defendants that the difference in 
rates from western trunk-line territory to the south and within 
official territory was justified by ‘‘the difference in the so-called 
distribution of the transportation burden,” the Commission 
made the following comment: 


The theory often relied upon as a justification for the very mate- 
rially higher level of the class rates in southern territory as compared 
with official territory is that a large volume of diversified traffic moves 
on class rates in official territory, while economically important com- 
modities that are indigenous to the south or are used in or produced by 
industries in the south, and are transported in large volume, move on 
commodity rates which frequently are as low as or lower than the rates 
on the same commodities in official territory. It is not necessary here to 
consider the soundness of that theory in the making of class rates. Flax 
straw (partially decorticated) is a heavy-loading agricultural product, it 
is not subject to ordinary loss or damage in transit, and the movement 
thereof to Pisgan Forets is regular and in substantial volume. ... The 
circumstances and conditions attending the transportation of (partially 
decorticated) flax straw show that it should move at commodity rates. 

. . There is no good reason for making commodity rates thereon per- 
centages of the first-class rates, and certainly not for making them as 
great a percentage of the western-southern as of the lower western-offi- 
cial first-class rates. 

We frequently have prescribed commodity rates from the south to 
official territory on the level, mile for mile, that applied in official terri- 
tory, and rates within and to southern territory that are lower per- 
centages of first class than the rates applicable in official territory. ... 


Competitors of the complainant, the Commission said, ob- 
tained the bulk of the export business by selling to exporters 
at prices lower than those of the complainant. It said they 
were able to do this “mainly because of their advantage in the 
rates on (partially decorticated) flax straw,’ and added that 
the evidence warranted the conclusion that the assailed mal- 
adjustment of rates resulted in undue prejudice and disadvan- 
tage to complainant and undue preference and advantage to its 
competitors. It set forth its findings as follows: 


We find that the rates assailed were, are and for the future will be 
unreasonable to the extent that they exceeded, exceed or may exceed the 
rates presently in effect on like shipments from the same origins to Lee, 
Waverly and Spotswood, and that they were, are, and for the future 
will be unduly prejudicial to complainant and unduly preferential of its 
competitors to the extent that they exceeded, exceed or may exceed the 
rates which were, are, or hereafter may be concurrently maintained on 
like shipments from the same origins to Lee, Waverly, or Spotswood. 
We further find that complainant made shipments as described and paid 
and bore charges thereon; that it has been damaged thereby in the 
amount of the difference between the charges paid and those which 
would have accrued at the rates herein found reasonable; and that it is 
entitled to reparation, with interest, on shipments made on and after 
January 24, 1944. Complainant should comply with rule 100 of the Gen- 





TRAFFIC WORLD 


eral Rules of Practice. The rule 100 statement may include shipments 
made during the pendency of this proceeding if supported by proof in 
affidavit form that complainant paid and bore the charges thereon. If 


defendants object to proof by affidavit complainant may request a fur 
ther hearing. 


By its order in the proceeding, the Commission required 
the defendants to comply with the findings in the report on or 
before July 28. 


_— 


Judson-Sheldon Forwarder 


On reconsideration in FF 75, Judson-Sheldon Corporation 
Application, division 4, has found the operations from inland 
points of Judson-Sheldon Corporation, New York, N. Y., wholly 
owned subsidiary of National Carloading Corporation, to be 
those of a freight forwarder subject to part IV of the interstate 
commerce act, and denied application for dismissal so far as 
the applicant’s inland services were concerned. The division 
also found that the services performed by the applicant that 
were confined to the terminal areas in which it operated, were 
not those of a freight forwarder as defined by section 402(c) (2) 
of the act and were exempt under that section. With respect 
to such operations, the division dismissed the application for a 
permit. Its order was made effective June 22. 

Commenting on Judson-Sheldon’s operations from inland 
points, the division pointed out that National Carloading held a 
permit authorizing it to perform a forwarding service in con- 
nection with the transportation of commodities generally be- 
tween all points in the United States. It said the Commission 
had refused to grant permits to more than one in a group of 
companies under common ownership and control where the 
several companies sought permits to perform substantially the 
same services, and cited Universal Carloading & Distributing 
Co., Inc., F. F. Applic., 260 I. C. C. 33. It said the same policy 
would be followed in the instant proceeding. 

Judson-Sheldon said the division, had asserted that it was 
not a freight forwarder as that term was defined in section 
402(a)(5) of the act, but that, “in prudence,” and without con- 
ceding the Commission’s jurisdiction by the mere act of filing, 
and to protect whatever rights it might have under the act, it 
sought a permit under section 410 authorizing it to continue 
to forward general commodities between all points in the 
United States if it would be determined that its operations were 
and had been, prior to May 16, 1942, those of a freight for- 
warder subject to the act. The division said Judson-Sheldon 
requested that the jurisdictional question be determined before 
the company was put to detailed proof of its territorial and 
commodity operatoins. Be 

Division 4 said that on August 31, 1943, it dismissed the 
applicant’s application for want of jurisdiction but that, on 
June 21, 1944, on its own motion, it reopened the proceeding for 
reconsideration and hearing. Continuing, the division said: 


It is the position of applicant that since it furnishes service only 
at terminals, either at origin or destination, does not publish rates or 
issue bills of lading, and disclaims any liability as a carrier for loss 
of or damage to shipments which are forwarded, it is not a forwarder 
within the meaning of the term ‘‘freight forwarder’’ as defined in sec- 
tion 402(a) (5), but merely a consolidator of freight and, therefor, 
exempt from the provisions of part IV of the act as provided by section 
402(c) (2). Besides the testimony of its president, who testified that 
applicant assumed no responsibility for the transportation from point 
of origin to seaboard, the only other purported evidence of that fact is 
an exhibit entitled ‘Export Shipping Instructions,’’ which provides 
on its reverse side, among other things, that the applicant assumes no 
liability as a carrier, and is not to be held responsible for any loss of 
or damage to the goods to be forwarded. 


When asked by his counsel what he meant by the statement that 
he did not assume responsibility, applicant’s president said that he 
meant that applicant did not assume responsibility for the safe arrival 
of the freight and that it did not pay claims in the case of loss of and 
damage to the freight. On brief applicant argues that it does not as- 
sume, and under its contractual relations with its customers has never 
been required to assume, the responsibility of a common carrier, or 
the responsibility and liability for loss and damage which occurs to 
the shipments during the course of transportation. Furthermore, it is 
argued that the Commission may not impose upon the applicant a 
character it does not posses or a responsibility it does not assume, 
and is not required to assume, under its contractual relations with its 
customers, citing Frost & Frost Trucking Co. vs. Railroad Comm. of 
California, 271 U. S. 583. There, the issue was whether or not a state, 
by legislative enactment, could deny the use of state roads to a private 
contract carrier unless such private carrier secured a certificate of 
public conveyance and necessity from the railroad commission of the 
state, which, in effect, would compel the private carrier, against its 
will, to operate as a common carrier. The court held that such an act 
was unconstitutional in that it violated the rights guaranteed under 
the due process clause under the Fourteenth Amendment. 


Such a question, continued the division, was not presented 
in the instant proceeding, adding that the principal question 
was whether Judson-Sheldon’s inland business was compre- 
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hended in the definition of section 402(a)(5) that the term 
“freight forwarder’ meant a person that holds itself out to 
the general public to transport or provide transportation of 
property, or any class of property, for compensation, in inter- 
state commerce, and which, in the ordinary and usual course 
of its undertaking, (a) assembles and consolidates or provides 
for assembling and consolidating shipments of such property, 
and performs or provides for the performance of break-bulk 
and distributing operations with respect to such consolidated 
shipments, (b) assumes responsibility for the transportation of 
such property from point of receipt to point of destination, and 
(c) utilizes, for the whole or any part of the transportation of 
such shipments, the services of a carrier or carriers subject to 
part I, II, or III of the act. 


“There can be little, if any question that applicant holds 
itself out to the general public to transport or provide trans- 
portation of property for compensation,” continued the division. 
“It admittedly assembles and consolidates, or provides for as- 
sembling and consolidating of property, and performs, or pro- 
vides for the performance of, break-bulk and distributing oper- 
ations with respect to such consolidated shipments. There is no 
question but that it utilizes for the whole or a part of the 
transportation of such shipments the services of a carrier or 
carriers subject to part I, II, or III of the act.” 

Saying that the only question in dispute in respect of the 
definition of a freight forwarder was whether Judson-Sheldon 
assumed responsibility for the transportation of such property 


prs gaa point of receipt, to point of destination, the division 
added: 


In the absence of an unequivocal showing that the service charges 
collected by applicant do not contemplate more than a consolidation 
and assembly service, it must be concluded that its charges, particu- 
larly since they are based upon the less-than-carload rail rates from 
origin to destination, include not only consolidation and assembly at 
origin but break-bulk and distribution at destination, and that appli- 
cant, therefore, does have the responsibility for the transportation of 
such property from origin to destination. 


Judson-Sheldon’s operations were not the same as those 
of a warehouseman or other shipper’s agent whose services 
and responsibility to shippers in connection with consolidating 
or distributing pool cars were confined to the terminal areas in 
which such operations were performed, and were exempt from 
the provisions of part IV under section 402(c)(2), averred 
the division. The exemption, it said, applied only to services of 
consolidation or distribution. Furthermore, it continued, the 
services and responsibility to the shipper in connection with such 
operations must be confined to the terminal area in which 
such operations were performed. The division said Judson- 
Sheldon’s services and responsibility included far more than 
those comprehended in that exemption. 


Baltimore Insular Line, Inc. 


On reconsideration in W-514, Baltimore Insular Line, Inc., 
Contract Carrier Application, the Commission, division 4, has 
reversed the findings in prior reports of July 14, 1942, and 
July 14, 1943, granting a permit, effective July 16, for opera- 
tion by self-propelled vessels, in the transportation of com- 
modities generally, in lots of 500 net tons or more for not 
more than three shippers on any one voyage, between all ports 
and points along the Atlantic and Gulf of Mexico coasts, ex- 
cept (1) between New York harbor and the ports of Fort 
Pierce, Tampa, St. Petersburg, Port St. Joe, and Pensacola, Fla., 
and Corpus Christi, Tex.; (2) between Baltimore, Md., and 
the ports of Charleston, S. C.; Jacksonville, Fort Pierce, Miami, 
Tampa, St..Petersburg, Port St. Joe, and Pensacola, Fla., and 
Beaumont and Corpus Christi, Tex.; and (3) between the ports 
of Charleston, Jacksonville, Fort Pierce, Miami, Tampa, St. 
Petersburg, Port St. Joe, Pensacola, Beaumont, and Corpus 
Christi, except between Beaumont and Pensacola; and (4) be- 
tween Baltimore, Md., and Philadelphia, Pa., subject to general 
conditions. 

Saying that Baltimore Insular Line, Inc., was a wholly 
owned subsidiary of the A. H. Bull Steamship Co., which also 
owned the Bull Steamship Line and Ericsson Lime, Inc., the 
division further found that the holding by the applicant of the 
permit granted in the instant proceeding, and by the Bull 
Steamship Line and Ericsson Line, Inc., of their present cer- 
tificates, would be consistent with the public interest and 
national transportation policy. 

The division said: 


In American Range Lines, Inc., Contract Carrier Application, 260 
I. C. C. 362, decided December 5, 1944, in which we dissented, the Com- 
mission had occasion to consider the application of a water carrier 
whose operation was very similar to that of applicant in this proceeding. 
It concluded that the operation was that of a contract carrier and issued 
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a permit limited only to the extent of the authority sought by the appli- 
cation, except it required transportation of commodities in lots of 500 
tons or more for not more than three shippers on any one voyage. Fol- 
lowing the Commission’s decision in that case, no different conclusion 
is warranted here and inasmuch as we are bound by that decision and 
applicant has not transported commodities in lots of less than 500 tons 
or for more than three shippers on any one voyage, the same limitation 
should be imposed on this applicant. 


With respect to the fact that the applicant was a wholly 
owned subsidiary of the Bull company, and that the latter 
owned the Bull and Ericsson lines, the division said: 


The two latter companies have been granted certificates to operate 
as common carriers of commodities generally between certain ports 
on the Atlantic and Gulf of Mexico coasts. Section 310 of the act pro- 
hibits the issuance of a permit to any person who is under common 
control with a common carrier holding a certificate unless it is found 
that the holding of such authorities will be consistent with the public 
interest and the national transportation policy. With the limitation that 
applicant may only handle commodities in lots of 500 tons or more for 
not more than three shippers on any one voyage, the possibility of com- 
petition between applicant’s operations and those of its common-carrier 
affiliates is minimized. However, it is by no means an isolated occur- 
rence for common carriers by water, such as applicant’s affiliates, en- 
gaged in berth-to-berth service, to transport a shipment of 500 tons. 
In view of this, the possibility of conflict and discrimination would not 
be remote were applicant authorized to operate between the same points 
as The Bull Steamship Line and Ericsson Line, Inc. Accordingly, the 
permit herein granted will be limited so as not to authorize operation 
between the ports and points between which such affiliates are author- 
ized to operate. 


C. & E. I. Bond Issue 


By a report and order in Finance No. 14892, Chicago & 
Eastern Illinois Railroad Co. Bonds, the Commission, divi- 
sion 4, has granted authority to the Chicago & Eastern Illinois 
to issue $9,400,000 of its first mortgage 3% per cent bonds of 
series B, to be sold at 98.25 per cent of par and accrued in- 
terest, the proceeds to be applied to the retirement of a like 
amount of outstanding first-mortgage 4 per cent bonds, of 
series A, and to procure authentication and delivery of $1,244,- 
000 of additional series B bonds on the surrender for can- 
cellation of a like amount of series A bonds pledged with the 
Reconstruction Finance Corporation. 

The Commission said the applicant proposed to acquire 
from the R. F. C. shortly after May 1 the $9,400,000 of the 
series A bonds at an agreed price of 103 and accrued interest; 
that the series B bond issue was proposed to provide a part 
of the funds for retirement of the series A bonds and that the 
additional money required would be paid from funds in appli- 
cant’s treasury. The series B bonds would mature May 1, 1985, 
the Commission said. The report described sinking fund pro- 
visions for retirement of these bonds. 

“The proposed refinancing,” it said, “will result in a gross 
reduction of $509,198 in interest charges from May 1, 1945, to 
the maturity date of the outstanding bonds. The premium on 
the bonds to be retired will amount to $282,000, the discount 
on the sale of the proposed bonds will amount to $164,500, and 
expenses of refinancing are estimated at $50,000, a total of 
$496,500. This will effect a net reduction in interest charges 
of $12,698. .. .” 

The Commission said the refinancing also would strengthen 
and improve applicant’s financial structure in several respects, 
one being that the sinking fund of the new issue would com- 
pletely retire these bonds by maturity, while the sinking fund 
on the outstanding series A bonds would leave more than 
$5,000,000 thereof outstanding at maturity. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Crude Soapstone 


No. 29065, Whittaker, Clark & Daniels, Inc., vs. Tonopah 
& Goldfield Railroad Co. et al. By the Commission. Report 
written by Commissioner Patterson. Dismissed. Commodity 
rates of 94 cents a hundred pounds, minimum 60,000 pounds, 
and 86 cents, minimum 100,000 pounds, charged on carload 
shipments of crude soapstone or tale transported on and after 
September 11, 1940, from mines in California, Montana and 
Nevada, ground in transit at Los Angeles, and reshipped to 
destinations in Massachusetts, New York and New Jersey (in- 
cluded in transcontinental group A as defined in Agent Kipp’s 
tariffs I. C. C. Nos. 1446 and 1456) found not shown to have 
been or to be unreasonable. Complainant contended the as- 








1158 


sailed rates had been and were unreasonable to the extent 
of their excess over a rate of 72 cents, minimum 80,000 pounds, 
in effect in the period of movement here considered and still 
effective, on talc from Pacific coast points to destinations in 
transcontinental group K (including various points in South 
Carolina). Commissioner Patterson said that ‘a mere showing 
that the rates assailed are higher than the rates on other 
allegedly analogous articles from the same general origin 
territory to groups A and K, or higher than the rates on the 
same commodity to destinations in group K, does not establish 
that the rates assailed were and are unreasonable.” 


Native Wood Logs 


No. 29056, Amos-Thompson Corporation et al. vs. Alabama 
Great Southern Railroad Co., et al. By the Commission, divi- 
sion 2, Commissioner Alldredge filing a concurring opinion. 
Assailed rates on native wood logs (other than butternut, 
cedar, cherry, holly, and walnut), since July 1, 1942, in carloads, 
from points in Arkansas, Louisiana, Oklahoma, and Texas, to 
Louisville, Ky., Evansville, Lawrenceburg, New Albany, Jeffer- 
sonville, and Edinburgh, Ind., found unreasonable to the extent 
they had exceeded, exceeded, or might exceed, rates based on a 
prescribed scale, minimum 60,000 pounds, plus 6 per cent on 
shipments that moved in the period March 18, 1942, to May 14, 
1943, inclusive. Prescribed scale of reasonable rates ranged 
from 18 cents a 100 pounds for 360 miles and over 320 miles, 
to 37 cents a 100 pounds for 1,200 miles and over 1,150 miles. 
Reparation awarded. The division said that for the purpose 
of determining rates prescribed in the instant proceeding, dis- 
tances ovér the shortest routes over which carload traffic could 
be moved without transfer of lading should be used, except 
that defendants might establish for the future, origin groups of 
reasonable extent, provided that the rate from any group to 
any of the destinations should be a fair average of the rates 
that, in the absence of grouping, would result to the same 
destination from individual points within the group. 


Grain and Soy Beans 


No. 29141, A. E. Staley Manufacturing Co. vs. Baltimore 
& Ohio Railroad Co. The Commission, division 2. Rate on 
grain, grain products and soy beans, in carloads, from certain 
points in Illinois on the Beardstown branch of the B. & O., to 
destinations on its line in trunkline territory, found not shown 
unreasonable or unduly prejudical. Complaint dismissed. The 
division said that the existing difference between the rates 
assailed and the lower rates that prevailed on the Chicago & 
Illinois Midland Railway Co. and other lines did not, for that 
reason, subject the complainant to undue prejudice. The com- 
plainant, said the division, was entirely free to obtain shipments 
from the 38-cent group points at the present time, adding that 
the advantage that it would obtain from affirmative relief in 
the instant case might be paraphrased from the testimony of 
one of its witnesses that the complainant would be able to in- 
crease the area of the territory from which it could obtain its 
supply of raw products if this branch of the B. & O. should be 
included in the 38-cent territory. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 74588, Sub. 12, Marion Trucking Co., Marion, O., em- 
bracing also Same, Sub. 22. Permits denied. In Sub. 12, “gaso- 
line, petroleum and petroleum products,” in tank trucks, from 
specified points in Ill., Ind., Ky., and Mo., to described areas 
in the same states, over irregular routes, and, in Sub. 22, glass 
products and allied articles, from Muncie, Ind., to points in II., 
Mo., Wis., Mich., O., Pa., W. Va., and Ky., and empty containers 
in the reverse direction, over irregular routes. 


*MC 8989, Sub. 80, Howard Sober, Inc., Lansing, Mich., 
embracing also Same, Sub. 81. Certificate denied. In Sub. 80, 
new automotive vehicles and parts in initial movements, in 
truckaway and driveaway service, from Detroit and points in 
Warren township, Macomb county, Mich., to points in certain 
designated states, with return of rejected, damaged, or refused 
shipments, over irregular routes, and, in Sub. 81, buses, and 
parts therefor, in initial movements, in driveaway service, from 
Lima, O., to all points in the United States, with return of 
rejected, damaged, or refused shipments, over irregular routes. 

MC 1954, Sub. 5, H. T. Luther, Lubbock, Tex. Certificate 
granted, Commissioner Patterson dissenting. Household goods, 
between Odessa, Tex., and points within 50 miles thereof, ex- 
cept those points within 100 miles of Lubbock, Tex., on the 


TRAFFIC WORLD 


one hand, and, on the other, points in Ark., Mo., N. M., and 
Okla., over irregular routes. 


S. O. of La. Terminal Services 


The Traffic World Washington Burear: 


The Commission, division 3, on further hearing, in Stand 
ard Oil Company of Louisiana, Ex Parte No. 104, practices o: 
carriers affecting operating revenues or expenses, part II, ter- 
minal services, has affirmed its finding in prior report, 209 
I. C. C. 68, that the railroads’ obligations under their inter- 
state line-haul rates did not extend beyond their points of 
interchange, and that payment by them of an allowance to the 
industry for service beyond those points was unlawful. 

The division also found that switching between the rail- 
roads’ connections and points of loading or unloading within 
the Standard Company’s Maryland tank farm, at Maryland, 
La., its chemical products division, at North Baton Rouge, 
La., and its crude oil loading points, at Avondale, La., were 


services that might fairly be regarded as contemplated under 
the line-haul rates. 


COMMISSION ORDERS 

No. 28750, subs. 3, 6 and 9, In matter of installation of block signal 
or other systems intended to promote safety of railroad operation under 
paragraph (b) section 25 of interstate commerce act, Kansas City 
Southern Railway Co. Time within which a block signal system shall 
be installed on line of Kansas City Southern Ry. between Joplin and 
McElhany, Mo., as required by Commission’s order of December 30, 
1942, extended until May 31. 

MC 19013, Sub. 1, George Hillman Trucking Co., Inc., extension of 
operations, vegetable oils. Reopened for reconsideration. Recommended 
order of Examiner which became effective as order of Commission 
December 26, 1939, in so far as it applies to above proceeding, vacated. 

Finance 14030, Alton Railroad Co., reorganization. Petition by Thor- 
vald F. Hammer et al., as a committee, for an order to take depositions, 
denied. 

No. 28800, Blytheville Chamber of Commerce et al. vs. Aberdeen & 
Rockfish et al., and No. 28655, Memphis Cotton Exchange et al. vs. 
Cc. R. I. & P. et al. Order of December 5, 1944, further modified to 
become effective June 19, on not less than 30 days’ notice, instead of 
May 19, insofar as said order, as subsequently modified by an amenda- 
tory order of April 9, requires establishment of rates on cotton, in car- 
loads, from origins in southwest and Mississippi Valley to destinations 
in official territory. 

MC-C 481, Brooks Transportation Co., Inc. vs. Falwell Fast Freight, 
Ine. Motion by defendant that complaint be dismissed, overruled. 

MC 104857, Lennie Newman, contract carrier application. Reopened 
for further hearing, to determine all facts with respect to: 

(1) The type and character of service performed and proposed to 
be performed by applicant on return trips after the delivery of apple 
shipments during the seasonal operation from September 1 to May 1, and 

(2) How applicant’s motor vehicles are used or proposed to be 
used during the off-seasonal period from May 1 to September 1. 

Order of December 7, 1944, dismissing application, vacated. 

MC 105339, E. E. White, common carrier application. Report and 
order of February 28, modified’ so as to authorize issuance to applicant, 
on compliance with sections 215 and 217 of interstate commerce act 
and rules and regulations thereunder, of a certificate authorizing opera- 
tion as a common carrier by motor vehicle, in interstate or foreign 
commerce, over irregular routes, of general commodities, except house- 
hold goods as defined in Practices of Motor Common Carriers of House- 
hold Goods, 17 M. C. C. 467, dangerous explosives, articles of unusual 
value, commodities in bulk, and commodities requiring special equip- 
ment, between Hub City, S. D., and points within 6 miles thereof, and 
Westerville, Greenfield, and Alsen, S. D., on one hand, and on other, 
Sioux City, Ia. This order shall become effective April 16, unless any 
party-in-interest shall show cause, if any there be, in writing verified 
under oath, why report and order of February 28 should not be modified 
in manner described above. 

1. & S. M-2492, Increased rates, middlewest territory. Suspension 
order of January 8, vacated insofar as it suspended operation of follow- 
ing provisions: Middlewest Motor Freight Bureau, Agent: Supplement 
21 to MF-I. C. C. 19, on page 7 thereof, Item 3210-A; on page 8 thereof, 
Item 3230-A; on page 9 thereof, Items 3400-A, 3440-A, and 3460-B rates 
with minima of 4,000 and 8,000 pounds; on page 10 thereof, Items 
3570-A, 3820-A, and 3830-A; on page 14 thereof, Item 4080-B; on page 
16 thereof, Item 4225-A; and on page 17 thereof, Item 4310-A. Said order 
of January 8, vacated insofar as it suspended operation of following 
schedules, but proceeding of investigation of such schedules shall con- 
tinue in full force and effect: Middlewest Motor Freight Bureau, Agent: 
Supplement 21 to MF-I. C. C. 19, on page 14 thereof, Item 4120-A; 
and on page 15 thereof, Items 4150-A and 4160-A. 


MOTOR FINANCE CASES 


MC F-2804, Isidor Ehrlich et al.—Lease and Purchase—Ehrlich- 
Newmark Trucking Co., Inc. Application for authority under section 
210a(b) of Isidor Ehrlich, Saul Littman, Kate Ehrlich, and Florence E. 
Littman, partners, doing business as Ehrlich Garment Carriers, of 
New York, N. Y., for temporary operation of a portion of the motor- 
earrier rights of Ehrlich-Newmark Trucking Co., Inc., also of New 
York, denied. 

MC F-2635, A. M. Christensen et al.—Control; Dakota Transfer & 
Storage Co.—Purchase—Ernest Bieri. Purchase by Dakota Transfer 
& Storage Co., in Minot, N. D., of certain operating rights of Ernest 
Bieri, doing business as Stanley Transfer, of Stanley, N. D., and 
acquisition of control of said operating rights by A. M, Christensen, 
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May 5, 1945 


H. H. Janke, and E. A. Moll, also of Minot, through said purchase, 
approved and authorized, subject to condition. 

MC F-2608, Walter F. Carey and Bert B. Beveridge—Control; Com- 
mercial Carriers, Inc.—Purchase—J. C. Dowding. Purchase by Commer- 
cial carriers, Inc., of Detroit, Mich., of certain operating rights of 
J. C. Dowding, doing business as Dowding Truck & Transfer Co., of 
Flint, Mich., and acquisition of control of said operating rights by 
Walter F. Carey and B. B. Beveridge, also of Detroit, through. said 
purchases, approved and authorized, subject to conditions. 

MC F-2793, Lloyd Markel—Purchase—Fox Valley Motor Service, 
Ine. Application for authority under section 210a(b) of Lloyd Markel, 
doing business as Aurora Transfer Co., of Aurora, Ill., for temporary 
operation of motor-carrier rights of Fox Valley Motor Service, Inc., 
also of Aurora, denied. 

MC F-2789, W. J. Dillner Transfer Co.—Purchase—Curtis Transfer 
& Storage Co. Application for authority under section 210a(b) of W. 
J. Dillnmer Transfer Co., of Pittsburgh, Pa., for temporary operation 
of a portion of the motor-carrier rights of Curtis Transfer & Storage 
Co., of Huntington, W. Va., denied. 

MC F-2803, Aime V. and Eugenie B. Plante—Control; Robert’s Ex- 
press, Inc.—Purchase—Allied Freightways, Inc. Application for author- 
ity under section 210a(b) of Robert’s Express, Inc., of Manchester, 
N. H., for temporary operation of a portion of the motor-carrier rights 
of Allied Freightways, Inc., of Boston, Mass., denied. 

MC F-2676, W. R. Rivers et al.—Control; Rivers Truck Lines—Pur- 
chase—Loyd Bond. Extension granted to May 15, 1945, of time for 
compliance with conditions of order of March 19, 1945, granting 
temporary authority under section 210a(b). 

MC F-1518, Frisco Transportation Co.—Lease—Missouri-Arkansas 
Transportation Co. Petition of Frisco Transportation Co., of St. Louis, 
Mo., to the extent it seeks authority to renew lease of certain operating 
rights and property of Missouri-Arkansas Transportation Co., of Joplin, 
Mo., for a period expiring October 31, 1945, at a rental of $50 per 
month, and upon terms and conditions otherwise as approved in report 


and order of said division of April 6, 1942, granted, and denied in all 
other respects. 


MC F-2710, H. J. Hampton and Fred Monroe—Control—Sparrow . 


Transit Lines, Inc. Acquisition by H. J. Hampton and Fred Monroe, 
both of Cedar Rapids, Ia., of joint control of Sparrow Transit Lines, 


Inc., of Lomax, Ill., through ownership of capital stock, approved and 
authorized. 


MC F-2423, Francis J. DeLorme and Eldred A. Becker—Control; 
West Shore Transport Co.—Purchase—Henry Van Den Bosch. Purchase 
by West Shore Transport Co., of Sheboygan, Wis., of operating rights 
and certain property of Henry Van Den Bosch, doing business as 
Van’s Motor Express, of Green Bay, Wis., and acquisition of control 
of said operating rights and property by Francis J. DeLorme and 


Eldred A. Becker, through said purchase, approved and authorized, 
subject to conditions. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14862, Louisville & Jeffersonville 
Bridge and Railroad Co. Notes, granting authority to issue a 4 per cent 
demand promissory note, or notes for not exceeding the aggregate 
principal amount of $4,500,000 to be delivered at par to the Cleveland, 
Cincinnati, Chicago & St. Louis Railway Co. to evidence advances made 


by it, or for its account, by the lessee of its properties for the payment 
of matured bonds. Approved. 


Report and certificate in F. D. No. 14568, Franklin & Carolina 
Railroad Acquisition and Operation, authorizing acquisition and opera- 
tion by the Franklin & Carolina Railroad of a line of railroad in Isle 
of Wight and Nansemond Counties, Va. Approved. 


VIRGINIAN REFUNDING PLAN 


In an uncontested case, Finance No. 14873, Virginian Rail- 
way Co. Bonds, the Commission, division 4, has granted the 
Virginian authority to issue not exceeding $60,000,000 of first- 
lien and refunding-mortgage bonds, series B, 3 per cent, due 
May 1, 1995, to be sold at 105.669 and accrued interest, the 
proceeds to be used with other funds to redeem $60,044,000 of 
outstanding bonds; and to procure the authentication and 
delivery of not exceeding $9,544,000 of the new series B bonds 
to replace a like amount of series A bonds now held in the 
treasury (see Traffic World, April 7, p. 907). 


K. C. SOUTHERN NOTE ISSUE 


In Finance No. 14893, Kansas City Southern Railway Co. 
Notes, an uncontested proceeding, the Commission, division 4, 
has granted the K. C. Southern authority to issue at par a 
promissory note or notes for not exceeding $7,700,000 to evi- 
dence a loan or loans for a like amount, the proceeds, to- 
gether with funds available in the applicant’s treasury, to be 
applied to the redemption of outstanding bonds (see Traffic 
World, April 14, p. 978). 


POWELL WATER APPLICATION 
In W-919, Sub. 1, TA, Howard Powell Temoparary Author- 
ty Application, the Commission, division 4, has denied the ap- 
dlication of Howard Powell, Guntersville, Ala., for authority 
emporarily to operate as a contract carrier by non-self-pro- 
velled vessels with the use of separate towing vessels in the 
ransportation of shelled corn, in bags, from Long Island 
‘Bridgeport Island), Ala., to Chattanooga, Tenn. 


FINANCE APPLICATIONS 


MC F-2824, Fred Olson, dba Olson Motor Service, Milwaukee, Wis., 
sks authority to purchase, and temporarily to operate, the trucking 
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business, including certain property, of John S. Stemper, dba J. S. 
Cartage Co., Milwaukee. 

MC F-2825, J. W. Boyles, dba Boyles Motor Lines, Wichita Falls, 
Tex., asks authority to lease, with option to purchase and consolidate, 
and temporarily to operate, certain operating rights and property of 
Butler Pool and W. I. Weller, receivers of H. S. Brimm, dba Farr 
Fast Freight, Chickasha, Okla. 

MC F-2826, Southwestern Freight Lines, transferee, and Southpeck 
Corporation, Midland Security Co., and Victor F. Palmer, co-applicants, 
dba Southwestern Freight Lines, Phoenix, Ariz., ask authority to lease, 
with option to purchase, and temporarily to operate, certain operating 
rights and property of Jesse M. Smith, Lawrence N. Smith, and D. E. 
Haywood, dba Smith-Heywood Co., Holbrook, Ariz. 

MC F-2827, John Ruan, dba Ruan Motor Freight Co. and Ruan 
Transportation Co., Des Moines, Ia., ask authority to acquire control 
of McCoy Truck Lines, Inc., Waterloo, Ia., through ownership of 
capital stock. 

MC F-2828, Arno Toll, having control of Brown’s Express, Inc., 
Chicago Heights, Ill., asks authority to acquire control of Fisher Motor 
Service, Inc., Chicago Heights, through ownership of capital stock, or 
otherwise. 

MC. F2829, Lillian F. Congdon and E. E. Congdon, dba Old Dominion 
Freight Line, Richmond, Va., and Lillian F. Congdon, dba Old Dominion 
Freight Line, Richmond, and E. E. Congdon, dba E. E. Congdon, Rich- 
mond, ask authority to consolidate. 

Finance No. 14916, Nicholas, Fayette & Greenbrier Railroad Co., 
a non-operating carrier, asks authority to extend its Peaser branch 
approximately 4.76 miles, all in Greenbrier and: Nicholas counties, W. 
Va., in order that the general public, and the New York Central and 
Chesapeake & Ohio railroads, lessees of the applicant’s existing line, 
might have access to a large volume of undeveloped coal resources 
situated in Nicholas county. 

MC F-2830, Fuller Toponce Truck Co., Ogden, Utah, asks authority 
to purchase, and temporarily to operate, certain operating rights and 
property of Messinger Truck Line, Inc., Ogden, Utah. 

MC F-2831, Julius Daverso and Frank Daverso, dba British Columbia- 
Seattle Transport, Seattle, Wash., ask authority to purchase certain 
property of Julius Daverso, Frank Daverso, and Mario Merlino, dba 
British Columbia-Seattle Transport, Seattle. 

MC F-2832, R. D. Allisbaugh, dba Allisbaugh Trucking Co., Wabash, 
Ind., asks authority to purchase, and temporarily to operate, certain 
operating rights of Sarah E. Stevens, executrix of the estate of Wilbur 
Walter Stevens, dba Wabash Trucking Co., Wabash, Ind. 

MC F-2833, Benton Rapid Express, Savannah, Ga., asks authority 
to purchase, and temporarily to operate, certain operating rights of 
Martin Johnson, trustee, Acme Freight Lines, Inc., Jacksonville, Fla. 


PETITIONS FOR REHEARING, ETC. 


Finance 14030, Alton Railroad Co., reorganization. Thorvald F. Ham- 
mer et al. ask for an order to take depositions. 

No. 15234, In matter of divisions of freight rates in western and 
Mountain-Pacific territories. Kansas City Southern Ry. et al. asks that 
order of June 10, 1929, as amended, be vacated insofar as it prescribed 
divisions of joint rates on chatt between points on lines of respondents. 

No. 29058, American Republics Corp. vs. W. F. & S. et al. Com- 
plainant asks for reopening and reconsideration. 

MC-F 2533, E. W. Harlan et al., control; Bruce Motor Freight, Inc., 
purchase G. E. and E. I. Bruce, MC-F 2534, Charles Iles and Harold 
McKinney, control, Bruce Motor Freight, Inc., and MC-F 2535, Charles 
Iles and Harold McKinney, control; Film Transport Co. Charles Iles, 
Harold McKinney and E. W. Harlan ask for reconsideration or further 
hearing in MC-F 2534. 

MC-C 411, Sub. 1, Freight Transportation Engineers, Inc., et al. vs. 
Great Central Transport Corp. et al. Great Central Transport Corp. and 
Lecrone-Benedict Ways, Inc., defendants ask that complaint be dis- 
missed as to them. 

MC-F 2039, San Juan Basin Lines, Inc., lease, Rio Grande Motor 
Way, Inc. Applicants ask that lease transaction be extended for an 
additional term of two years from and after July 24. 

MC-F 2763, Wells Truckways, Ltd., lease, Colorado-Arizona Express, 
Ine. Wells Truckways, Ltd., asks for authority temporarily to operate 
motor carrier properties of Colorado-Arizona Express, Inc. 

MC-F 2754, Mont S. Echols et al., control; Mercury Motors, Inc., 
lease, C. Herbert Taylor, dba Taylor Motor Freight (E. A. Truett, 
receiver). Applicants ask for leave to amend application so as to make 
E. A. Truett, receiver, lessor, in lieu of C. Herbert Taylor, and for 
further extension of time for lessee to comply with Commission’s order 
of March 2. 

No. 28719, Archer-Daniels-Midland Co. vs. Alton et al., and I. & S. 
5263, Cottonseed products, southwest to western states. Archer-Daniels- 
Midland Co., complainant in No. 28719, and intervener in I. & S. 5263, 
asks for reopening, rehearing and reconsideration. 

No. 29294, Mason City Brick and Tile Co. et al. vs. C. & N. W. et al. 
Defendants ask Commission to enter an order requiring complainants to 
make complaint more specific, definite and certain. 

MC-C 442, Released ratings and rates on engines. Protestant, Secre- 
tary of War, through his counsel, Judge Advocate General, asks for 
leave to file a motion for an order striking from record, prior to any 
further hearing, certain irrelevant and immaterial evidence introduced 
by petitioning motor carriers over objection. 


R. R. DESTROYED RECORDS RULES 

Effective June 1, the Commission, division 1, has issued 
“Regulations to Govern the Destruction of Records of Steam 
Railroads,” prescribed for steam railroads subject to provisions 
of the interstate commerce act and trustees, executors, admin- 
istrators, or assignees of such railroads. The rules, said the 
division, applied in the destruction and rentention of operating, 
accounting, financial papers, records, books, blanks, tickets, 
stubs and documents of steam railroads. The division also said 
that the regulations set forth pertained only to the accounts, 
records, and memoranda named therein, and that all accounts, 
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records and memoranda not indicated in the regulations re- 
mained under the prohibition of destruction contained in section 
20 of the act. 

“It is not intended that these regulations shall be inter- 
preted as requiring that the records herein named shall be 
installed, when such records are not already kept by a carrier,” 
said the division. 


UNIFORM ACCOUNTS—WATER 


The Commission, in sub-orders Nos. WD47 to WD50, in- 
clusive, has prescribed depreciation rates applicable to the 
transportation property of carriers by water, in accordance 
with provisions of the “Uniform System of Accounts for Car- 
riers by Water,” order of December 11, 1941, for the following: 
A. L. Mechling Barge Line, Ohio Barge Line, Inc., Jacob Rice 
& Sons, and The Wright & Cobb Lighterage Co. 


CERTIFICATE REVOCATION 
The Commission, division 5, in MC C-412, has revoked the 
motor-carrier certificate of Margaret Tricarico, doing business 
as Mickey’s Express, Bristol, Conn., issued May 27, 1941, in 
MC 6327. The division said the respondent had failed to show, 
within the time allowed by an order February 2, that she had 
instituted reasonably continuous and adequate service of the 
scope and character required by the certificate. 


FORWARDER INSURANCE REGULATIONS 


The Commission, by Commissioner Lee, in Ex Parte No. 
159, Freight Forwarder Insurance for Protection of the Public, 
has ordered filed the petition of Freight Forwarders Institute 
for stay of the Commission’s order of October 11, 1944, in the 
instant proceeding, and for reopening, rehearing, and recon- 
sideration. The Commission also fixed May 10, as the date on 
or before which other parties to the proceeding might file 
replies to the petition to the extent that reopening, rehearing, 
and reconsideration were sought. The Commission extended 


— May 1, to July 2, the effective date of its order of Octo- 
er 11. 


PIPE-LINE DEPRECIATION 
The Commission, by Commissioner Mahaffie, in Sub-order 
P-80, has prescribed percentage rates for use in computing de- 
preciation charges includible in operating expenses in accord- 
ance with the provisions of the “Uniform System of Accounts 
for Pipe Lines,” order of November 16, 1934, as amended, for 
the Interstate Oil Pipe Line Co. The Commission said that 
effective with the accounts for June, 1945, the Interstate com- 
pany should account for depreciation charges under the order 
of November 16, 1934, as amended, by applying to the ledger 
value of certain primary accounts covering the classes of prop- 
erty used in its operations certain prescribed annual composite 
percentage rates. 
In Sub-order P-24B, the Commission, by Commissioner 
Mahaffie, ordered that effective with the accounts of June, 194. 
Sub-order P-24 in No. 19200, “Depreciation Charges of Carriers 
by Pipe Lines,” entered August 23, 1937, as amended by Sub- 
order 24A, entered January 10, 1941, in which depreciation 
percentage rates were prescribed for application by the Stand- 
ard Oil Co. of Louisiana, be set aside. 
In Sub-order P-40A, the Commission, by Commissioner Ma- 
haffie, ordered that effective with the accounts for June, 1945, 
Sub-order P-40 in No. 19200, “Depreciation Charges of Carriers 
by Pipe Lines,” entered January 21, 1938, in which depreciation 
percentage rates were prescribed for application by the Okla- 
homa Pipe Line Co., be set aside. 


NATIONAL REFINING VALUATION 


Final valuation figures on the National Refining Co., Pipe 
Line Department, have been announced by the Commission, 
division 2, in Valuation Docket No. 1282, Tentative Valuation 
Report on the Property of The National Refining Co., Pipe 
Line Department. 

The final values for rate-making purposes, as of Decem- 

ber 31, 1939, of the carrier property owned or used by the car- 
rier were found to be as follows: Owned and used, $1,150,000; 
owned but not used, out of service, $2,600; used but not owned, 
leased from private parties, $824; total owned, $1,152,600; total 
used, $1,150,824. 
The sum of $6,900, said the division, was included in the 
value aforestated as owned and used on account of working 
capital, consisting entirely of a stock of material and supplies. 
It said that no other values or elements of value to which 
specific sums could now be ascribed were found to exist. 

Any protest, the division said, would have to be filed with 
the Commission on or before 30 days from May 8. Notifications 
were addressed to the Attorney General of the United States, 
the governors of Kansas and Oklahoma, the state corporation 
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commissions of those states, the National Refining Co., Pipe Line 
Department, Cleveland, O., and the Cooperative Refining As- 
sociation, Kansas City, Mo. 


I. C. C. ACCIDENT REPORT 


A false clear signal indication, resulting from sand on the 
rails, was given by the Commission, by Commissioner Patter- 
son, in investigation No. 2876, as the cause of a rear-end col- 
lision, March 17, between two engines on the Boston & Maine 
railroad near East Portal, Mass., in which accident two em- 
ployes were injured. The Commission said the excessive amount 
of sand deposited on the rails prevented shunting of the track 
circuit by the wheels of one of the engines, and a signal dis- 
played proceed when the engine stopped. Evidently, the Com- 
mission continued, sand on the rails resulted in a proceed 


indication being displayed by this signal when a stop indication 
was required. 


OHIO RIVER CO. APPLICATION 

On reconsideration in W-414, Ohio River Co. Contract 
Carrier Application, the Commission, division 4, has modified 
the findings in the prior report, decided September 29, 1943, 
granting an amended certificate to the applicant a wholly owned 
subsidiary of the West Virginia Coal and Coke Corporation, for 
transportation by non-self-propelled vessels with the use of 
separate towing vessels of commodities generally between points 
on the Illinois Waterway, the Mississippi river from Grafton, 
Ill., to Cairo, Ill., the Ohio river, the Licking river below Latonia, 
Ky., and the Kanawha river, including specified ports. Com- 
missioner Miller noted a concurring opinion. 


COTTON RATES AND MINIMA 


i 

The Commission has extended from May 19 to June 19 
the effective date of its order in No. 28800, Blytheville Cham- 
ber of Commerce et al. vs. Aberdeen & Rockfish Railroad Co. 
et al, embracing also No. 28655, Memphis Cotton Exchange 
et al. vs. Chicago, Rock Island & Pacific Railway Co., et al. 

The Commission said the new effective date applied in so 
far as its order (see Traffic World, Dec. 30, 1944, p. 1675), as 
subsequently modified by an amendatory order (see Traffic 
World, April 21, p. 1027), required the establishment of rates 
on cotton, in carloads, from origins in the southwest and Mis- 
sissippi Valley to destinations in official territory. 

The extension was ordered, said the Commission, on con- 
sideration of the record and of a petition filed on behalf of 
southwestern railroad defendants concurred in by southern 


railroad defendants for postponement of the order’s effective 
date. 


RUBBER STORAGE-IN-TRANSIT 

Investigation into the reasonableness and lawfulness of cer- 
tain transit arrangements and the rules, regulations, and prac- 
tices affecting such transit arrangements applicable to the 
transportation of artificial rubber at points in southwestern and 
western trunkline territories, also at Mississippi River crossings, 
has been instituted by the Commission, division 2, on its own 
motion, in No. 29307, Storage-in-Transit on Artificial Rubber. 

The commodity involved was further identified as ‘‘rubber, 
artificial, neoprene or synthetic, crude,” in carloads, originating 
at points in Texas and Lake Charles, La., and destined to points 
in the United States to which through rates were in effect via 
the transit points, as described in item No. 2252-A of supple- 
ment No. 92 to Agent D. Q. Marsh’s tariff I. C. C. No. 3514 and 
item No. 1024 of supplement No. 12 to Agent L. E. Kipp’s tariff 
I. C. C. No. A-3565. 

Purpose of the investigation, said the division, was to make 
such findings and prescribe such just, reasonable, and otherwise 
lawful transit arrangements and rules, regulations, and prac- 
tices affecting such transit arrangements, as the facts and cir- 
cumstances should appear to warrant. 

All common carriers of property by railroad parties to the 
aforelisted tariffs were made respondents to the proceeding, 
said the division, adding that the matter had been assigned for 
hearing on June 12, at 9:30 a. m., at the Commission’s offices in 
Washington, before Examiner Griffin. 


CAR WEIGHING SERVICE ORDERS 

Effective May 3, the Commission, division 3, has issued 
service order No. 139-A, vacating service order No. 139, which 
prohibited the weighing of gravel in carloads for use at Barks- 
dale Field, La. Effective the same date, the division also issued 
service order No. 142-A vacating service order No. 142, which 
prohibited the weighing of sand or gravel in carloads for use 
by the Austin Bridge Co., at Daingerfield, Tex. The original 
service orders in each instance had been issued to prevent the 
holding up of freight cars by the weighing of sand or gravel 


on railroad track scales (see Traffic World, Aug. 7, 1943, 
p. 314). 
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Iron, Steel, Ga.-West Coast 


In a proposed report in No. 29048, Atlantic Steel Co. vs. 
Southern Pacific Co., et al., Examiner Arthur R. Mackley has 
recommended that the Commission should find domestic and 
export rates on iron and steel articles, in carloads, from Atlanta, 
Ga., to Pacific south-coast territory, over all-rail routes, not 
shown to be unreasonable, under section 1 of the interstate com- 
merce act. The examiner also recommended a finding that the 
relation of such rates to the rates on like traffic from Birming- 
ham, Alabama City, and Anniston, Ala., to the same destina- 
tions had been, was, and for the future would be unduly prefer- 
ential of the Alabama origins, and unduly prejudicial to the 
Atlanta, under section 3, to the extent that the rates from 
Atlanta had exceeded, exceeded, or might exceed, by more than 
5 cents a 100 pounds, the contemporaneous rates from the 
named Alabama origins to the same destinations. Denial of 
reparation also was recommended. 

A thorough understanding of the issues presented, said the 
examiner, required discussion of rail-ocean rates from Atlanta 
and the. Alabama origins to Pacific-coast ports, and of relative 
steel prices at Birmingham and on the Pacific coast, as well as 
the effect of Federal Government action on the purchase of steel, 
the place of its delivery, and the rate bases applicable thereto. 

The complainant company, an Atlanta manufacturer of 
steel articles, including angles, bars, hoops and bends, said the 
examiner, sought an equalization of the rates from Atlanta and 
the three Alabama origins, and asked that it be brought about 
by a reduction in the rates from Atlanta rather than by an 
increase in the rates from the other origins. Continuing, the 
examiner said: 


Prior to the war the domestic rail rates of $1.27 from Atlanta, and 
$1.10 from Birmingham, to Pacific coast destinations were seldom used, 
because there was availabie from both points a rail-ocean rate of 69 
cents. This rate, plus the base price of $2.15 at Birmingham, which 
was also the base price at Atlanta, enabled both Birmingham and At- 
lanta manufacturers to deliver their steel at Pacific ports for $2.84, or 
4 cents higher than the established price on the coast. This required 
an absorption of 4 cents on the part of both the Birmingham and 
Atlanta manufacturer in order to meet the Pacific coast price. 

With cancellation of the 69-cent rail-ocean rate from Birmingham 
and Atlanta, as a result of war interference with commercial shipments 
through the Panama Canal, and with application of the domestic rail 
rates of $1.10 from Birmingham and $1.27 from Atlanta, the prices be- 
came $3.25 for domestic Birmingham steel, and $3:42 for domestic At- 
lanta steel, delivered at Pacific coast ports and inland destinations. 
This required absorptions of 45 cents by the Birmingham manufacturer, 
and 62 cents by the Atlanta manufacturer, in meeting the Pacific coast 
price of $2.80. The 17-cent greater absorption on the Atlanta than on 
the Birmingham steel, refiecting the difference in the domestic rail 
rates from Atlanta and Birmingham, is the basis of the complaint. 

The situation is similar in respect of export shipments to Pacific 
coast ports at the applicable export rail rates of 50 cents from Birming- 
ham and 70 cents from Atlanta, except that prices for west-coast de- 
livery were $2.65 for Birmingham steel, and $2.85 for Atlanta steel, 
thus requiring complainant to absorb 5 cents in meeting the Pacific 
coast price, but, what is of more importance, also requiring complain- 
ant to absorb 20 cents per hundred pounds, or $4.00 per net ton, to 
place it on a competitive basis with Birmingham. 


The aforedescribed situation, said the examiner, had been 
materially affected by regulations of the Office of Price Admin- 
istration and the War Production Board. Effective June 3, 
1943, he continued, the O. P. A. modified its price schedule 
No. 6 to permit Atlantic Steel Co. to sell export steel, for lend- 
lease, to the Treasury Department’s procurement division on a 
basis of Atlantic Steel’s f.o.b. price at Atlanta, which was also 
the Birmingtam f.o.b. price. The effect of the modification, 
said the examiner, was to transfer from Atlantic Steel to the 
procurement division the freight obligation from Atlanta to the 
west coast, including absorption of the difference of 20 cents 
a 100 pounds, of $4 a net ton, between the export rates from 
Atlanta and Birmingham. 

Atlantic Steel, said the examiner, presented no substantial 
evidence in support of its allegation of unreasonable under 
section 1. The defendants, he said, offered comparisons of the 
rates in issue with rates on iron and steel articles prescribed 
by the Commission (extended to transcontinental distances at 
the last rate of progression) that tended to negative a finding 
of unreasonableness under that section. He said the defendants 
also compared earnings under the rates from Atlanta to Los 
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Angeles, San Francisco, Portland, and Seattle, and under rates 
included in the iron and steel articles list, also under rates 
on other iron and steel articles, including wrought iron and 
steel pipe, oil well machinery, and the like, from eastern 
origins to intermountain territory and Pacific coast destinations, 
prescribed by the Commission in certain cited cases. The rates 
in issue, said the examiner, yielded from 8.8 to 11.1 mills a 
ton mile, and from 35.5 to 45 cents a car mile, on domestic 
shipments, and from 4.8 to 6.1 mills a ton mile, and from 19.6 
and 24.8 cents a car mile on export shipments. On the com- 
pared commodities in the iron and steel list, continued the 
examiner, the earnings ranged from 11.6 to 17.4 mills a ton 
mile, and from 50.9 to 71 cents a car mile. On the other com- 
pared articles, he said, the earnings ranged from 10.9 to 25.2 
mills a ton mile, and from 31.4 to 94.2 cents a car mile. 

“The record as a whole does not warrant a finding of un- 
reasonableness under section 1,’ concluded the examiner. 





N. E. Motor Rate Increase 


In a proposed report in I. and S. M-2470, Increased Class 
Rates Over Associated Transport, Inc., Examiner C. I. Kephart, 
has recommended that the Commission find not shown unjust or 
unreasonable, increased fifth-class rates on shipments weighing 
less than 1,000 pounds between various New England points 
and between approximately 65 Connecticut points and New 
York, N. Y., and New York points grouped therewith, to expire 
October 15. The examiner also recommended vacation of the 
suspension order and discontinuance of the proceeding. 

By schedules filed to become effective October 16, said the 
examiner, motor vehicle common carriers, parties to designated 
tariffs of the New England Motor Rate Bureau, Inc., Boston, 
Mass., New Hampshire Motor Rate Bureau, Manchester, N. H., 
and Maine Motor Rate Bureau, proposed to increase the fifth- 
class rates on shipments weighing less than. 1,000 pounds be- 
tween the aforementioned points in connection with service 
over lines of Associated Transport, Inc., of New York. 

Specific fifth class rates proposed for application between 
the Connecticut points and New York City and the New York 
points taking the same rates for shipments weighing less than 
1,000 pounds, said the examiner, would result in increases gen- 
erally from 4 to 8 cents, and a slight reduction between Niantic, 
Conn., and New York zones. 

Protestants, said the examiner, argued that Associated’s 
evidence was inconclusive with respect to the alleged need for 
additional revenue from fifth class traffic moving in quantities 
under 1,000 pounds for the shorter hauls, as its cost data gen- 
erally represented average conditions. 

“Morover,”’ continued the examiner, “the rate increases 
would be difficult for business firms to absorb or to impose on 
their customers under present conditions of price control. Asso- 
ciated, on the other hand, reiterates its critical need for addi- 
tional revenue because of increasing operating expenses. Its 
evidence tends in some degree to support its assertion that 
losses are being sustained in greater proportion on short-haul 
traffic than on long-haul traffic and that this result is mainly 
attributable to increase of terminal expense and not markedly 
to higher road-haul expense. It is also probable that the in- 
crease of terminal-handling expense is proportionately greater 
in the case of the smaller shipments, such as those weighing 
less than 1,000 pounds, than in that of larger shipments.” 

The examiner quoted Increased Common Carrier Truck 
Rates in New England, 43 M. C. C. 13, as follows: 


The initiation of increased rates intended to improve their (the 
carriers’) financial condition is a matter within the managerial discre- 
tion of the carriers, unless it is clear that the action of the carriers in 
the exercise of their managerial discretion would jeopardize sound 
economic conditions in the industry, we should not use our powers to 
prevent the carriers’ managements from putting into effect new bases 
of rates. It is not clear that increased rates would have the effect 
of diverting from the respondents to other carriers with lower rates 
sufficient traffic to make their operations less profitable than they are 
at present and thereby bring about conditions inconsistent with the 
national transportation policy. The question to be determined is not 
whether the proposal is a wise or unwise exercise of managerial discre- 
tion, but whether the resulting rates would be just and reasonable and 
otherwise in conformity with the provisions of the interstate commerce 
act. 


In view of the aforequoted expression, said the examiner, 
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‘and of the fact that the proposed increased rates were believed 
by Associated’s management to be a necessary step to preserve 
its financial stability, that the proposal carried a date of expira- 
tion within which its effects might be ascertained, and that the 
proposal had not been shown to be unjust or unreasonable under 
the interstate commerce act, the examiner was constrained, in 
the light of the other evidence of record, to recommend its 
acceptance as an emergency measure. 

Any additional confusion in the New England general rate 
structure that might result should be resolved by the findings 
in the pending Ex Parte No. MC-22 case, concluded the exam- 
iner. 


Tariff Notice Posting Matter 


Examiner E. L. Glenn, in a proposed report in No. 29207, 
Coast Sash & Door Co. vs. Northern Pacific Railway Co., has 
recommended that the Commission find not shown unjust or 
unreasonable the defendant’s notice of the filing and posting 
of notice of tariff provisions naming rules governing demurrage 
charges for privately owned tank cars held for unloading on 
privately owned tracks. The examiner also recommended dis- 
missal of the complaint. 

Coast Sash & Door Co., manufacturing and selling lumber 
products at Tacoma, Wash., said the examiner, alleged that 
Northern Pacific failed to give it proper notice of tariff provi- 
sions naming, for the first time demurrage charges for privately 
owned tank cars of T. M. type held for unloading on private 
tracks, when the ownership of the car and track was the same. 
The examiner said the complainant alleged that as a result it 
was charged unjust and unreasonable demurrage of $184.80 for 
a tank-car load of parmasan (wood preservative) shipped to it 
from St. Louis, Mo., July 10, 1942, by the Monsanto Chemical 
Co., owner of the tank car. 

The examiner related that the described rule became effec- 
tive the day the car was delivered on the complainant’s track, 
and that, unlike line-haul rates, demurrage charges were con- 
trolled by the tariffs in effect contemporaneously with the ac- 
crual of the demurrage service, and not those in effect at the 
time a shipment moved from point of origin. Continuing, the 
examiner said: 


Diligence on the part of complainant, in examining the tariff naming 
the described rule, which was in defendant’s public file at Tacoma, would 
have informed in eighteen days before the tariff schedule naming this 
rule was allowed to become effective that, such demurrage charges were 
to be made, and from the facts of record, and the circumstances sur- 
rounding the publication of those charges, it has not been shown that 
complainant did not have sufficient time to remove this shipment of 
parmasan from the tank car in order to avoid demurrage charges 
thereon, or that notice of filing and posting the said tariff schedules was 
unjust or unreasonable. .. . 


WOOL, NEW ORLEANS, LA., TO DUNDEE, N. J. 

No. 9190, Julius Forstmann & Co., Inc., vs. Erie Railroad 
Co., et al. By Examiner R. L. Feuerstein. Recommended that 
Commission find rate charged on seven carloads of wool in 
the grease, in bales, from New Orleans, La., to Dundee, N. J., 
March 13 and 14, 1942, not shown unreasonable, unduly prej- 
udicial or preferential, and that complaint be dismissed. The 
examiner said that the complainant contended that in estab- 
lishing a rate of 125 cents a 100 pounds from New Orleans, 
that later resulted in a rate of 105 cents, the carriers overlooked 
the recognized factors usually considered in establishing im- 
port competitive rates such as ton-mile and car-mile earnings, 
and that too much consideration was given to the domestic 
scale of rates. It was established, continued the examiner, that 
higher revenue a car resulted with a lower rate and higher 
minimum. In view of the rates prescribed by the Commission, 
said the examiner, it was evident that the carriers had made a 
careful study in adjusting the rates from New Orleans, in the 
absence of any requests for such an adjustment, other than 
from Boston. Citing Hyman-Michaels Co. vs. Georgia & F. R., 
192 I. C. C. 106, 107, the examiner said the fact that the 
shipments considered were imported did not prove that they 
were entitled to lower rates than those applied to domestic 
traffic. The assailed rate, he continued, was not in excess of a 
maximum reasonable rate when compared with rates prescribed 
by the Commission in certain cited decisions. Further, said 
the examiner, a subsequent voluntary reduction of the rate 
charged did not alone prove that the rate was unreasonable. 


MOTOR CERTIFICATE MATTERS 


Commission examiners, in proposed reports in three pro- 
ceedings, have recommended that the respondents be required 
to institute reasonably continuous and adequate motor carrier 
service and to comply with requirements of section 215 of the 
interstate commerce act and the Commission’s regulations there- 
under, failing in which their certificates should be revoked. 
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The proposed reports were issued in MC C-432, Reuben Shapiro 
(Brooklyn, N. Y.)—Revocation of Certificate; MC C-447, Darold 
H. Rumsey (Westfield, Pa.)—Revocation of Certificate; and 
MC C-449, Samuel Platsky (Philadelphia, Pa.)—Revocation of 
Certificate. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’’ type, with name of town or 
city following.) 


Alabama (Montgomery)—MC 2908, Sub. 6, Capital Motor 
Lines, extension. Certificate proposed. Passengers and their 
baggage, and mail, express and newspapers in the same vehicle 
with passengers, between Luverne and Montgomery, Ala., over 
a described route, serving all intermediate points on a specified 
portion of the route. 

Oregon (Portland)—MC 105247, Sub. 6, Louis F. Larsen, 
extension. Certificate proposed, with conditions. Acids, chem- 
icals, and chemical solutions, in bulk, in tank trucks, between 
points in Washington, on the one hand, and, on the other, points 
in Idaho and Oregon and between Portland and North Portland, 
Ore., on the one hand, and, on the other, points in Idaho, over 
irregular routes. 

Washington (Spokane)—MC 105389, Ora F. Long, common 
carrier. Certificate proposed. Livestock, between points in six 
Washington counties, on the one hand, and, on the other, points 
in three Idaho counties, over irregular routes. 

Ohio (West Toledo)—MC 93692, Sub. 2, Ralph W. Blain, 
common carrier. Certificate proposed, with conditions. On 
further hearing, findings in prior report, 30 M. C. C. 878, modi- 
fied. Automobiles, trucks, and chassis, by the drive-away 
method, in initial movements, from points in Wayne county, 
Mich., to West Springfield, Pa., Toledo, O., and points within 
2 miles of Toledo, over irregular routes. 

Illinois (Bloomington)—-MC 105079, Sub. 3, Frieda Stahly 
and C. E. Stahly, contract carrier. Denial of permit proposed. 
Petroleum and petroleum products, in bulk, in tank trucks, 
between East St. Louis, Ill., and points in Illinois within 30 
miles thereof, on the one hand, and, on the other, points in a 
specified area of Missouri, over irregular routes. 

New York (New York)—MC 66562, Sub. 590, Railway 
Express Agency, Inc., extension. Certificate proposed. General 
commodities, moving in express service, serving the U. S. 
Army Delaware Ordnance Depot near Pedricktown, N. J., as 
an intermediate point in connection with the applicant’s pres- 
ently authorized regular route operations in MC 66562, Sub. 13, 
subject to conditions, including one that the service would be 
limited to that which was auxiliary to, or supplemental of, rail- 
way express service. 

New York (New York)—MC 66562, Sub. 621, Railway Ex- 
press Agency, Inc. extension. Certificate proposed. Express 
matter moving in express service, between Lineville, Ala., and 
Ashland, Ala., over Alabama highway 9, serving no intermediate 
points, subject to conditions, including one that the service 
would be limited to that which was auxiliary to, or supplemental 
of, express service. 

New York (Binghamton)—MC 105178, N. R. Corbisello, 
common carrier. Certificate proposed. Contractors’ excavation 
and construction equipment between Binghamton, N. Y., and 
points within 50 miles thereof, on the one hand, and, on the 
other, points in N. Y., Pa., and N. J., over irregular routes. 

New York (North Merrick)—-MC 104219, Sub. 2, Frank J. 
and Charles Kotze, extension. Denial of application proposed. 
General commodities between New York, on the one hand, 
and on the other, points in Nassau and Suffolk counties, N. Y., 
over irregular routes. 

Pennsylvania (York)—MC 102616, Sub. 257, Coastal Tank 
Lines, Inc., extension. Certificate proposed. (1) Petroleum 
products, coal tar products, liquid fuels, and commercial sol- 
vents, in bulk, in tank trucks, from points in the Washington, 
D. C. commercial zone to all points in Maryland, points in a 
described area of Virginia, and specified West Virginia points, 
and (2) returned or rejected shipments from the aforespecified 
destination points to the aforespecified origin points, over ir- 
regular routes. 

Utah (Cedar City)—-MC 64545, Sub. 3, Thomas C. Syrett, 
extension. Certificate proposed, with conditions. General com- 
modities, with exceptions, (1) between Cedar City, Utah, and 
Pioche, Nev., and return, over a described route; and (2) be- 
tween Panaca and Caliente, Nev., over U. S. highway 3, with 
service at all intermediate points on routes (1) and (2), and 
at all off-route points within 10 miles of such routes, except 
that no service in interstate or foreign commerce was to be 
rendered between any two points in Utah. 
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Railroad Abandonments, 1920-1943 


In a study of railroad abandonments authorized by the 
Commission in the period from November, 1920, to December 
31, 1943, the Commission’s Bureau of Transport Economics and 
Statistics has set forth the conclusion, among others, that 
despite abandonment of railroad lines serving them, the eco- 
nomic position of communities affected by such abandonments 
had shown subsequent improvement relative to the improve- 
ment shown by other communities of comparable size. 

The study, comprising 118 mimeographed pages, including 
appendices, was issued as information and had not been con- 
sidered or adopted by the Commission. 

It showed that the Commission, in the period covered by 
the study, had authorized, in 1,971 proceedings, abandonment 
of 29,012 miles of railroad, of which 15,907 miles were involved 
in 1,059 abandonments authorized in the period 1935 through 
1943. Up to November 1, 1943, according to the study, 10,210 
miles of railroad construction had been authorized, of which 
7,240 miles had been constructed, “or the equivalent of about 
one-fourth of the mileage whose abandonment was authorized 
in that period (1921 through October, 1943). The bureau said 
the study was completed before all data for 1944 were avail- 
able, but it submitted figures. for 1944 in an appendix to the 
study. That appendix showed that abandonment of 746.03 
miles of railroad was authorized in 1944 in 58 proceedings, 
including 146.27 miles in applications of Class II and Class II 
roads; that authority was denied for abandonment, in 13 appli- 
cations, of a total of 291.26 miles of road, including 12 applica- 
tions by Class I carriers involving 232.16 miles, and that, of 
the mileage authorized to be abandoned, 584.65 miles had been 
abandoned and the rails, etc., taken up. 

W. H. S. Stevens, director of the Bureau of Transport 
Economics and Statistics, in a preface to the study said that 
the study was devoted to an analysis of railroad abandonments 
and brought down to date certain information on this subject 
contained in the “Report on Short Line Railroads” prepared 
by the section of research of the Federal Coordinator of Trans- 
portation. He added that “in order to give a somewhat better 
perspective of the subject, however, considerable attention has 
been given to an analysis of denials of applications to abandon.” 
He said the report was prepared under the supervision of C. S. 
Morgan, chief carrier research analyst, by Floyd A. Ricard, 
associate economist; Theodore A. Fetter, associate economic 
analyst, and Paul L. Ambelang, assistant economist, and that 
they were responsible, respectively, for the sections on aban- 
donments, denials, and the effects of abandonments. Mr. Stevens 
acknowledged assistance received from T. F. Sullivan, W. J. 
Schutrump and J. K. Lyle, of the Commission’s Bureau of 
Finance. 


1933 and 1942 “Peak” Years 


In a summary of the report it was stated that an upward 
trend in abandonment authorizations began in the late 1920’s 
and was accelerated by the ensuing depression; that 1933, the 
peak in authorized mileage, when abandonment of 2,297.23 
miles was authorized, was nearly equalled in 1942, when the 
total authorized was 2,237.09 miles, but that the 1942 figure 
consisted in substantial part of miles removed in the govern- 
ment’s program for requisitioning steel rails. It was noted 
that 3 per cent of the mileage whose abandonment was author- 
ized in 1935-1943 remained in operation at the end of 1943, 
that operation had ceased on certain other lines, but the lines 
were still in place on December 31, 1943. 

The summary continued, in part, as follows: 


In the years 1935-43, Class I railroads and their Class II and Class III 

subsidiaries were given permission to abandon 4 per cent of the mileage 
they operated in 1934, while independent Class II and Class III carriers 
were granted authority to abandon 27 and 48 per cent, respectively, of 
the mileage they operated in 1934. Entire lines constituted 53.5 per cent 
and 77.5 per cent, respectively, of Class II and Class III mileage author- 
ized to be abandoned... 
, The average mile of line involved during the nine-year period was 
placed in service in 1898; the earliest went into service in 1849 and the 
latest in 1935. Service on lines authorized to be abandoned consisted of 
some form of freight and passenger service on 56 per cent of the mileage 
involved, of freight service only on 22 per cent, of ‘‘freight-on-call’’ 
service on 5 per cent, and of passenger service only on 1 per cent; no 
service was being rendered or none was indicated as to 16 per cent. 
Service was being given to agricultural areas by 51 per cent of the mile- 
age authorized to be abandoned; to mining and lumbering areas by 26 
per cent; and to manufacturing, commercial, recreational and residential 
areas by 4 per cent; no data were available as to the population served 
or as to any industry served by the remaining 19 per cent. The contrac- 
tion of railroad plant has both impeded and benefited the war effort. 


Reasons for Abandonments 


Highway competition was mainly responsible for 58 per cent of the 
mileage in authorized abandonments; exhaustion of natural resources for 
19 per cent; rationalization of railroad plant for 10 per cent; relocation 
or cessation of industry for 7 per cent; and miscellaneous factors, includ- 
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ing ‘‘general unprofitableness,’’ for 6 per cent. The causes of abandon- 
ment-varied in importance from region to region. 

Roads classified as financially ‘‘weak,’’ on the basis of the single test 
of number of times fixed charges were earned, were involved in abandon- 
ment proceedings to a somewhat greater extent than roads classified as 
‘‘strong.’’ The estimated annual losses incurred in the operation of lines 
authorized to be abandoned in the period 1935-1943 approximated 9.5 
million dollars. A substantial part of this amount pertained to entire 
lines rather than to parts of systems... 

In the years 1921-1943, there were 127 denials of applications to aban- 
don; these denials involved 2,816 miles of line. They reached a peak in 
1934 and again in 1943. More than 90 per cent of the denials involved 
Class I carriers or their subsidiaries. Some 3 per cent involved entire 
lines of railroad, as compared to parts of lines. Denials averaged 5.5 
per year as compared with 85.7 authorizations per year. Massachusetts 
and Colorado, among the states, and the north-central and western re- 
gions had the largest number of denials by cases and miles, respectively. 
The average age of lines whose abandonment was not permitted was 51 
years, or 6.5 years greater than the average age of lines whose abandon- 
ment was authorized. . . . The quality of service supplied by lines in- 
volved in denials declined throughout the 1921-43 period and was generally 
of a somewhat higher character than that on lines whose abandonment 
was authorized. Agricultural areas constituted more than half the areas 
served by lines involved in denials. . . . Highway competition ranked 
first among the causes advanced in the applications which were denied. 
Exhaustion of natural resources and cessation or relocation of industry 
were important in the earlier part of the period 1921-43, but declined 
greatly in importance thereafter. The period 1935-43 showed a higher 
percentage of denial cases which involved profitable or undetermined 
financial results than did the preceding period of 15 years. Abandonment 
has been authorized of about 45 per cent of the total miles whose aban- 
donment has not been permitted in earlier decisions. The average period 
elapsing between denials and subsequent authorizations of abandonment 
ranged from 3.5 years in the five-year period 1936-40 to 5.4 years in the 
period 1931-35. 

The analysis .. . of trends in population and in other measures of 
economic condition of communities which have lost rail service leads to 
these conclusions: (1) In general, these communities constituted a rela- 
tively depressed group prior to and at the time of abandonment; (2) 
despite the abandonment, there was subsequent improvement in the posi- 
tion of these communities relative to the improvement shown by com- 
munities of comparable size or by other ‘‘control’’ growps; and (3) the 
relatively depressed conditions (occuring as they did in large measure 
before abandonment) cannot be ascribed to the abandonment, nor can 
the ensuing relative improvement be attributed to the loss of rail service. 


In an appendix to the study, the bureau showed that in the 
years 1942 and 1943 a total of 1,197.4 miles of track had been 
requisitioned by the War Production Board, in connection with 
22 abandonment proceedings before the Commission, and that 
825.9 miles of track out of that total had been removed. It 
showed that, in the same two-year period, a total of 370.6 
track miles had been requisitioned by the army and the navy, 
in connection with five abandonment proceedings before the 


Commission, and that 365.8 miles of that trackage had been 
removed. 


EMPLOYE PROTECTION IN RAILROAD ABANDONMENT 


The Commission, division 4, in two abandonment proceed- 
ings, has extended for an additional two years the period for 
which jurisdiction was reserved for consideration of the ques- 
tion of whether conditions should be imposed for protection 
of employes who might be adversely affected. In Finance No. 
14017, Nashville, Chattanooga & St. Louis Railway Abandon- 
ment, the period extends from May 14, and in Finance No. 
14025, Chicago, St. Paul, Minneapolis & Omaha Railway Co. 
Abandonment, from June 29. In each proceeding the Railway 
Labor Executives’ Association was permitted to intervene for 
the purpose of filing a petition for reopening and reconsidera- 
tion of the employe protection question. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended. Suspension orders contain many schedules not 
reproduced here. Details of such orders are published in The Daily 
Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2530, the Commission suspended from April 
30, until November 30, the operation of certain schedules pub- 
lished in supplement No. 46 to tariff MF-I. C. C. No. 94 of the 
Central States Motor Freight Bureau, Agent, Chicago, IIl., and 
in supplement No. 37 to tariff MF-I. C. C. No. A-9, and others, 
of Eastern-Central Motor Carriers Association, Agent, Akron, O. 
The suspended schedules proposed new or increased minimum 
rate restrictions for account of Atlantic Freight Lines, Inc., and 
Morgan B. Shipley, Uniontown, Pa., and Shippers ’Dispatch, 
Ine., (an Indiana corporation) South Bend, Ind., in connection 
with class rates between points in central territory and points 
in trunk-line and New England territories, and between certain 
points in Wisconsin, also Menominee, Mich., and points in cen- 
tral territory. 

In I. and S. M-2531, the Commission suspended from 
May 1, until December 1, the operation of certain schedules 
published in Supplement No. 3 to tariff MF-I. C. C. No. 1 of 
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Francis E. Nute, Agent, Providence, R. I. The suspended 
schedules proposed increased rates on coke, minimum 12,000 
pounds, between Fall River, Mass. and Pawtucket, R. I. and 
points in Conn., Mass., and R. I. 

In I. and S. M-2532, the Commission suspended from May 3, 
and later, until December 3, the operation of certain schedules 
published in Supplements Nos. 17, 18 and 19 to tariff MF-I. C. C. 
No. 5 of H. M. Melton, doing business as Melton Transport Co., 
Greeley, Colo., and in tariffs of other motor common carriers. 
The suspended schedules proposed to establish commodity rates 
on gasoline, in bulk, in tanktrucks, from Cheyenne, Wyo., to 
Peterson Field and the Pueblo Army Air Base, Colo., and from 
Cheyenne and Sinclair, Wyo., and all refineries located within 
a four mile radius of Casper, Wyo., to the Rapid City Army 
Air Base, Box Elder, S. D. 


PACKINGHOUSE PRODUCTS RATES 


Middlewest Motor Freight Bureau, in I. & S. M-2520, 
Packinghouse Products—Twin Cities to Wisconsin, has peti- 
tioned the Commission to vacate its order of March 31, insti- 
tuting an investigation and suspension proceeding, and has 
requested that special permission be given, in making the ad- 
justments sought, to depart from the terms of rule 6(d) and 
20(f) of tariff circular MF No. 3 to publish the following tariff 
provisions: 

To correct the provisions proposed to be established in item 1785A 
of supplement 22 as reissued in supplement 24 and now under suspen- 
sion in I. and S. M-2520, so as to establish rates to Plymouth, Kohler, 
and Port Washington, Wis., of 73 cents 1. t. l., 41 cents, minimum 
weight 10,000 and 32 cents, minimum weight 20,000, in lieu of the rates 
proposed to be established by item 1785A to these points. All other 
provisions of the item to remain unchanged. 





Such revision of proposed provisions, continued Middle- 
west, was in the nature of a new adjustment and was such as 
to constitute an entirely new proposal. It said that such pro- 
posed adjustment would eliminate what apparently were the 
unlawful provisions and that with such elimination, the re- 
sulting adjustment would be just. and reasonable and should 
be permitted to become effective without further investigation. 

The Office of Price Administration had requested suspen- 
sion of the provisions of item No. 1785-A. 


CENTRAL STATES MOTOR TARIFF PROTESTS 


The Indiana State Chamber of Commerce has asked the 
Commission to suspend various items in supplements to Central 
States Motor Freight Bureau, Inc., tariffs effective May 15, 
by which, the chamber says, the motor carriers parties to the 
tariffs would provide that any shipment of freight that might 
occupy the visible capacity of a truck furnished would be sub- 
ject to the truckload rate and minimum weight regardless of 
whether the 1. t. 1. rate at actual weight produced a lower 
charge. The chamber said there were no specific tariff pro- 
visions of this nature today and that the usual and customary 
interpretation was that the lower charge provided by legally 
published tariff rate in any case must be applied. It contended 
that establishment of the rules proposed would provide rates 
and charges that would be unjust, unreasonable, unduly preju- 
dicial, and discriminatory. The tariffs in question include item 
120-B of supplement No. 19 to tariff No. 205-A, MF I. C. C. 
No. 125, and other tariff items. 


Grain Car Service Order 


Representatives of the railroads and of the grain trade in 
the middlewest promised full cooperation to F. S. Keiser, gen- 
eral agent of the Commission under the permit system for the 
movement of grain set up by service order No. 304, effective 
from May to July 31 (see Traffic World, April 28, p. 1121). 

Mr. Keiser said that, with the cooperation offered, it should 
be possible to lift the order by July 15, two weeks before its 
scheduled expiration date. Speaking to the grain trade in a 
morning meeting April 27, Mr. Keiser said the order was an 
alternative to car priorities and that the order did not estab- 
lish priorities for placing or moving grain cars. The two pur- 
poses of the order, he said, were to meet the enormous wheat 
export program of the armed forces before the new wheat 
crop must be moved in the southwest, and to keep the domestic 
food program from breaking down in the meantime. The ex- 
tent of the army export program was explained in Mr. Keiser’s 
office by reference to the request of General Eisenhower for 
40,000,000 bushels of wheat to feed the populations of the 
liberated areas and thus avoid any interference with the mili- 
tary program. 

Mr. Keiser told the representatives of the grain trade that 
the order would slow down the movement of grain to eastern 
millers, processors and distillers to approximately a thirty-day 
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supply. Mills that had orders from the army, he said, would 
be given preference in the granting of permits. He added tha: 
the Commodity Credit Corporation would also slow down its 
feed wheat program as far as possible to conserve cars for the 
army grain movement. 

He said that, by diverting export movements from easter: 
ports to Duluth, Milwaukee and Gulf ports, cars would be kep 
in the southwest in readiness for the movement of the new cro}; 
and elevators would be cleared of old grain. He said it wa: 
hoped to-move at least 1,500,000 bushels of grain daily int 
position for export, adding that at least 70,000,000 bushels musi 
move out of the northwest and 100,000,000 bushels from the 
southwest. 

It might become necessary, he said, to amend the order to 
include such points as Indianapolis, Cincinnati, Toledo and 
Louisville in the permit area. At the meeting with the rail 
representatives in the afternoon, railroads serving Indianapolis 
said there would be no objection to the inclusion of those cities. 

The meeting with the carriers was for the purpose of clari- 
fying the provisions of the order and making known the infor- 
mation the carriers would be asked to furnish as to empty 
cars in the affected territory. 

Similar meetings were scheduled to be held in Kansas 
City on April 30. 

Mr. Keiser announced that permit requirements under 
service order No. 304 will be waived until further notice on the 
following movements of wheat and corn: 




































All box carload shipments of wheat consigned or reconsigned from 
all stations in Minnesota, North and South Dakota, and Montana; also 
Superior, East End, and Itasca, Wis., to all stations in Minnesota, 
North and South Dakota, and Montana, Superior, East End, and Itasca, 
Wis. 

All box carload shipments of corn consigned or reconsigned from 
all stations in Minnesota, North and South Dakota, and Montana, also 











Superior, East End, and Itasca, Wis., to Grand Forks, N. D., and to all £ 





stations in Minnesota, Wisconsin, Iowa, Missouri, and Illinois; also to 
all points in the Chicago switching district, Omaha, South Omaha, 
Nebraska City, Neb., Kansas City, Atchison, and Leavenworth, Kan. 








These exceptions, it was said, were designed to permit 
wheat to move more freely into the Twin Cities and Duluth 
and to interior millers, and the permit corn to move more 
freely to the larger markets. 

The office of F. S. Keiser, general agent of the Commission 
under the permit system for the movement of grain set up by 
service order No. 304, reported May 4 that an average of 850 
cars a day had been permitted to move into the east since the 
effective date of the order, May 1. This, it was said, was in con- 
formity with the policy of moving necessary feed, and permit- 
> smaller mills in the east to maintain a thirty-day supply 
of grain. 













Potato, Cabbage, Icing Orders 


Director Clinger, of the Commission’s Bureau of Service, 
under revised service order No. 300, Icing Restrictions on Po- 
tatoes, has issued amended general permit No. 1, effective 
April 28, through June 30, granting permission to railroads as 
follows (see Traffic World, April 28, p. 1098): 


On any refrigerator car loaded with potatoes originating at any 
point in Alabama, to provide the first or initial icing at an icing station 
not beyond Atlanta, Ga., or Jackson, Memphis or Nashville, Tenn., and 
to reice once in transit to full bunker capacity at a regular icing station 
enroute beyond the station where car was initially iced. 











Service Order No. 303-A—Cabbage 


Effective May 1, the Commission issued service order No. 
303-A, setting aside service order No. 303, Icing Restrictions 
on Cabbage (see Traffic World, April 28, p. 1098). It was ex- 
plained at the offices of the Commission’s Bureau of Service 
that service order No. 303 had been intended as a measure 
to prevent congestion in traffic that often resulted from the 
switching operation necessary to perform icing. It was said 










that the order was set aside because it had been found that f 





the icing services restricted were essential in the handling of 
cabbage in transit. 





South Carolina Protest 






Senator Johnston, of South Carolina, inserted in the Con- 





gressional Record the text of a resolution adopted by the South 
Carolina legislature, requesting that the Commission’s revised 
service order No. 300, Icing Restrictions on Potatoes, and service 
order No. 303, Icing Restrictions on Cabbage, be rescinded 
or amended so as to require and permit standard refrig- 
eration of shipments of such crops by railroads. The resolutio1 
referred to these orders as “special” orders. 

It was stated in the resolution that by revised order No 
300, the icing of freight cars loaded with potatoes was for- 
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bidden, and that by service order No. 303 the icing of freight 
ears loaded with cabbage was restricted to one icing, with 
respect to shipments originating in South Carolina. Because 
of these restrictions, the legislature said, it was made impos- 
sible for growers of these crops in that state to ship potatoes 
and cabbage to market or to accept orders for such products 
for delivery at any distance to the procurement centers of the 
armed forces, because the shipments “would spoil in transit.” 

Director Clinger has issued general permit No. 3 under 
revised service order No. 300, Icing Restrictions on Potatoes, 
and general permits Nos. 1, 2, and 3 under service order No. 
303, Icing Restrictions on Cabbage (see Traffic World, April 28). 

Effective April 26, through June 30, general permit No. 3 
under service order No. 300 permits railroads: 


To disregard the provisions of revised service order No. 300 insofar 
as is necessary to accord at Dupo and East St. Louis, Ill., the refriger- 
ation authorized at St. Louis, Mo., in revised service order No. 300 or 
general permits issued thereunder. 


Under service order No. 303, general permit No. 1 effective 
April 26, through July 31, grants railroads permission: 


To diregard the provisions of service order No. 303 insofar as is 
necessary to accord at Dupo and East St. Louis, Ill., the refrigeration 
authorized at St. Louis, Mo., in service order No. 303 or subsequent 
general permits issued thereunder. 


General permit No. 2, under service order No. 303, effec- 
tive April 27, through May 30, permits railroads: 


To disregard the provisions of service order No. 303 insofar as it 
applies to the furnishing of bunker icing at any point located west of 
the Mississippi river on refrigerator cars loaded with cabbage, moving 
on government bills of lading, consigned to U. S. Navy or U. S. Army 
at Pacific coast ports, when such cars have been top iced or retop iced. 


General permit No. 3, under service order No. 303, effec- 
tive April 27, through May 25, permits railroads : 


To disregard the provisions of service order No. 303 insofar as it 
applies to the furnishing of bunker icing on refrigerator cars loaded 
with cabbage originating at any point or points in the counties of Car- 
teret, Craven or Pamlico in the state of North Carolina, when such cars 
have been top iced or retop iced, 


BUNKER SALT SERVICE ORDER 


Amendment No. 1.to service order No. 260, Salting of Ice 
on Cars of Citrus, has been issued by the Commission, divi- 
sion 3, effective May 1, through May 30. 

The amendment adds an exception to the original order, 
which had prohibited railroads from salting, or allowing to 
be salted, ice in the bunkers of a refrigerator car or cars 
loaded, or to be loaded, with citrus fruits originating at any 
point or points in Arizona, California, Florida, or Texas (see 
Traffic World, Dec. 16, 1944, p. 1586). The original order, it 
was explained, had been intended to expedite the movement 
of refrigerator cars by eliminating switching involved in the 
salting of bunker ice, and the order excepted salting of bunker 
ice by shippers where it required no switching. 

Pertinent portions of amendment No. 1 to service order 
No. 260 are as follows: 


It is ordered, that: 

Service Order No. 260 (9 F. R. 14547) of December 11, 1944, be, and 
it is hereby; amended by adding the following exception to paragraph 
(a) thereof. 

Exception: The provisions of this order, during the effectiveness of 
this amendment, shall not apply to the salting, with two per cent (2%) 
salt, of ice in the bunkers of refrigerator cars, shipped from any origin 
in the state of Texas, loaded with straight carloads of grapefruit which 
has been sterilized as required by the provisions of the Texas state 
fruit sterilization laws. 


EMERGENCY PETROLEUM RATES 


The railroads have obtained the necessary authority from 
the Commission to extend their emergency rates on petroleum 
until March 31, 1946. The rates otherwise would have expired 
June 30, 1945. 


INTRACOASTAL SERVICE PROPOSAL 


“Not since completion of the Intracoastal Waterway, to the 
extent completed, has commercial craft plied its waters as a 
highway of commerce, its intended useful purpose,” said 
Chester D. Bintliff and David C. Bintliff, doing business as 
The Canal Lines, Houston, Tex., in an application to the Com- 
mission in W-923 for authority to institute a new water com- 
mon carrier operation. 

“The needs of transportation in commerce and trade do 
now and in the future require that vessels carrying the com- 
merce of this particular section and of the nation and the 
world replace the pleasure and fishing craft that has offered 
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its outings and sought its refuge to the full extent necessary 
for such commerce,” continued the applicants. 

Asking for authority to transport general commodities over 
regular routes, the applicants said they proposed to operate 
craft similar to L. C. T, (landing craft, tank) and L. S. M. (land- 
ing ship, medium). This type of craft, they said, was desirable 
because of loading capacity, operating economy, adaptability 
for loading and unloading “just anywhere, whether docks, piers 
or wharves are available or not,” and the “small draft of water, 
even when loaded.” 

The applicants said they proposed to serve specified ports 
in Alabama, Mississippi, Louisiana, and Texas via the Intra- 
coastal Waterway, Lake Charles Deepwater Channel, Lake 
Charles, Trinity River, and the Mobile, Beaumont, Houston, 
Palacios, and Corpus Christi ship channels. 





Soybean Cake Transit at K. C. 


Tariffs involved in I. and S. 5332, Transit on Soybean Cake 
or Meal at Kansas City are in the nature of a refinement that 
soya bean rate and transit arrangements are now undergoing 
and are based on experience and progress in the soybean ad- 
justment, said three St. Joseph, Mo., organizations filing briefs 
as intervenors with the Commission in the proceeding. They 
are the Saint Joseph Grain Exchange, Dannen Mills, and Dan- 
nen Grain Milling Co. 

“It should be borne in mind that the soybean industry is 
quite new, having developed within the past five years in so far 
as the Missouri Valley is concerned,” said the St. Joseph inter- 
venors. “With previous soybean production scattered as to 
localities, and to give the rising industry a foothold, it was 
incumbent upon the carriers to provide early transit in the 
light of concurrent soybean production and marketing condi- 
tions. As the industry becomes better established and diffused, 
carriers and shippers are giving the soybean rate and transit 
arrangements closer study, and the adjustment is undergoing 
refinement.” 

The proceeding arose from a petition for suspension of cer- 
tain Burlington, Rock Island, Missouri Pacific, Union Pacific, 
and Santa Fe railroad transit items, filed by May Way Mills 
and Nutrena Mills, Inc., both located within the Kansas City 
Mo.-Kan. switching district, the intervenors recited. Continuing, 
they said: 


“In the suspended schedules, the carriers have endeavored 
to reasonably broaden and unify the application of the soybean 
meal or soybean cake rate to such products when moving out- 
bound from the transit station; also when used as ingredients 
in animal or poultry food. This is a step which is beneficial to 
both carriers and shippers. 


“Carriers have also endeavored to more specifically outline 
transit which will be permitted on soybeans, soybean oil cake 
and soybean oil meal. They have endeavored to make tariffs 
clear that unduly circuitous routes do not apply with transit 
from and to given territories, and to control circuity of the 
class-rated cake and meal to transit provisions. Opposition to 
the carriers’ changes was scant, as compared to the total soy- 
bean and mixed feed interests existent at the transit stations 
involved.” 

The intervenors recited that the protestants’ claims of un- 
due preference and prejudice had encountered the respondents’ 
contentions that the rates relied on for the movement were in 
fact inapplicable via the complaining transit station, and that 
lacking the rate via the transit point, no movement, or prefer- 
ence or prejudice, could exist. 


A Commission order upholding the suspension could only 
result in further new steps being taken by the carriers to check- 
mate the scattered abuses alleged, continued the intervenors, 
adding that the currently suspended tariffs represented sub- 
stantially the results of carrier-shipper negotiation and coopera- 
tion in refining soybean transit established when the industry 
was in embryo stage. 

“We ask that the Commission find that the respondent car- 
riers have justified the schedules under suspension in I. and S. 
5332, and that same be permitted to become effective,” said the 
intervenors. 


War Dept. Wharfage Allowance 


Briefs for complainant and defendants have been filed 
with the Commission in No. 29185, Henry L. Stimson, as Secre- 
tary of War vs. Aberdeen & Rockfish Railroad Co., et al., in- 
volving payment of allowance to the government for use of 
wharves furnished by the War Department in Orleans parish, 
La. 

“The circumstances which gave rise to the complaint have 
resulted in unjust practices, unjust discrimination, and the 
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imposition of rates which, as to the War Department, were 
and are unjust and unreasonable,” said the complainant. 

The government, continued the complainant, was entitled 
to just and reasonable rates for the transportation of its prop- 
erty, and, in the absence of special arrangements, the carriers 
were under a duty to serve the government at rates no higher 
than those charged private persons for like transportation, 
less any lawful land-grant deductions. 

The complainant asserted that its objection to the admis- 
sion of evidence with respect to land-grant deductions should 
have been sustained and that such evidence should now be 
disregarded as immaterial and irrelevant in the determination 
of the issues presented in the pending proceeding. 

“Defendants’ unjust discrimination and unlawful prac- 
tices and charges are clearly established by the evidence,” 
concluded the complainant. “The wrong to complainant should 
be redressed by an award of damages for the past and by the 
establishment of an allowance for the future.” 

Asking dismissal of the complaint, the defendants said: 

“We submit that the evidence of record makes it plain 
that the War Department is not entitled to an allowance on 
its traffic moving over the private facilities it operates at 
New Orleans; that the failure of the defendant railroads to 
grant it an allowance is not unlawful; and that the rates of 
the defendants which are within the scope of the complaint 
are not unreasonable or otherwise unlawful.” 

Among other contentions of the defendants were that the 
wharves in question were operated by the War Department 
as units of the New Orleans Port of Embarkation facilities, 
were used exclusively in the handling of government traffic, 
and were private facilities; that the War Department was 
treated exactly the same as other shippers who operated their 
own wharfage facilities at Gulf, south Atlantic, and Virginia 
ports; that the rates on which the preponderance of the gov- 
ernment traffic moved were on a very low level, and none had 
had any sum added to cover tollage; that the department had 
no right to levy tollage charges against traffic passing over its 
wharves; and that the defendants’ tariffs providing for ship- 
side application of certain of the New Orleans rates did not 
include tollage among the expenses necessary to make such 
delivery, nor did they authorize any payment in lieu of tollage 
on traffic of the War Department moving over its wharves. 


Dilemma of Bush Terminal R. R. 


Expressing the belief that, under compulsion of an injunc- 
tion issued by the Supreme Court of the state of New York, 
it is violating section 3(1) of the interstate commerce act, the 
Bush Terminal Railroad Co., of Brooklyn, N. Y., has filed with 
the Commission a petition for the institution by the Commis- 
sion of an investigation into the lawfulness of the services, 
practices and charges in connection with the receipt and de- 
livery by the petitioner of l.c.l. freight at buildings 1 to 10, 
inclusive, of the Bush Terminal Buildings Co., Brooklyn. 

Material embodied in the petition showed that the Bush 
Terminal Buildings Co. was the owner of 16 large industrial 
loft buildings in Brooklyn, ten of which (Nos. 1 to 10, inclusive) 
were located between Second Avenue and Third Avenue and 
between 32nd and 37th Streets, involving a capital cost to the 
owner of about $7,500,000 and bringing to the owning’ company 
an annual revenue of about $2,000,000. The other six industrial 
buildings were referred to as ‘buildings 19-26,” and it was 
noted a there were no buildings in that group numbered 
21 or 25. 

The petition recited that in the summer of 1944 the Com- 
mission, by a report in Finance No. 14137, Bush Terminal 
Railroad Co. Operation 257 I. C. C. 375 (see Traffic World, Aug. 
12, 1944, p. 368), approved a lease by the Bush Terminal 
Railroad Co. of all the railroad trackage and other railroad 
facilities of the Bush Terminal Co., such trackage extending 
to all of buildings 19-26, with loading facilities at each. It said 
that the Commission in that report refused a request of the 
Bush Terminal Buildings Company and of the tenants of build- 
ings 19-26 to make approval of the lease subject to a condi- 
tion that the petitioner provide for receipt and delivery at those 
buildings of l.c.l. freight in freight cars, as it had done prior 
to August, 1942, when it substituted truck service for the freight 
car service. The petitioner said, further, that the Commission’s 
report, on the contrary, expressly required that as a condi- 
tion of its approval of the lease the petitioner designate its 
48th Street freight house as a station on its line and furnish 
pickup and delivery service between that station and buildings 
19-26 “no less favorable to shippers and consignees (at build- 
ings 19-26) than such service furnished in the so-called Bush 
area by the Bush Terminal Co., as agent of the trunk lines 
since August 22, 1942.” 


Substituted Truck Service 


It was shown in the petition that at the time of approval 
of this lease by the Commission, buildings 1-10 were already 
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served by the petitioner’s own trackage; that substituted truck 
service was provided, at the petitioner’s own expense, as to 
l.c.l. freight at those buildings, and that, after issuance of the 
report in Finance No. 14137, the petitioner directed its tariff 
publishing agent to prepare for publication and file with the 
Commission appropriate tariff provisions eliminating the exclu- 
sion from pickup and delivery service by motor truck the area 
comprised by buildings 1-10, “in order to remove the undue 
preference and advantage to buildings 1-10 and to the tenants 
thereof.” 

To show the nature of the alleged preference and advan- 
tage, the petition recited the following excerpt from the deci- 
sion in Finance No. 14137: 


The advantages which tenants of buildings 19-26 derived from the 
former railroad car service, not available to other less-than-carload ship- 
pers, were (1) exemption from the minirtum freight charge, under the 
pickup and delivery tariff, of 45 cents a hundred pounds when the line- 
haul rate was less than that amount; (2) free loading and unloading of 
cars, and (3) the advantage of a ‘‘clean’’ bill of lading. 


After quoting the Commission’s statement that buildings 
1-10 were “excluded from the area embraced in the pickup 
and delivery tariff,’”’ the Bush Terminal Railroad Co. said: 


Therefore, when in August, 1942, the Bush Terminal Co., at buildings 
19-26, and petitioner, at buildings 1-10, discontinued receipt and delivery 
of 1. c. 1. freight in freight cars, petitioner, unlike the Bush Terminal 
Co., was unable to require the receipt and delivery of such l. c. 1. freight 
only in pickup and delivery service and at charges applicable to such 
service, and was, and because of said injunction, still is compelled to 
handle such 1. c. 1. freight between buildings 1-10 and its 48th Street 
freight house in substitute trucking service at its own expense. Conse- 
quently, buildings 1-10 and the tenants thereof are the only industries, 
shippers or consignees served by petitioner within the Bush area who 
now receive or deliver 1. c. 1. freight at their places of business in other 
than pickup and delivery service and free of the charges specified for 
such service and with the advantage of ‘‘clean’’ bills of lading. 


Provisions of Injunction 


The petitioner said it had directed its tariff publishing 
agents to file the proposed new tariff provisions covering pickup 
and delivery at buildings 1-10 to become effective January 1, 
1945, but that, on December 14, 1944, the state supreme court 
for Kings county, on application of the Bush Terminal Build- 
ings Co., enjoined the petitioner herein “from filing with the 
Interstate Commerce Commission or the Public Service Com- 
mission of the state of New York any tariff or tariffs of which 
there would in any manner or by any means be provided for... 
cessation of railroad freight car service as to less-than-carload 
freight shipments to and from plaintiff’s buildings 1-10, and 
to substitute therefor or otherwise provide motor truck oper- 
ations to and from such buildings either for its own account 
or at the option of shipper tenants of such buildings.” This 
injunction, the petitioner said, was remaining in force “‘pendente 
lite” the determination by the court of a complaint by Bush 
Terminal Buildings Co. for specific performance of a contract 
between it and Bush Terminal Railroad Co. alleged to require 
receipt and delivery of 1. c. 1. freight at buildings 1-10 in freight 
cars. 

The petition of Bush Terminal Railroad Co. contained the 
further advice that, after the Commission’s decision in Finance 
No. 14137, the Bush Terminal Buildings Co., filed with the 
New York state commission a complaint alleging in substance 
that the Bush Terminal Co. was a common carrier of freight 
by railroad, that for many years it had maintained a public 
freight station at buildings 19-26, and that such station had 
been discontinued with application to and consent of the state 
commission. 

“Thus,”, the petitioner averred, “the Building Company 
hopes to circumvent the findings of the Commission in its report 
in Finance No. 14137 that neither public convenience and 
necessity nor public interest warrant the maintenance of sta- 
tions at buildings 19-26 for the receipt and delivery of 1. c. 1. 
freight in freight cars, and that such 1. c. 1. freight should be 
received and delivered at such buildings only in pickup and 
delivery service.” 

It asked the Commission to issue “such order or orders 
in the premises as may be authorized or required by the inter- 
state commerce act.” 


Water Carrier Contract Filing 


In a statement of its position filed with the Commission 
in Ex Parte No. 161, Filing of Contracts by Contract Carriers 
by Water, the Association of American Railroads said it was 
just as necessary in the case of contract carriers by water as 
in the case of contract carriers by motor vehicle that the 
Commission have in its files and thus readily available to it 
information with respect to the exact rates being charged by 
them to enable it to determine whether their schedules of 
minimum rates conformed to the statute. 
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The A. A. R. said it filed its statement in response to the 
Commission’s order instituting an investigation to determine 
whether contract carriers by water should be required to file 
copies of contracts, charters, or agreements with shippers for 
transportation of property (see Traffic World, Feb. 24, p. 478). 

Citing Ex Parte MC 9, In the Matter of Filing of Con- 
tracts by Contract Carriers by Motor Vehicle, 41 M. C. C. 527, 
in which, it said, the Commission found that in order properly 
to administer section 218(a) of part II of the interstate com- 
merce act, it was necessary to compare the minimum rates 
and charges filed by contract carriers of property by motor 
vehicle with their actual rates and charges for the same serv- 
ice as disclosed by their contracts with shippers, and that in 
order to facilitate such comparison it was necessary that such 
contracts be filed with the Commission under section 220(a), 
the A. A. R. added: 

“The duty of the Commission under section 306(e) of part 
III of the act with respect to the filing by contract carriers by 
water of schedules of their minimum rates and charges, is the 
same as its duty under section 218(a) of part II with respect 
to the filing of such schedules by contract carriers by motor 
vehicles. Also, the authority of the Commission under section 
313(b) of part III with respect to the filing by contract car- 
riers by water of copies of their contracts with shippers is the 
same as its authority under section 220(a) of part II with 
respect to the filing of such contracts by contract carriers by 
motor vehicle. It is just as much in the public interest and in 
the interest of competing agencies of transportation that sec- 
tion 306(e) be complied with as that section 218(a) be com- 
plied with.” 


L. & N.-I. C. Construction 


Recalling the controversy over the question of providing 
railroad service to two coal mines in Muhlenberg county, Ky., 
petitions for reconsideration by, and reargument before the en- 
tire Commission, have been filed in Finance No. 14571, Chicago, 
St. Louis & New Orleans Railroad Co., et al., Construction and 
Operation, by the C., St. L. & N. O., and Illinois Central rail- 
roads, and by the W. A. Wickliffe Coal Co. 

The Commission, division 5, had denied the application of 
the C., St. L. & N. O. for permission to construct, and of the 
I. C. for permission to operate, a line extending from the main 
line of the two railroads near Central City, Ky., for 7.9 miles 
in Muhlenberg county to serve the two mines, one owned by 
the W. A. Wickliffe Coal Co., and the other owned by Kirk 
Coal Mining Co. (See Traffic World, March 3, p. 513.) The 
application was heard jointly with an application filed in 
Finance No. 14536 by the Louisville & Nashville railroad for 
authority to build a 2.1-mile line from Drakesboro, Ky., to the 
same mines. The L. & N. had intervened in the instant pro- 
ceeding in opposition to the application of the C., St. L., & N. O., 
and the I. C. 


“The fundamental error made by the majojrity of division 
4-was its conclusion that the public convenience and necessity 
do not require the proposed construction,” averred the petition- 
ing railroads in the instant proceeding. “This error is apparent 
on the very face of the report. The denial of the application 
was not based upon a proper consideration of the principles 
comprising public convenience and necessity. Not only the facts 
in the record but the recital of those facts in the report belie 
the conclusions reached. The majority of division 4 erred in 
denying the application. The present and future public con- 
venience and necessity require the proposed construction and 
operation by the I. C. of a line of railroad to the mines of 
the Kirk Coal Mining Co. and the W. A. Wickliffe Coal Co. in 
Muhlenberg county, Ky.” 


The petitioners said division 4’s majority erred in failing to 
consider the entire coal area in which the new mines were to 
be located; in finding that the proposed extension would result 
in an “unnecessary duplication of railroad facilities which would 
not be conducive to efficient and economical operation’’; in de- 
termining the instant proceeding on the wishes of a protestant 
railroad instead of the needs of the applicant and the public; 
and in finding that the “record is not convincing that the new 
mine of the Wickliffe company requires the services of two 
railroads for its successful operation.” 


Pointing out that the proposed mines were located in an 
area all of which was accessible to both the I. C. and the 
L. & N., the petitioners averred that the majority’s decision 
weuld lead to further controversies and could result in exclud- 
ing the I. C. from the entire area. Future development of other 
portions of the area, they said, were an element to be consid- 
ered and that this element was improperly dismissed by the 
majority. 

__ “The decision is unfair to the I. C. in depriving it of the 
right to reach the Kirk and Wickliffe mines, whose operators 
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both want I. C. service,” continued the petitioners. “It is unfair 
to the I. C. in depriving it of an equal standing for the future 
development of the remainder of the area. It is unfair to the 
mining companies who want I. C. service along with service 
by the L. & N. These operators are being penalized because 
they are the first in the area to propose operations at mines 
which happen to be located nearer to the L. & N. than the I. C. 
Under the decision as it stands, these operators are to be de- 
prived of direct access by the I. C.; whereas, competitors in 
other sections of west Kentucky now have or may obtain serv- 
ice by both rail carriers. The attempt to divide this area upon 
the basis of comparative distances can result only in inequity. 
The entire area must be developed by both railroads in order 
to do justice to all concerned.” 

Saying that the “very livelihood” of the I. C. was at stake, 
the petitioners related that that railroad had served the west 
Kentucky coal fields for more than 72 years and that the I. C.’s 
Kentucky division was dependent on coal for its continued exis- 
tence. The cost of construction by both railroads required to 
afford joint service at the two mines, continued the petitioners, 
was insignificant in relation to the revenues to be obtained. 

The Wickliffe company, in its petition, said: 

“The company’s interests are so vitally concerned in the 
outcome of this proceeding that, although its president testified 
in support of the application at the hearing, it has now filed its 
petition for leave to intervene and here urges reconsidertaion 
by the entire Commission.” 

The Wickliffe company said that division 4 erred in its con- 
clusion that the record was not convincing that the Wickliffe 
mines required the I. C. services for its successful operation, 
and in finding that the extension for which application was made 
would result in an unnecessary duplication of rail facilities. 


Status of Motor Employes 


Puzzled and concerned by rulings on the status of certain 
of its employes by the Commission, the courts, and the De- 
partment of Labor, Huber & Huber Motor Express, Inc., Louis- 
ville, has filed a petition with the Commission in Ex Parte 
MC-2, In the Matter of Maximum. Hours of Service of Motor 
Carrier employes, asking for a further hearing and modifica- 
tion of the Commission’s report of March 4, 1941. It asks this 
“for the purpose of clarifying the extent of the Commission’s 
jurisdiction over hours of service of ‘those employes whose 
duties affect the safety of operation and equipment’ under sec- 
tion 204(a)(1) of part II of the Interstate Commerce Act.” 

The carrier points out that the Commission has determined 
that mechanics, loaders and helpers devoted a substantial part 
of their time to activities directly affecting the safety of opera- 
tion of motor vehicles. However, it added, there had been a 
number of recent court suits initiated by employes and the 
federal administrator for the fair labor standards act for the 
express purpose of “either clarifying or differentiating as be- 
tween certain types of mechanics, loaders and helpers,” that 
had, for the most part, resulted in conflicting determinations 
by the courts. Thus motor carriers were faced with uncertainty 
and danger, said Huber & Huber, in that they were unable to 
determine, in a number of important and specific instances, 
whether their employes, for a long period of time designated as 
mechanics, loaders and helpers, were to be included within the 
finding of the Commission in MC-2, or subject to the fair labor 
standards act, and therefore without the jurisdiction of the 
Commission. 


A party to one suit pending, the carrier says it is now 
faced with another suit brought by the administrator of the 
wage and hour division of the Department of Labor, Civil Ac- 
tion No. 827 in the federal court for the western Kentucky 
district, in which, it says, the administrator seeks to enjoin it 
from violating the provisions of section 15(a)(2) and 15(a) (5) 
of the fair labor standards act of 1938. It says the adminis- 
trator contends that many of its dock employes, previously 
termed loaders, helpers, wheelers and checkers, are not under 
the Commission’s jurisdiction, but are covered by the fair labor 
standards act. This suit, the carrier says, is in the nature 
of a test case to clarify the situation. 

Observing that in Ispass vs. Pyramid Motor Freight Cor- 
poration, 54 Fed. Supp. 565, “it has been indicated that the 
primary jurisdiction .. . as to whether or not specific employes 
of motor carriers fall into the category of those employes 
whose duties affect safety of operation, is for the adminis- 
trative body, the Commission in the first instance,” the carrier 
says that, in spite of this, the federal administrator is seeking 
a court finding. 

“On information and belief, petitioner states that numer- 
ous other motor carriers are and have been similarly situated; 
that they have, in fact, been buffeted from pillar to post, as 
one court, after another, announces its own answer to ques- 
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tions which are purely and solely factual, and which should 
be determined, initially and finally, by this Commission,” said 
Huber and Huber. 

It asked an immediate hearing because the injunction suit 
filed by the labor administrator has been set for trial and 
disposition June 4, according to the petition. 





Rail Refusal to Haul Trailers 


If the request addressed to the defendants by this com- 
plainant was reasonable, section 1(4) of the act stated un- 
equivocally that the defendants were duty-bound to provide and 
furnish the transportation requested, and the reasonableness of 
the complainant’s request—that the railroads transport empty 
or loaded semi-trailers of the complainant—was shown by the 
fact that similar service was being rendered elsewhere by other 
railroads ‘“‘under substantially the same circumstances and con- 
ditions,” said Ringsby Truck Lines, Inc., in a brief on excep- 
tions to the proposed report by Examiner Leonard Way in No. 
29180, Ringsby Truck Lines, Inc., vs. Atchison, Topeka & Santa 
Fe et al (see Traffic World, April 14, p. 973). 

The examiner recommended dismissal of the complaint, on 
a proposed finding that the failure of the defendants to estab- 
lish the service and rates sought by the complainant was not 
unreasonable. 

Ringsby excepted to the examiner’s statement, among oth- 
ers, that “the requirement of section 1(4) of part I that carriers 
provide and furnish transportation upon reasonable request 
therefor applies only to such traffic that the carrier holds itself 
out to transport.” Ringsby said no authority was named to 
support this contention, and added: 


By and because of the declaration of policy by Congress, no carrier 
subject to the provisions of the interstate commerce act can rightfully 
and lawfully frustrate human advancement by limiting its holding out, 
when such limitation results in service that is inadequate to meet the 
needs of the commerce of the United States, of the postal service, and of 
the national defense. The public interest in the national defense requires 
that every reasonably available means be employed to conserve critical 
commodities. The true measure of the adequacy of the defendants’ facili- 
ties and holding out is the requirements of the commerce of the United 
States and the national defense. 


Service by Other Railroads 


Substantially the same service as was requested in this 
proceeding was being rendered between Chicago and the Twin 
Cities, as well as between other points, by railroads subject to 
provisions of the act, Ringsby said. 


“The fact that such transportation is being rendered volun- 
tarily by the railroads, and that the schedules making the hold- 
ing out to perform that service were proposed voluntarily, is 
submitted to be immaterial,” the complainant continued. “The 
plain fact is that service of the nature herein requested is being 
performed by other railroads, subject to the provisions of the 
same statute... .” 


Ringsby said that, while it insisted that the burden of estab- 
lishing just and reasonable charges for the service it requested 
must be borne by the defendants, it suggested its out-of-pocket 
cost of operating trucks over the highway as a basis for such 
rates. It added that this yardstick was found to produce lawful 
charges in Trucks on Flat Cars Between Chicago and Twin 
Cities, 215 I. C. C. 485, “for service similar to that requested in 
this proceeding.” 

“The complainant in this proceeding,” it said, “is simply 
requesting service from the defendants that will enable it to 
continue to provide service to the public within the terms of 
its certificate in the face of operating difficulties resulting from 
the shortage of critical commodities required by the complain- 
ant in the performance of its designated right and duty.” 


Railroads’ “Inherent Advantage” 


Taking exception to the examiner’s statement that “the 
whole proposition is based on the fact that the railroads have 
an inherent advantage over motor carriers on long-haul traffic,” 
Ringsby said there was nothing of record to support that state- 
ment; that the connotations raised by the term “long-haul” 
varied in different sections of the country, the variance being 
generally inversely in proportion to the density of population 
and the relative propinquity of communities. 

“Motor carriers retain their inherent advantage to assemble 
and to distribute small shipments rapidly, economically and 
efficiently regardless of the length of haul,” said the complain- 
ant. “The inherent advantage of rail transportation lines in the 
ability of the rail carriers to transport many carload shipments 
at one time over long distances more economically than any 
other known means of overland transportation.” 

Ringsby cited a statement by former Commissioner Caskie 
in a concurrence in Trucks on Flat Cars Between Chicago and 
Twin Cities, that “it is highly desirable that transportation by 
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rail and motor vehicle be coordinated in such manner as to 
retain to the public the inherent advantages of each,” and added 
that if transportation of the.nature here requested was highly 
desirable in 1936, when the country was enjoying peace, it was 
even more desirable when the nation was at war. 


Forwarder Insurance Regulations 


The Freight Forwarders Institute has asked the Commis- 
sion for leave to file a petition for stay of the Commission’s 
order in Ex Parte No. 159, Freight Forwarder Insurance for 
Protection of the Public, and for reopening, rehearing and re- 
consideration of that proceeding “so that the respondents may 
produce additional testimony in connection with the desir- 
ability or necessity of maintaining public liability and property 
damage insurance on vehicles which are not operated under 
their — and control’ (see Traffic World, March 31, 
p. 824). 

The forwarders’ organization referred to the interpreta- 
tion that had been issued by the Commission as to the require- 
ments of rule 2(b) of the regulations prescribed by the Com- 
mission in its order of October 11, 1944, in Ex Parte No. 159, 
and cited the last sentence of this notice, that “rule 2(b), 
therefore, requires the filing of a surety bond, policy of in- 
surance (or certificate of insurance in lieu thereof), qualifi- 
cations as a Self-insurer, or other securities or agreements, 
conditioned as specified therein by every freight forwarder 
subject to part IV of the act, who holds itself out to the public 
to render or to provide transfer, collection, or delivery service.” 
The institute said that, so far as it knew, all freight forwarders 
held themselves out to provide transfer, collection or delivery 
services. It observed that few freight forwarders owned or 
directed the operations of motor vehicles performing collec- 
tion, transfer and delivery service for them. It contended 
that rule 2(b), if interpreted as indicated in the notice referred 
to, would result in heavy financial burdens on the industry 
that would be continuing burdens from year to year. It added 
that “the records of the Commission will indicate that freight 
forwarders generally are not operating at a profit.” 


Merchants Carloading Permit 


“Petitioner is not concerned with the propriety of the 
issuance of the instant permit but rather with pure academics 
not directly applicable here,” said Merchants Carloading Co., 
Inc., replying to a petition for reopening, reconsideration, and 
hearing, and an amendment thereto, filed by Acme Fast Freight, 
Inc., in FF 40, Merchants Carloading Co., Inc., Freight For- 
warder Application. 

Merchants said Acme’s contention that Merchants’ entire 
proof was based on joint-loading arrangements was denied by 
the pleadings and that the probative value of Merchants’ past 
joint-loading agreements had been definitely and unequivocally 
decided by the Commission in prior cases. It said that Acme 
was not interested so much in the instant applicatoin but in 
various princivles already enunciated by the Commission which 
it now sought to assail in a “collateral manner” and because it 
desired to establish in the instant proceeding principles con- 
trary to the Commission’s previous pronouncements, for pos- 
sible utilization in other proceedings. 

“The Commission, in its administration of even-handed jus- 
tice, will not reopen a proceeding such as that herein, with 
attendant expense to the applicant, merely to enable Acme Fast 
Freight, Inc., to seek to establish principles beneficial to its 
own personal ends,” said Merchants. 


Citing J. R. Kelly Freight Forwarder Application, 260 
I. C. C. 315, Merchants said the Commission had indicated 
therein that the interstate commerce act specifically authorized 
joint-loading arrangements between freight forwarders. 

“The only issue here raised by petitioner is whether the 
joint-loading arrangements conducted by the applicant, in the 
past, meet all of the requirements of joint-loading now pre- 
scribed by the Commission,” continued Merchants. “The situa- 
tion herein is no different from that, for example, that existed 
in Acme’s own proceeding (Acme Fast Freight, Inc., 250 I. C. C. 
747, 750).” 

Merchants averred that if Acme’s position in the instant 
proceeding was sound, the Commission should reopen the Acme 
proceeding and determine whether or not Acme handled freight 
to and from every state covered by its permit under bills of 
lading conforming in all respects with the current bill-of-lading 
requirements of freight forwarders, and if it should develop 
that Acme’s past bill-of-lading practice did not conform, accord- 
ing to Acme’s own reasoning, it should now be required to come 
forward and establish the type of consistency with the public 
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interest that its petition would require Merchants to do in the 
instant proceeding. 

““We are certain that Acme would seriously object to the 
equal application to their own proceeding, of the doctrines they 
here urge,” concluded Merchants. 

The Commission had postponed the effective date of its 
permit and order issued in FF-40, to May 19. The order had 
granted Merchants authority to forward commodities generally 
from specified New York and New Jersey points to points in 
26 states (see Traffic World, April 21, p. 1034). 





M. & St. L. Reorganization 


The firm of Coverdale & Colpitts, as reorganization man- 
ager of the Minneapolis & St. Louis Railroad Co., has filed with 
the Commission a petition in Finance No. 13417, Minneapolis 
& St. Louis Railroad Co. Reorganization, for approval of maxi- 
mum limits of the accounts, fees and expenses incurred or to 
be incurred by it in connection with the proceedings and plan 
of reorganization, as modified, of the M. & St. L. 

Attached to the petition, as an exhibit, was a statement 
of expense paid in connection with the reorganization of the 
M. & St. L. in the period from July 16, 1938, the date of the 
first court order authorizing payment of reorganization ex- 
penses, to February 14, 1945, showing a total of $477,531.94 
of such expenses as itemized in the statement, in addition to 
$39,849.66 paid but not deemed by the reorganiaztion manager 
as part of its account. The petitioner said the Commission, 
by a report and order of December 12, 1942, in this proceed- 
ing, had fixed certain maximum limits of compensation for 
services rendered or to be rendered by the reorganization man- 
ager and its counsel, had approved as within maximum limits 
certain expenses incurred in connection with the reorganiza- 
tion for the period October, 1938, to October 1, 1942, and 
likewise had.approved expenses incurred or to be incurred in 
connection with the proceedings and reorganization plan gen- 
erally from October 1, 1942, to the termination of the pro- 
ceedings. Coverdale & Colpitts noted that a specified reorgani- 
zation plan was put into effect December 1, 1943, and that 
“the proceedings before the court and the Commission inci- 
dent to the modification of the plan resulted in delay and in 
the incurring of expense by the reorganization manager in 
an amount substantially in excess of that which had previously 
been estimated and which was approved by the Commission 
in its order dated December 12, 1942.” The reorganization 
manager asked that its petition be set for hearing by the 
Commission, for introduction of evidence about the expense 
items. 


D. L. & W. FERRY ABANDONMENT 


In a joint application in Finance No. 14920, the Lacka- 
wanna railroad and the Hoboken Ferry Co., have asked the 
Commission for authority to abandon the Lackawanna ferry 
line operating between the Lackawanna rail terminal at Ho- 
boken, N. J., and its ferry terminal at the foot of West 23rd 
St., New York City, together with the West 23rd St. terminal. 

Abandonment was proposed, said the applicants, because 
the line had been operated for several years at a substantial 
out-of-pocket loss and there was no prospect of improvement 
of this condition; passenger and vehicular traffic had fallen off 
following construction of Hudson River bridges and tunnels; 
the volume and character of present traffic did not require 
continued operation.of the ferry line; and such traffic could be 
adequately served by the Lackawanna ferry plying between 
the Hoboken terminal and the Christopher St., New York City, 
ferry terminal, located less than one mile from the West 23rd 
St. terminal. 

The Christopher St. ferry, said the applicants, provided a 
convenient and accessible approach by subway to and from 
the Manhattan shopping and theater districts, and the Lacka- 
wanna would continue to operate its Barclay St. ferry. 

The Hoboken Ferry Co., said the applicants, owned the 
ferry property that was leased to the Lackawanna and operated 
by the latter in connection with its railroad. 


N. Y. O. & W. EQUIPMENT LOAN 

The trustees of the New York, Ontario & Western Railway 
Co., in a supplemental application filed in Finance No. 14912, 
have asked the Commission for authority to reduce to $1,695,000 
the amount of equipment trust certificates to be issued to 
finance the purchase of five diesel-electric locomotives. The 
trustees, in Finance No. 14857, had previously asked for author- 
ity to sell $1,900,000 equipment trust certificates to the Recon- 
st — Finance Corporation (see Traffic World, March 17, 
p. 648). 
_ Since the original application was filed, said the applicants 
in a supplemental application filed in Finance No. 14857, they 
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had entered into a 3-year contract with Standard Oil Develop- 
ment Co. to supply the latter with performance data on, and 
make tests concerning, the operation of certain 2,700-horse- 
power locomotives in normal freight and passenger service. For 
this service, continued the applicants, the development company 
agreed to pay them $25,000 a year, also a further amount for 
additional costs, and, as of May 1, to advance them $249,341, 
that would be repaid by the applicants in three installments. 

The proposed advance from Standard Oil Development, 
said the applicants, would operate to reduce the amount of the 
proposed loan from R. F. C. from $1,900,000 to $1,695,000, and 
to increase the advance rent to be paid by the applicants to 
the trustee of the equipment trust for application toward the 
purchase price of the locomotives, from $344,073.50 to $549,- 
073.50. 


ABERDEEN & ROCKFISH BONDS 

Aberdeen & Rockfish Railroad Co., in Finance No. 14911, 
has asked the Commission for authority to issue and sell $90,000, 
first mortgage 3% per cent bonds and $80,300 of 4% per cent 
cumulative preferred stock. 

The A. & R. said it proposed to call present 6 per cent 
cumulative preferred stock now outstanding in the hands of 
the public, at its call price of 105 a share, and, to provide funds 
for that purpose, to issue and sell for cash 803 shares ($80,300 
per value) of 4% per cent cumulative preferred stock, callable 
at option of the applicant at any time after date of issue at 
104%4, at a price of $98 a share. 

The applicant said it had retired serial bonds maturing 
of an issue of $106,000 serial refunding 4% per cent bonds pre- 
viously issued for the purpose of paying off and retiring its 
then outstanding bonded indebtedness. Of the retired serial 
bonds maturing, continued the applicant, it had $16,000 so that 
at the date of the instant application there was outstanding 
$90,000 par value of such bonds, of which $23,000 matured semi- 
annuaily on July 1, and on January 1, annually thereafter, and 
$67,000 matured July 1, 1957. 

Reacquisition of $23,000 par value, of bonds maturing 
serially, for cash on the open market at the best price obtain- 
able, was proposed, the applicant said, and it also desired to call, 
at a call price of 105 per cent: of par, the $67,000 bonds maturing 
July 1, 1957. It said that in order to provide a portion of the 
funds necessary for that purpose it desired the authority to 
issue and sell the $90,000 first mortgage 3% per cent bonds 
under a new mortgage. 


RUTLAND REORGANIZATION PLAN 


The Rutland Railroad Co., operating about 400 miles of 
railroad in Vermont and northern New York, has filed with 
the Commission in Finance No. 14635, a proposed plan of 
reorganization under which it would reduce its authorized cap- 
italization from $20,996,970 to $15,500,000, and its fixed charges 
from $386,000 annually to $140,000. The capitalization of the 
reorganized company, said the Rutland, would consist of first 
mortgage 4 per cent income bonds, $3,500,000; 20,000 shares 
non-cumulative preferred stock, $100 par value, with a $2.50 
dividend, $2,000,000; and 100,000 shares of common stock, par 
value $100, $10,000,000. Almost all of these securities, the 
Rutland said, would be issued to present bondholders and pre- 
ferred stockholders, and none of the new securities would be 
issued to common stockholders. The Rutland previously had 
filed with the Commission a copy of its petition for reorganiza- 
tion filed with the federal court for the Vermont district (see 
Traffic World, July 22, 1944, p. 210). 


A. & M. BRIDGE-TERMINAL BONDS 


Authority to issue and sell $2,865,000 of 30-year first mort- 
gage serial bonds dated September 1, has been requested by 
Arkansas & Memphis Railway Bridge & Terminal Co., et al., 
in Finance No. 14918. The proceeds would be used to redeem 
the same amount of 5 per cent bonds outstanding, said A. & M. 
Co-applicants in the application filed with the Commission by 
A. & M. are the trustees of the Missouri Pacific, St. Louis 
Southwestern, and Rock Island railroads, each owning one-third 
of the bridge company’s capital stock outstanding and using 
its railway bridge across the Mississippi River at Memphis, 
Tenn. 


Cc. & O. EQUIPMENT CERTIFICATES 


The Chesapeake & Ohio Railway Co., in Finance No. 14919, 
has asked the Commission for authority to assume obligation 
and liability in respect of $2,500,000 serial equipment trust 
certificates to finance in part the lease and ultimate purchase 
of 990 50-ton all-steel box cars, estimated to cost $3,256,476.30. 
The remainder of the cost of the equipment, the application 
said, would come from cash in the company’s treasury. The 
C. & O. said it proposed to sell the certificates through com- 
petitive bidding. 





1170 


Railroad Earnings 


Class I railroads of the United States in March, 1945, had 
an estimated net income, after interest and rentals of $62,800,000 
compared with $53,652,620 in March, 1944, according to reports 
filed by the carriers with the Bureau of Railway Economics of 
the Association of American Railroads. 

“In the first three months of 1945, they had an estimated 
net income, after interest and rentals of $139,500,000 compared 
with $148,220,978 in the corresponding period of 1944,” said 
the association, adding: 


Class I railroads in March, 1945, had a net railway operating 
income, before interest and rentals, of $99,884,567 compared with a net 
railway operating income of $93,853,327 in March, 1944. 

Class I railroads in the first three months of this year had a net 
railway operating income, before interest and rentals, of $246,063,085 
compared with $266,065,755 in the same period of 1944. 

In the twelve months ended March 31, 1945, the rate of return on 
property investment averaged 3.94 per cent compared with a rate of 
return of 4.63 per cent for the twelve months ended March 31, 1944. 

The earnings reported above as net railway operating income, repre- 
sent the amount left over after the payment of operating expenses and 
taxes, but before interest, rentals and other fixed charges are paid. 
Property investment is the value of road and equipment as shown by 
the books of the railways including materials, supplies, and cash. 

This compilation as to earnings for the first three months of 1945 
is based on reports from all Class I railroads, representing a total of 
228,544 miles. 

Operating revenue for the month of March totaled $813,327,614 com- 
pared with $797,029,214 in March, 1944, while operating expenses totaled 
$544,809,878 compared with $527,433,356 in the same month of 1944. 

Total operating revenues in the first three months of 1945 totaled 
$2,277,470,711 compared with $2,273,006,410 in the same period of 1944, 
or an increase of 0.2 per cent. Operating expenses in the first three 
months of 1945 amounted to $1,574,685,640 compared with $1,523,540,259 
in the corresponding period of 1944, or an increase of 3.4 per cent. 

Class I railroads in the first three months of 1945 paid $414,993,245 
in taxes compared with $436,580,160 in the same period of 1944. For the 
month of March alone, the tax bill of the Class I railroads amounted to 
$153,839,948, a decrease of $4,942,766 or 3.1 per cent under March, 1944. 

Twenty-six Class I railroads failed to earn interest and rentals in 
the first three months of 1945, of which thirteen were in the Eastern 
District, two in the Southern Region, and eleven in the Western District. 


Eastern District 


Class I railroads in the Eastern District in the first three months of 
1945 had an estimated net income, after interest and rentals, of 
. $51,500,000 compared with $62,578,823 in the same period of 1944. For 
the month of March alone, their estimated net income, after interest 
and rentals was $30,900,000 compared with $23,747,964 in March, 1944. 

Those same roads in the first three months of 1945 had a net rail- 
way operating income, before interest and rentals of $96,205,466 com- 
pared with $112,463,398 in the same period of 1944. Their net railway 
operating income, before interest and rentals, in March amounted to 
$46,276,144 compared with $40,911,828 in March, 1944. 

Operating revenues of the Class I railroads in the Eastern District 
in the first three months of 1945 totaled $974,785,362 a decrease of 
2.5 per cent compared with the same period of 1944, while operating 
expenses totaled $730,171,366 an increase of 2.4 per cent above 1944. 


Southern Region 
Class I railroads in the Southern Region in the first three months of 
1945, had an estimated net income, after interest and rentals of 
$26,400,000 compared with $29,212,780 in the same period of 1944. For 
the month of March alone, they had an estimated net income, after 














Revenue Freight Loading 


The Traffic World Washington Bureau 


Revenue freight loading the week ended April 28 totaled 
899,221 cars, according to the Association of American Rail- 
roads. This was 35,158 cars or 4.1 per cent above the preceding 
week, 48,780 cars or 5.7 per cent above the corresponding week 
of 1944, and 110,432 cars or 14 per cent above the correspond- 
ing week of 1943. 
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interest and rentals of $8,900,000 compared with $9,725,294 in March, 1944 

Those same roads in the first three months of 1945 had a net railway 
operating income, before interest and rentals of $42,548,475 compared 
with $45,631,905 in the same period of 1944. Their net railway operating 
income, before interest and rentals in March amounted to $14,988,964 
compared with $15,664,330 in March, 1944. 

Operating revenues of the Class I railroads in the Southern Region 
in the first three months of 1945, totaled $339,599,100 an increase of 1.2 
per cent compared with the same period of 1944, while operating 
expenses totaled $213,870,622 or an increase of 4.9 per cent above 1944. 


Western District 


Class I railroads in the Western District in the first three months 
of 1945 had an estimated net income, after interest and rentals of 
$61,600,000 compared with $56,429,375 in the same period of 1944. For 
the month of March alone they had an estimated net income, after 
interest and rentals of $23,000,000 compared with $20,179,362 in March, 
1944. 

Those same roads in the first three months of 1945 had a net railway 
operating income, before interest and rentals of $107,309,144 compared 
with $107,970,452 in the same period of 1944. Their net railway operat- 
ing income, before interest and rentals, in March amounted to $38,619,459 
compared with $37,277,169 in March, 1944. : 

Operating revenues of the Class I railroads in the Western District 
in the first three months of 1945 totaled $963,086,249, an increase of 
2.6 per cent compared with the same period of 1944, while operating 
expenses totaled $630,643,652, an increase of 4 per cent above 1944. 


PETROLEUM TRANSPORTATION 


Recent floods in Louisiana, Texas and Arkansas cut petro- 
leum tank car shipments to the Atlantic seaboard by 862 car- 
loads the week ended April 28, causing a drop in deliveries to 
this area for the fourth successive week, Deputy Petroleum 
Administrator Ralph K. Davies announced, adding: 


The decrease, due to empty cars backed up behind fiood waters, 
brought the week’s tank car movements into east coast points (District 
I of the Petroleum Administration for War) down to 512,031 barrels 
a day, as compared with 538,667 barrels daily during the previous week. 

The average for the week was a drop of 34,999 barrels a day trom 
the high mark for 1945, set during the week ending March 31, when 
the daily average was 547,030 barrels. 

Last week, for the first time during April, tank car movements 
failed to meet the month’s program goal of 535,000 barrels a day. 

Reports from the flood areas indicate an improvement has set in 
that may be refiected in an upward swing of tank-car movements in the 
next weekly report. 

Shipments of kerosene in drums to the New England States aver- 
aged 17,239 barrels a day last week as compared with an average of 
16,146 during the week ending April 21. 

Crude oil deliveries to east coast refineries through the ‘‘Big ILnch’’ 
(24-inch) pipeline last week averaged 303,110 barrels daily. The ‘*Littie 
Big Inch’’ (20-inch) pipeline delivered an average of 232,176 barrels a 
day of petroleum products during the same period. Deliveries from 
these lines during the previous week averaged 325,325 and 231,527 barrels 
a day, respectively. 


SAFETY AWARD TO SANTA FE SHOPS 


The San Bernardino shops of the Atchison, Topeka & Santa 
Fe Railway has received a plaque awarded for a record of 
more than 4,000,000 man-hours with only eleven minor injuries 
in 1944. Presentation of the plaque was made to F. B. Harman, 
shops superintendent, by E. E. McCarty of Los Angeles, general 
manager of the Coast Lines. The safety award was won in com- 
petition with shops at Richmond, Calif.; Albuquerque, N. M.; 
Topeka and West Wichita, Kan.; and Cleburne, Tex. The cere- 
mony was attended by Mayor W. C. Seccombe, of San Bernar- 
dino; E. L. Duggan of Chicago, system superintendent of safety; 
C. R. Tucker and F. A. Baker of Los Angeles, general managers; 
W. P. Hartman, mechanical superintendent; John Decker, safety 
supervisor, and various local officials of the railroad. Shop 
supervisors and members of the 1944 and 1945 shop safety com- 
mittees were honored at dinner following presentation of the 
award. 





Revenue Freight Car Loading—Week Ended Saturday, April 28 


Grain and Live 
grain-prod. stock Coal 
{ 1945 52,725 16,563 175,626 
‘TOtal All TOMAS. .0..0..6scccrcese {1944 37,873 15,504 173,659 
| 1943 46,597 15,713 134,261 
Preceding week April 21.......... 1945 51,309 15,401 165,134 
Per cent increase Over.........00. 1944 39.2 6.8 i | 
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1945 761,209 251,437 2,772,483 
Cumulative 17 weeks to Apr. 28. {41944 811,015 259,601 2,973,633 
{ 1943 806,253 230,844 2,868,332 
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Per cent increase over............ 1943 8.9 
Per cent decrease under.......... 1943 5.6 3.3 
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I. C. C. Fare Jurisdiction 


Argument on the question of the Commission’s jurisdic- 
tion over fares of passenger carriers in the District of Columbia 
and the adjoining state of Virginia for service between points 
in the District of Columbia and, among other points, the War 
Department’s Pentagon building in nearby Virginia, was heard 
by the Supreme Court of the United States this week. The 
case is No. 663, The United States of America and Interstate 
Commerce Commission, appellants, vs. Capital Transit Co., 
Alexandria, Barcroft and Washington Transit Co. Arlington 
and Fairfax Motor Transportation Co. et al., appellees. 

The District Court of the United States for the District 
of Columbia set aside and permanently enjoined the fare order 
of the Commission of June 12, 1944, made in connection with a 
supplemental report on rehearing and reconsideration in No. 
28991, Passenger Fares Between District of Columbia and 
Nearby Virginia. In enjoining the order the district court held, 
contrary to the Commission’s finding in this respect, that the 
motor carrier transportation involved feli within the “com- 
mercial zone” exemption from the application of the interstate 
commerce act and was exempt except as the Commission’s 
conclusion that application of the act was necessary to carry 
out the national transportation policy was validly made. The 
lower court, however, held that the Commission’s conclusion 
was without support of adequate findings and evidence. The 
Commission had instituted the proceeding at the request of the 
Secretary of War, joined by the Secretary of the Navy, to 
determine the reasonableness and lawfulness of the fares in 
issue. 

Daniel W. Knowlton, chief counsel of the Commission, 
made the argument on behalf of the Commission. 

Henry E. Ketner, attorney for the Virginia Corporation 
Commission, who with Frederick G. Hamley, general solicitor 
of the National Association of Railroad and Utilities Commis- 
sioners, filed a joint brief on behalf of the Virginia commission 
and the national association in support of the lower court’s 
decision, and participated in the argument before the Supreme 
Court. He developed argument in support of the contentions 
that the Commission was without jurisdiction; that if the Com- 
mission had jurisdiction it should have referred the proceeding 
to a properly constituted joint board made up of regulatory 
authorities of the District of Columbia and Virginia for a hear- 
ing and recommended report “under what we interpret to be 
mandatory provisions of section 205(a) of the act; that the 
Commission’s order constituted, in effect, a regulation of intra- 
state commerce in violation of the provisions of section 202(b) 
and 216(e) of the act; that the fares prescribed by the Com- 
mission were unjustly discriminatory and unduly prejudicial 
to persons, localities and descriptions of traffic in Virginia in 
violation of section 216(d) of the act, and that the Commission 
did not have jurisdiction over the street railway operations 
of the transit company. 

Mr. Ketner, in opposing the Commission’s view that it had 
jurisdiction of the transportation in question, asserted that the 
motor carrier act of 1935 exhibited from beginning to end “the 
determined purpose of Congress to avoid conflicts and duplica- 
tion between state and federal regulation.” He called attention 
to the fact that Senator Wheeler, in debate on the bill that 
became the motor carrier act, made reference in explaining 
the exemption provision which was put in section 203(b) (8), 
to local transportation between Washington, D. C., and Alex- 
andria, Va., as of the type intended to be exempted from 
federal regulation. Mr. Ketner also argued as to the finding 
that the application of the act was necessary to carry out the 
national transportation policy. He said the basis on which the 
Commission found that federal jurisdiction was necessary was 
that the bus fares caused so much dissatisfaction among the 
employes at the government installations in Virginia as to 
impede the war effort. He contended there was no substantial 
evidence to support that view. He asserted that the national 
transportation policy had no possible connection with the local 
intraterminal operations here involved. 

Mr. Knowlton, speaking for the Commission, contended 
that the evidence and the Commission’s findings showed that the 
fares between points in the District of Columbia and the govern- 
ment installations in Virginia were regarded as excessive both 
by high officials of the army and navy and by employes at the 





installations and that such fares were a source of dissatisfac- 
tion among the employes “and an element entering into sepa- 
ration from government service at those points.” He argued 
that, to make its finding, the Commission did not have to have 
evidence of “real harm” already “done to the war effort” 
before it could in any case assume jurisdiction to investigate 
the lawfulness of carriers’ rates and practices. He also argued 
that the transportation involved did not fall within the so-called 
“commercial zone” exemption, “this because by its terms such 
exemption did not apply unless the motor carrier engaged in 
the interstate transportation involved “is also lawfully engaged 
in the intrastate transportation of passengers over the entire 
length of such interstate route or routes in accordance with 
the laws of each state having jurisdiction.” He contended that 
operations involved did not meet the qualification stated. 
Robert E. Quirk argued for the carrier appellees. Paul A. 


Freund, special assistant to the Attorney General, appeared for 
the government. 


REVIEW OF LABOR CASE DENIED 

The Supreme Court of the United States has denied a peti- 
tion for a writ of certiorari to the United States Circuit Court 
of Appeals for the Seventh Circuit in No. 1122, Chicago, North 
Shore & Milwaukee Railroad Co., debtor, Brotherhood of Loco- 
motive Firemen and Enginemen et al. vs. Chicago, North Shore 
Milwaukee Railroad Co. (ohn B. Gallagher and Edward J. 
Quinn, trustees), respondents. In this case the Brotherhood of 
Locomotive Firemen and Enginemen and the Brotherhood of 
Railroad Trainmen sought review of a decision that substitu- 
tion of employes of an intrastate carrier for crews of an inter- 
state carrier was not a change in an agreement affecting work- 
ing conditions in violation of section 6 of the railway labor act. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Eastern New York district, at Brooklyn. Harry G. Rose, 
dba H. G. Rose Moving & Storage, of Flushing, L. I., N. Y., 
was fined $300 following his plea of guilty to 10 counts of an 
information charging violations of part II of the interstate 
commerce act. The fine was imposed on four of the counts and 
was required to be paid in full. Imposition of sentence on the 
remaining six counts to which the defendant pleaded guilty 
was suspended during a probationary period of one year. The 
defendant was charged with transporting household goods in 
interstate commerce as a common carrier by motor vehicle 
without a certificate having been issued by the Commission 
authorizing the particular operations that were described in the 
information; with failing to show on his freight and expense 
bills the gross weight, tare weight, and net weight, or con- 
structive weight of the household goods that were transported; 
with failing to require his drivers to keep drivers’ logs; and 
with failing to have in his files medical certificates attesting 
to the physical fitness of his new drivers. 

Maryland district. The Royal Transportation Co., of Balti- 
more, Md., was fined $1,005 and costs after having entered a 
plea of guilty to an information charging it with operating as 
a motor common carrier of property in interstate commerce 
for compensation, without a certificate having been issued to it 
by the Commission authorizing the particular transportation 
described in the information. 

Eastern New York district. Elsie Fasano and Carmine 
Fasano, of Patchogue, Long Island, N. Y., were fined $730 each 
and Chas. Schaefer & Son, Inc., of Brooklyn, N. Y., and George 
E. Rarig, of Eastport, Long Island, N. Y., were fined $100 on 
their separate pleas of guilty to informations charging Elsie 
Fasano with transporting property in interstate commerce as a 
motor common carrier without a certificate from the Commis- 
sion authorizing such operations, charging her husband, Carmine 
Fasano, with aiding and abetting her in such operations, and 
charging Chas. Schaefer & Son, Inc., and George E. Rarig, ship- 
pers, with aiding and abetting the carrier in the commission of 
such offenses. The court required payment of $230 of each of 
the fines imposed against the Fasanos and suspended the bal- 
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ance in each case for a probationary period of one year. Themission’s order was entered, as shown by evidence heard by 


shipper defendants were required to pay the full amount of 
the fines imposed on them. 

Western North Carolina district. William R. Holland and 
Rhoed B. Holland, partners dba Holland Brothers, of States- 
ville, N. C., were fined $1,000 each, of which each was required 
to pay $200 and the remaining $800 was suspended for a proba- 
tionary period of one year, after they had entered separate 
pleas of nolo contendere to an information charging them with 
transporting property as a motor common carrier in interstate 
commerce without a certificate from the Commission authoriz- 
ing the particular operations described in the information. 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Ohio.) A railroad may own capital 
stock of a motor transportation company and enter into work- 
ing arrangement and agreement with such company. Gen. Code, 
Sec. 8746-1. 

A railroad does not necessarily become a “motor transpor- 
tation company” by acquiring stock of motor transportation 
company and entering into working arrangement with such 
company, nor does the motor company thereby lose its charac- 
ter as a “common carrier.” Gen. Code, Secs. 614-84 (a), 8746-1. 

A trucking company which contracted to carry all freight 
offered by railroad that owned its stock for a specified monthly 
sum plus mileage, and which had been granted certificate to 
operate by Interstate Commerce Commission, was a “motor 
transportation company” or “common carrier by motor vehicle” 
entitled to certificate of convenience and necessity. Gen. Code, 
Secs. 614-84(a), 8746-1; Interstate Commerce Act Sec. 203(a) 
(14), 49 U. S. C. A. Sec. 303(a) (14). 

Evidence that proposed service by trucking company owned 
by railroad would shorten shipping time 24 to 48 hours, and 
that no protesting trucking company was serving the same 
route and stations, warranted grant of certificate of convenience 
and necessity. Gen. Code, Sec. 614-84(a). 

A new certificate of convenience and necessity, authorizing 
a different and specialized or limited transportation, may be 
granted without first giving existing motor transportation com- 
panies 60 days in which to provide such service. Gen. Code, 
Sec. 614-87. 

(Cleveland, Columbus & Cincinnati Highway vs. Public 
Utilities Commission, 60 N. E. Rep. 2d 166). 

(Court of Civil Appeals of Texas, Austin.) The purpose of 
the motor carrier law is to place all carriage for hire over high- 
ways, where public is involved, under the supervision of the 
Railroad Commission. Vernon’s Ann. Civ. St. art. 911b, Sec. 
4(d). 

Where Railroad Commission is confronted with an applica- 
tion for a type of use of highway, not specifically covered by 
the motor carrier law, the Commission should determine the 
application, as a practical matter, in keeping with the provisions 
and purpose of the law, applicable to the most nearly related 
type of use of highway which is covered by that law. Vernon’s 
Ann. Civ. St. art. 911b, Secs. 1(h), 4(d), 5a(c). 

The nomenclature used by the Railroad Commission in 
designating the license or permit issued to applicant under mo- 
tor carrier law is not conclusive in determining the character 
of the license granted. Vernon’s Ann. Civ. St. art. 911b, Secs. 
1(h), 4(d), 5a(c). 

Where protestants were given notice of hearing on appli- 
cation for certificate authorizing transportation of property on 
government bill of lading only from property occupied by War 
or Navy Departments to any point used or occupied by the 
United States Army or Navy using all available highways, and 
appeared before examiner but offered no evidence, having 
elected not to do so on ground that applicant had not shown 
any right to certificate, order granting certificate was not ob- 
jectionable on ground that protestants had not been given hear- 
ing. Vernon’s Ann. Civ. St. art. 911b, Sec. 5a(c, d). 

In action to set aside a motor carrier certificate issued by 
Railroad Commission, the facts existing at the time the com- 


trial court, and not that heard by commission, were controlling. 
= Ann. Civ. St. art. 911b, Secs. 1(h), 4(d), 5a(c, d), 


In action to set aside a motor carrier certificate issued by 
Railroad Commission, finding of trial court, not attacked, thai 
only service applied for was needed by government, foreclosed 
that issue against protestants. Vernon’s Ann. Civ. St. art. 911b 
Secs. 1(h), 4(d), 5a(c,d), 10(4). 


Where only service applied for by motor carrier was needed 
by War and Navy Departments for services within Texas, trial 
court’s order vacating the certificate because application and 
evidence failed to show public convenience and necessity within 
motor carrier law was erroneous. Vernon’s Ann. Civ. St. art. 
911b, Secs. 1(h), 5, 5a. 


Where only service applied for by motor carrier was needed 
by War and Navy Departments for services within Texas, but 
carrier did not have contract with such Departments, the serv- 
ice involved was more nearly analogous to that of a contract 
carrier, and validity of order granting certificate was to be 
determined in accordance with rules applicable to contract car- 
rier. Vernon’s Ann. Civ. St. art. 911b, Secs. 1(h), 5, 5a, 10(4). 


Where only service applied for by motor carrier was needed 
by War and Navy Departments for services within Texas, even 
if existence of need and convenience of particular service were 
necessary to be shown, during wartime emergency, both Rail- 
road Commission and courts could, as a matter of common 
knowledge, properly take judicial notice of need for prompt and 
expeditious movement of all war supplies and that such trans- 
portation is uniformly given priority over movement of civilian 
freight, regardless of convenience of the civilian shipping public. 
a Ann. Civ. St. art. 911b, Secs. 1(h), 5, 5a, 6(b) (2), 


Motor carrier’s application for certificate to render service 
needed by War and Navy Departments for services within 
Texas and authorizing use of all available highways of state 
substantially complied with provisions of motor carrier law 
relating to contract carriers, notwithstanding the application 
did not state condition and character of roads over which trans- 
portation was to be performed. Vernon’s Ann. Civ. St. art. 911b, 
Secs. 6(b) (2), 11, 12. 


In determining validity of order of Railroad Commission 
granting permit to motor carrier to render service needed by 
War and Navy Departments for services within Texas, pre- 
sumption existed that the commission was familiar generally 
with conditions of all highways of state. Vernon’s Ann. Civ. St. 
art 911b, Secs. 6(b) (2), 11, 12. 


In suit to set aside Railroad Commission’s certificate to 
motor carrier, presumption existed, in absence of evidence to 
contrary, that commission had discharged duties imposed upon 
—e Vernon’s Ann. Civ. St. art. 911b, Secs. 6(b) (2), (c), 


Protestants attacking order of Railroad Commission grant- 
ing certificate to motor carrier had burden of proving invalidity 
of order. Vernon’s Ann. Civ. St. art. 911b, Sec. 6(b) (2), (c). 

Where only service granted to motor carrier was needed 
by War and Navy Departments for services within Texas but 
carrier was granted permission to use all available highways 
of state, evidence was insufficient to establish invalidity of cer- 
tificate on ground that highways of state were not adequate to 
warrant such service. Vernon’s Ann. Civ. St. art. 911b, Secs. 
6(b) (2), 11, 12. 

Where only service which certificate authorized motor car- 
rier to perform was needed by War and Navy Departments for 
services within Texas, evidence was insufficient to establish that 
certificate was invalid on ground that operation of carrier would 
impair efficient public service of other authorized carriers ade- 
quately serving same territory. Vernon’s Ann. Civ. St. art. 911b, 
Sec. 6(c). 

Where only service applied for by motor carrier was needed 
by War and Navy Departments for services within Texas, action 
of trial court in treating Railroad Commission’s order as a cer- 
tificate of public convenience and necessity instead of in the 
nature of a contract carrier permit, and in striking it down on 
grounds that requirements of statute relating to common car- 
riers had not been complied with, was error. Vernon’s Ann. 
Civ. St. art. 911b, Secs. 1(h), 4(d), 5, 5a, 6(b) (2), (c), 10(4), 
tT, eZ. 

The fact that character of service which certificate permit- 
ted motor carrier to perform was emergently needed by War 
and Navy Departments in efficient prosecution of war and that 
only military and naval supplies and material were to be hauled 
constituted cogent reasons for liberal construction of moto! 


carrier law in support of Railroad Commission’s order granting 


certificate. Vernon’s Ann. Civ. St. art. 911b, Secs. 1(h), 


4(d), 
5, Da, 6(b) (2), 


(ec), 10¢4), 11, 12. (Victory Truck Line vs. Red 


Arrow Freight Lines, 186 S. W. Rep. 2d 98.) 
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LOSS OF OR INJURY TO GOODS 


(Supreme Court of Pennsylvania.) Findings of trial judge 
approved by court in banc have the effect of a verdict. 

Liability of motor carriers for damages resulting from 
freezing of plants shipped in interstate commerce is governed 
by federal law. Interstate Commerce Act Secs. 20(11, 12), 219, 
49 U.S. C. A. Secs. 20 (11, 12), 319. 

Motor carriers were liable for damages resulting from 
freezing of plants shipped in interstate commerce unless they 
discharged their obligation to transport and deliver. Interstate 
Commerce Act Secs. 20(11, 12), 219, 49 U. S. C. A. Secs. 20 
(11, 12), 319. 

Motor carriers are not insurers against loss resulting from 
inherent nature of plants shipped. 

Where motor carriers transporting goods in interstate com- 
merce had filed tariffs stating their services, rates, and regula- 
tions, the tariffs bound all parties involved in interstate ship- 
ment of plants and had force of an act of Congress. Interstate 
Commerce Act Secs. 20(11, 12), 219, 49 U. S. C. A. Sees. 20 
(11, 12), 319. 

Where destination of shipment was not on tariff route of 
intermediate motor carrier and bill of lading provided that 
carrier agreed to carry to its usual place of delivery at destina- 
tion, if on carrier’s road, otherwise to deliver to another carrier 
on route to destination, and the intermediate carrier delivered 
shipment to final carrier who made delivery at destination, the 
final carrier was not performing a mere switching service but 
was participating in the line haul as delivering carrier as re- 
spects liability for damage to shipment by freezing. Interstate 
Commerce Act Sec. 20(11), 49 U. S. C. A. See. 20 (11). 

Where motor carriers’ freight tariffs provided for transpor- 
tation in unheated trucks and contained no provision that ship- 
ments at rest in terminals would be protected by artificial heat, 
consignor and consignee of interstate shipment were bound by 
the tariffs. Interstate Commerce Act Secs. 20(11, 12), 219, 49 
U. S..C. A. Sees. 20 (11, 12), 319. 

Regulation against unlawful discrimination prohibited mo- 
tor carriers from rendering service to interstate shipper not 
provided for-in tariffs. Interstate Commerce Act Secs. 20(11, 
12), 219, 49 U. S. C. A. Secs. 20(11, 12), 319. 

The value of opinion evidence is for trier of facts. 

It is common Knowledge that moisture subjected to low 
enough temperature will freeze. 

Where freight tariffs of motor carriers provided for trans- 
portation in unheated trucks and contained no provision that 
shipments at rest in carriers’ terminals would be protected by 
artificial heat, evidence sustained determination that damage 
to rose bushes shipped in interstate commerce resulted from 
shipment of property liable to freeze during low temperatures 
in unheated transportation facilities and that carriers performed 
their contract of carriage without negligence. Interstate Com- 
merce Act Secs. 20(11, 12), 219, 49 U. S. C. A. Secs. 20(11, 12), 
319. (Jackson & Perkins Co. vs. Mushroom Transportation Co., 
41 Atlantic Rep. 2d 635.) 


Cc. A. & E. REORGANIZATION 


Judge John P. Barnes, of the federal district court of Chicago, 
signed a decree April 30 that inaugurates a proceeding in reor- 
ganization involving the Chicago, Aurora & Elgin Railroad Co., 
an electric line, under the Chandler act, and terminates the re- 
ceivership under which the company has been operated since 
July 21, 1932. The bankruptcy proceeding is docketed as 
45B129. 

The request for reorganization proceedings was brought on 
behalf of a group of holders of first and refunding mortgage 
bonds on which the interest and principle are in default. In a 
reply to the petition, among other things, the C. A. & E. said 
it was not operated as part of a general railroad system of 
transportation and that it did not derive more than 50 per cent 
of its operating revenue from transportation of freight in stand- 
ard railroad freight equipment. 
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While admitting that it was unable to meet matured and 
maturing obligations, the C. A. & E. said that “war conditions 
brought about abnormally high gross revenues, that the present 
level of gross earnings is uncertain; and that wage conditions 
are unstable, substantial wage increases having been allowed 
in 1943 and 1944, and while further substantial demands have 
been made which will have a further material and possibly fatal 
effect upon the ability of debtor to continue operations, if 
granted, all of which condition raise a serious question as to 
whether any sound and economical reorganization is possible at 
the present time... .” 

Judge Barnes said there was “an insurmountable difficulty 
in attempting to reorganize in a court of equity,’ and that he 
thought it would be possible to do so under reorganization pro- 
ceedings. He said, while there was, due to the war, an excess 
of income over expenses, he saw no good reason for waiting 
any longer for reorganization. 


Truman Recommends O. D. T. Cut 


President Truman May 2 recommended to Congress a re- 
duction of $3,300,000 in the proposed appropriation of $11,000,000 
for Office of Defense Transportation for the fiscal year begin- 
ning July 1. The estimate of $11,000,000 was sent to Congress 
by President Roosevelt and is now before the House committee 
on appropriations which will consider President Truman’s 
recommendation that the appropriation be reduced. 

The reduction, said a White House statement, was made 
possible “by an anticipated improvement by next December 31 
in the transportation situation.” 

The estimate of $11,000,000 for the fiscal year beginning 
July 1 represented a reduction from the appropriation of 
$17,000,000 for the fiscal year ending June 30, 1945, but the 
$17,000,000 included approximately $2,500,000 for overtime while 
the estimate of $11,000,000 did not include anything for over- 
time. 

The White House statement said that the O. D. T. and other 
war agency cuts were recommended because of changing war 
conditions. As the war progressed, it said, the activities of all 
agencies would be continually reviewed to achieve economies 
“where they will not interfere with the prosecution of the war.” 

In explanation of the recommendation that the appropria- 
tion for the O. D. T. be reduced, Harold D. Smith, director of 
the Bureau of the Budget, wrote the President that because 
of the expected improvement in the transportation situation by 
December 31, “certain of the present Office of Defense Trans- 
portation controls can be removed.” 

“The revised budget contemplates a continuation of the 
activities of the agency during the first half of the fiscal year 
1946 (July 1 to December 31, 1945, inclusive) at approximately 
its present level and a substantial reduction in the latter half 
of the year,” he said. “The reduction will apply to the highway 
transport program which presently accounts for approximately 
70 per cent of the agency’s expenditures.” 


Travel Curtailment 


Protest by a clergyman against the O. D. T. ban on meet- 
ings of more than 50 persons requiring other than local trans- 
portation, as applied to religious groups, has been reflected by 
Representative Edwin Arthur Hall, of New York, in House con- 
current resolution 51 declaring it to be “the desire and the will 
of the Congress of the United States that conventions and gath- 
erings of a religious nature should not be included in the order 
of the director of the Office of Defense Transportation which 
prohibits travel to conventions of more than 50 persons,” and 
that the House and the Senate “condemn the action of the 
director of the Office of Defense Transportation in including 
churches and religious groups in this order.” 

Representative Hall, in introducing the resolution, said he 
had received a letter from a Johnson City clergyman who said 
that he and several of his colleagues had appealed to the O. D. T. 
not to place a ban on “religious gatherings” and not to force 
persons who wished to attend such gatherings to obtain permis- 
sion to travel from the O. D. T. 


“I am joining the hosts of others across this country who 
will shortly arise to protest this attempt to break down the 
separation between the church and state,” the clergyman wrote 
Representative Hall. 


The clergyman, continued Mr. Hall, also quoted a letter he 
said he had received from the recording secretary of the Amer- 
ican Council of Christian Churches. The recording secretary. 
according to the letter, said he and others had called on Direc- 
tor Johnson “and pleaded with him not to restrict religion, and 
to exempt the church from such restrictions.” 

“We had quite a stormy session because we stood our 
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ground,” the recording secretary wrote. ‘We finally told him 
that if he insisted or attempted to curb the church, we would 
resist and hold our meetings anyway. You can imagine how he 
reacted. He hit the ceiling.” 

The recording secretary also included in his letter the fol- 
lowing, according to Mr. Hall: 

“The O. D. T. does not want its orders discussed in Con- 
gress. They realize that once congressmen are aware as to what 
is involved that Congress will compel them to rescind such 
un-American orders.” 

The clergyman appealed to Mr. Hall for congressional ac- 
tion. He said if the “democratic process” of requesting the 
churches to hold their meetings to a minimum were followed 
“there will not be a religious group in this country but will be 
happy to respond as best they can.” 

“However,” he continued, “when a bureaucrat seeks to 
pronounce what the church shall do in this country, where the 
separation of church and state has always been safeguarded by 
the Constitution, it will be an unnecessary promotion of strife 
and division, should this order be allowed to stand.” 

The Hall resolution declares that the action of the O. D. T. 

“is utterly unconstitutional and positively contrary to the spirit 
of free America.” It was referred to the House committee on 
interstate foreign commerce. 


Agricultural Fairs 


Replying to an inquiry as to whether a definite decision 
could be made soon regarding the holding of agricultural fairs, 
Director Johnson, of the Office of Defense Transportation, said 
that if it were necessary at this time to pass on the holding of 
any fair, other than one conducted in a rural community on a 
local basis, the answer would have to be “no.” 

“Under the circumstances,” wrote Director Johnson, “I do 
not believe that preparations and consequent expenditures 
should be made by any group to hold any fair, except on a 
strictly local basis. State and regional fairs could obviously 
not be conducted on a local basis. Some county fairs probably 
could be.” 

Director Johnson’s letter was addressed to Coburn Jones, 
manager of the Garden City, Kan., Chamber of Commerce, who 
made the inquiry. 

Previously Director Johnson had warned managers of state, 
regional, and county fairs not to make elaborate advance prep- 
arations for such events next summer and fall, saying that 
“those who do so are proceeding at their own risk” (see Traffic 
World, April 28). 


School Bus Transportation 


Despite shortages of vehicles, parts, tires and manpower 
about 285,000 more children are being transported to school by 
school busses today than were transported in pre-war 1941, the 
highway transport department of the Office of Defense Trans- 
portation says in a summary of school bus transportation. 


Although children are doing more walking to and from 
school than they did in pre-war years, the O. D. T. says, suffi- 
cient service is being provided to avoid hardship and to main- 
tain good school attendance. 

By eliminating special services and reorganizing routes to 
provide all necessary school transportation with a minimum of 
mileage by about 20 per cent or a total of 156,000,000 miles an- 
ment of policy of November, 1942, had reduced school bus 
mileage about 20 per cent or a total of 156,000,000 miles an- 
nually, said O. D. T. 

In a statement taking note of the size of the mileage sav- 
ings made, Director Johnson commended state chief school offi- 
cers and local school officials for the excellent school bus trans- 
portation conservation which they obtained through the elimi- 
nation of less essential services and through other economies. 
He said their efforts were largely responsible for the continued 
efficiency of school bus transportation in the face of many 
wartime shortages and difficulties. 

Continuing, O. D. T. said: 


Prior to the war 93,398 school buses transported 4,141,310 school 
children; today 86,023-school buses are transporting 4,426,178 school 
children, representing a reduction of 7,375 school buses and an increase 
of about 285,000 pupils. Buses transporting school children are of 
various sizes; those carrying eight or less students number 9,558; 
those carrying eight to nineteen, 5,135, and those carrying twenty or 
more 71,330. 


TRUCK TIRE CONSERVATION 
Director Johnson, of the Office of Defense Transportation, 
has made another appeal to trucking operators to continue 
intensified conservation of tires. Saying that “ttomorrow’s 
motor transportation is dépendent on proper care of today’s 
tires,” Director Johnson addressed an “open letter” to all 
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operators of property-carrying commercial vehicles. 


1 He con- 
tinued: 


Practically all available truck tires, especially of the larger sizes, 
are now on running wheels. The condition of those tires is poor. Many 
are recaps. The supply available for replacement is sharply limited— 
the allotments are less than the needs. Summer heat and careless oper- 
ations will make the approaching months a critical period. 

With little hope for relief in the near future, it is your responsibil- 
ity as an operator, both in your own interest and to safeguard wartime 
transportation, to protect your tires and so assure the continuance of 
transportation service. This responsibility is now an obligation to 
exercise every precaution so that not one tire-mile be lost through 
careless or wasteful operations. 

Summer heat coupled with the heat created by speed means addi- 
tional wear and tear on tires during the coming months. 

Tires should be inspected often for cuts, bruises, and tread wear. 
A worn-out tire may result in an idle truck, placing an additional bur- 
den on an already strained transportation system. 

Speed may save you time on one trip but lose you time on another 
from blow-outs. Save tires and time by limiting speed. 

Overloading will drastically reduce the life of your tires. Give the 
tires half a chance, and they will serve you long and the Nation well. 

O. D. T.-sponsored conservation programs have saved millions of 
vehicle-miles and many tires for motor carriers. Acceptance of an im- 
mediate participation in such programs by all carriers is a sound and 
practical approach to present problems. The important thing is to use 
your equipment—not misuse or abuse it. 


Director Johnson has written the governors of the 48 
states urging them to aid in conserving the nation’s critically 
limited tire supply by stressing, in connection with their state 
and local enforcement organizations, the importance of con- 
trolling highway motor-vehicle speeds. 

“With the return of warm weather throughout the coun- 
try,” wrote Director Johnson, “I am increasingly fearful that 
the current tire shortage—particularly on heavy duty tires— 
may seriously impair the vital transportation service being 
provided by the nation’s motor vehicles unless strenuous ef- 
forts are made to control highway speeds.” 


Oo. D. T. ANTHRACITE ORDER 


To aid the Solid Fuels Administration for War in action 
being taken to control the distribution of Pennsylvania anthra- 
cite coal, the Office of Defense Transportation has issued a 
limitation order prohibiting the transportation of such coal 
from the Pennsylvania mining areas by common, contract or 
private motor carrier unless the carrier has obtained a license 
from the S. F. A. W. 

“The order, general order O. D. T. L-5, which becomes 
effective May 15 and extends to March 31, 1946, applies to the 
motor vehicle transportation of anthracite coal from any mine 
or preparation plant in the Pennsylvania anthracite producing 
area to any point outside that area except in accordance with 
the terms of- written licenses issued under S. F. A. W. ‘regu- 
lation No. 28,” said the O. D. T., adding: 


The provisions of general order O. D. T. L-5 do not apply to com- 
mon or contract carriers operating under certificates or permits issued 
by the Public Utilities Commission of the state of Pennsylvania or the 
Interstate Commerce Commission providing these carriers do not direct- 
ly or indirectly engage in handling anthracite coal other than as com- 
mon or contract carriers. 

However, the exemption of such regulated common or contract 
motor carriers from the restriction of the O. D. T. order does not ex- 
cuse such carriers from complying with applicable provisions of S. F. 
A. W. regulation No. 28. 

The order also does not apply to the motor vehicle transportation 
of anthracite coal for which no license is required under S. F. A. W. 
regulation No. 28. 


Oo. D. T. LOADING OF MERCHANDISE PERMIT 


The Office of Defense Transportation has issued its special 
permit O. D. T. No. 1-1837, relaxing the minimum loading 
provisions of general order O. D. T. No. 1 with respect to 
less-carload freight so as to permit railroads, until further 
notice, to move closed freight cars containing not less than 
five net tons of merchandise freight when such freight is 
destined to points within grain loading territory or when the 
cars are loaded direct to destination, by-passing all regular 
transfer stations, provided they move in the direction of empty 
car movement to or toward the grain loading territory. 

“Grain loading territory” is defined in the special permit 
as “that territory west of Lake Michigan and the Chicago 
switching district and west of the eastern and southern bound- 
ary of the state of Illinois to Cairo, Ill., thence west of the 


Mississippi River, and territory east of eastern boundaries of 
the states of New Mexico, Colorado, Wyoming and the western 
boundary of Montana, and includes loading to Denver, Colo., 
and Cheyenne, Wyo.” 

Railroad spokesmen, commenting on the special permit, 
said general adoption of the provisions for increased direct 
loading into western territory and for greater employment of 
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direct destination cars should result in substantial relief to 
congested transfer points, particularly those in the east, and 
expressed the hope that the railroads would take the fullest 
possible advantage of the permit and would solicit similar activ- 
ity by shippers. 


MERCHANDISE LOADING 


The average loading of railroad merchandise freight a car 
was heavier in February than in any preceding month for nearly 
two years, according to the Office of Defense Transportation. 
The increased loading made more box cars available for use 
in hauling grain or other bulk commodities and helped to ease 
the box car shortage in the grain belt, the O. D. T. said, adding: 


Figures for February, the latest month reported, show, for class I 
steam railroads, a total weight of 8,206,273,821 pounds of merchandise 
moved in that month, as compared with 8,266,296,216 pounds in Febru- 
ary, 1944; and 421,219 merchandise cars loaded as compared with 441,665 
in February, 1944. ‘The 20,446 fewer cars used for merchandise load- 
ings were made available for such purposes as the movement of grain. 

While the total amount of merchandise decreased, the average 
weight carried per car in February, 1945, was 19,482 pounds, as compared 
with 17,716 in February, 1944. The February, 1945, average was the 
highest attained in any month since April, 1943, and showed consider- 
able improvement over the preceding months—18,503 pounds per car 
in January, 1945, and 17,914 in December, 1944. This heavier loading 
per car, said the O. D. T., was reported in accordance with O. D. T. 
General Order No. 1 and indicates the better utilization of boxcars in 
line with O. D. T. loading requirements. 


RAIL FOR MOTOR SERVICE 

Director Johnson, of the Office of Defense Transportation, 
has issued O. D. T. certificate S-10, finding and certifying that 
substitution of rail transportation for that of motor common 
carrier between Chicago, Ill., and Los Angeles, Calif., between 
Chicago, Ill., and Denver, Colo., and between Denver and Los 
Angeles, by ’Ringsby Truck Lines, Inc., a motor common car- 
rier, will not adversely affect the transportation of freight by 


railroad and will aid in conserving motor carrier transpor- 
tation facilities. 


Flour Transportation 


There was no reason for fearing that the rationing of 
flour would be made necessary by transportation difficulties, 
Director Johnson, of the Office of Defense Transportation, said 
in commenting on a press statement attributed to Senator 
Reed, of Kansas, predicting such action. 

The O. D. T. director called attention to the fact that a 
permit system had been set up by the Commission at O. D. T. 
request in the western grain areas, effective May 1, for the 
purpose of localizing the use of grain cars in that region, and 
also to permit an adequate volume of wheat to be made avail- 
able to the midwestern millers. 

In response to other steps taken by the O. D. T. and the 
railroads, wheat was now being moved from the farms and 
local elevators more rapidly than at the same season of 1944 
or 1943, Director Johnson said, adding: 

“While receipts of grain at the mills have been slowed 
down by the box car shortage, operations in all departments 
of industry are affected by the general transportation short- 
ages and a number of steel mills, for instance, have had to 
slow down for lack of cars.” 

The O. D. T. director further explained that to prevent 
many millions of bushels of corn from spoiling because of its 
heavy moisture content, it was necessary in February and 
March for the car supply to be used preferentially to handle 
this wet corn. Wheat supplies were now again in heavy move- 
ment and would continue so throughout the balance of the 
year, said Director Johnson. 


Oo. D. T. APPEAL DECISIONS 
Director Johnson, of the Office of Defense Transportation, 
has affirmed the action of O. D. T. field officials in denying 
the following applications: 


No. 118, Josephine Van Noord, dairy operator, Norwalk, Calif., for 
additional allotments of mileage and motor fuel. 

No, 119, H. O. Parks, dba Coast Cab Co., San Juan Capistrano, 
Calif., special permit to inaugurate taxicab service in the San Clemente, 
Calif., area. 


0. D. T. CONSERVATION ORDERS 


The Office of Defense Transportation has issued additional 
supplemental orders authorizing coordinated operations of car- 
riers in areas designated as follows O. D. T. 3, Rev. 656, Moscow 
and Delaware Water Gap, Pa., area; O. D. T. 3, Rev. 657, 


Chattanooga, Tenn., and Rome, Ga.; O. D. T. 3, Rev. 659, © 
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Alabama; O. D. T. 3, Rev. 660, Reno and Fallon, Nev.; O. D. T. 
6A-109, Charlotte, N. C., area; and O. D. T. 6A-116, Richmond, 
Petersburg and Hopewell, Va. 

The O. D. T. has also issued O. D. T. 3, Rev. 662, Alabama; 
O. D. T. 3, Rev. 665, Pennsylvania; O. D. T. 3, Rev. 666, Pitts- 
burgh, Pa., area; O. D. T. 3, Rev. 667, Lancaster County, Pa.; 
O. D. T. 3 Rev. 678, Virginia; O. D. T. 3, Rev. 679, Virginia; 
O. D. T. 3, Rev. 686, New York; O. D. T. 3, Rev. 691, Chicago, 
Ill., and Indianapolis, Ind., and O. D. T. 6A-56, amendment a, 
Chicago, Ill., area. 


FLOOD SERVICE ORDER 
By amendment No. 2 to service order No. 302, rerouting 
of traffic floods in Oklahoma, Missouri and Kansas, the Com- 
mission has extended the expiration date of the order from 
May 3 to May 15 (see Traffic World, Apr. 28, p. 1098). 


ASPHALT TRANSPORTATION 


In a move to speed up movements of tank cars, the Petro- 
leum Administration for War has directed United States re- 
finers to manufacture only 22 grades of asphalt and road oils 
instead of the 55 to 60 different grades that are usually made. 

Action was taken in a formal order (Petroleum Directive 
No. 80), which directs refiners to manufacture only eight 
specified grades of paving asphalt, nine grades of “cutback” 
asphalt, and five grades of slow-curing road oil. The directive 
becomes effective May 1. Continuing, the P. A. W. said: 


It is expected that a number of tank cars will be made available for 
hauling other petroleum products as a result of the savings in tank car 
requirements effected under the new directive. ; 

By limiting the number of grades of asphalt that are used, it will be 
possible to increase the efficiency of tank car operations. Specifically, 
more tank cars can be filled at the loading racks if a train of cars is 
moved through the same rack, as against the previous practice of moving 


cars from one rack to another for the blending of a special grade of 
asphalt. 


The reduction of grades, which indirectly eliminates blending, will 
also speed up operations by requiring less switching of tank cars in the 
refining and terminal yards. 


An additional advantage of the limitation of grades is that cars en 
route to one destination can he shifted to another destination if neces- 


sary, a practice that is not often possible when 55 or 60 grades of asphalt 
are manufactured. 


W. P. B. STEEL RAIL ACTION 


The War Production Board has announced that, in con- 
nection with revocation of less important limitation and con- 
servation orders and schedules, it has revoked, with respect 
to steel products, all schedules under Limitation Order L-211, 
except schedules 9 and 16, including schedule 7 covering rails 
and tracks accessories, and schedule 5 covering steel axles 
and forgings (railroad and transit service). The revoked sched- 
ules established sizes, shapes, and specifications and other qual- 
ifications of steel products to which all steel producers were 
required to conform. The W. P. B. said the revocations were 
in line with its announced policy of eliminating restrictive 
controls on industry as war conditions permitted. 


REMOVING ICE FROM REFRIGERATORS 


Calling attention to the fact that under I. C. C. service 
order No. 129, effective June 15, section 2 of Classification Rule 
32 has been suspended until further notice and that therefore 
receivers may after the effective date remove body ice from 
refrigerator cars without being penalized by being charged 
the freight rate for the weight of ice removed, W. C. Kendall, 
chairman of the car service division of the Association of 
American Railroads, has asked all railroads to seek cooperation 
of receivers of perishable freight in removing this ice and other 
debris from refrigerator cars on unloading because that would 
be of material assistance in making the cars available to a 
greater degree for prompt reloading, particularly when suitably 
dry freight is available for loading in the direction of the empty 
movement of the refrigerator cars. 

“Under present heavy demands for closed cars such use of 
refrigerator cars is of exceptional importance, particularly as 
to PFE and SFRD ownerships which, under I. C. C. Order No. 
104, may be loaded to South Pacific Coast points on the same 
basis as to minima that applies to box cars,” said Chairman 
Kendall. ‘“‘There is urgent need for the greatest possible utili- 
zation of these cars in that service in order to lessen the load 
upon the railroad companies on the west coast through reducing 
the cross haul of empty box cars east and empty refrigerator 
cars west. It is suggested that railroads, in cooperation with 
the car efficiency committees of the Advisory Boards, and with 
various organizations of the fruit and vegetable industry, en- 
deavor to promote to the greatest possible extent the conserva- 
tion of refrigerator cars in the manner suggested herein.” 
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Forwarder-Motor Rate Bill 


Secretary of War Stimson and Deputy Director Young, of 
the Office of Defense Transportation, voiced support for enact- 
ment of H. R. 3038, the bill postponing the expiration date of 
forwarder-motor joint rates, in letters sent to Chairman Lea, 
of the House committee on interstate and foreign commerce, 
according to the favorable report on the bill submitted to the 
House (see Traffic World, April 28, p. 118). 


As reported by the committee, the bill would authorize 
continuation of the forwarder-motor joint rates until February 


16, 1946. Unless such legislation is enacted, the rates will expire 
May 16, 1945. 


In the report on the bill, Chairman Lea pointed: out that 
the time for termination of the rates in issue was originally 
November 16, 1943, but that it had been extended to May 16, 
1945. Continuing, he said, in part: 


At the time of enactment of part IV of the interstate commerce act 
it was contemplated that ‘‘assembling and distribution rates,’’ to be 
established under section 408 of that act, would be made available to 
freight forwarders by common carriers by motor vehicle and that with 
such rates available it would not be necessary for freight forwarders 
and common carriers by motor vehicle to operate under joint rates for 
a period extending beyond the time permitted under section 409. 

The provisions for establishment of assembling and distribution rates 
did not work out as well as had been anticipated and it was primarily 
for this reason that the extension of time provided for by the act of 
November 12, 1943, was granted. At the time af the making of that 
extension it was still hoped that a satisfactory solution of the problem 
could be worked out through the establishment of such rates. Experi- 
ence since that time has not been encouraging. Part IV of the inter- 
state commerce act has now been in effect almost 3 years, and little 
progress has been made in the establishment of assembling and distri- 
bution rates under section 408. The Commission recognized the situa- 
tion in its fifty-eighth annual report to Congress, submitted on November 
2, 1944, where it said— 

““* * * we have little reason to expect that a satisfactory system of 
assembling and distributing rates will have been established by May 
16, 1945, when joint rates between motor carriers and freight forwarders 
will no longer be lawful unless the act is further amended.’’ 

It is impossible to state to what extent, if any, the abnormal condi- 
tions resulting from the war have influenced the action of motor car- 
riers in generally failing to publish such rates. The fact remains, 
however, that they have not been published to any substantial extent. 

In the light of these considerations it has become increasingly 
apparent that consideration should be given to the working out of a 
satisfactory permanent basis for the fixing of the terms and conditions 
upon which freight forwarders may utilize the services of common 
carriers by motor vehicle. Because of this realization and in antici- 
pation of the fact that the period of permitted joint-rate operation 
would soon expire, a bill, H. R. 2764, was introduced on March 24, 
1945, with a view to the enactment of amendments to provide for 
the establishment of a permanent formula governing the terms and 
conditions of such utilization. 

That bill was referred to the Interstate Commerce Commission for 
comment. The Commission submitted to this committee, on April 16, 
1945, its comments on the bill. The majority of the Commission ex- 
pressed itself as not recommending enactment of the bill, suggesting 
another approach to the solution of the problem involved. A minority 
of the Commission recommended enactment of the bill, expressing the 
view that it provided for a satisfactory solution of the matter. 

In view of the complexity of the problems involved, and lack of 
adequate time, this legislation is proposed to preserve the existing 
status with a view to formulating permanent legislation during the 
period of further extension. 

In order, in the meantime, to obviate the disruption in interstate 
transportation which would result from termination of the joint-rate 
authority, in the absence of a satisfactory substitute therefor, it is 
believed urgently necessary to continue such authority for a reason- 
able period as is provided for in this legislation. 


In his letter to Chairman Lea, Secretary of War Stimson, 
in part, said: 


The War Department is opposed to the continuance of a system of 
joint rates between freight forwarders and motor carriers. However, 
due to the large volume of traffic resulting from the prosecution of the 
war, the War Department is also opposed to any action which would 
interfere with or disrupt the operation of transportation facilities or 
agencies during the present emergency. Termination of joint rates be- 
tween forwarders and motor carriers, at this time, in view of the lim- 
ited publication of assembling and distribution rates by motor carriers, 
would, in all probability, interfere with the operations of freight for- 
warders to the detriment of the war effort. 


Deputy Director Young, in his letter, in part, said: 


It is the judgment of this Office that an abrupt discontinuance of 
the joint rates of freight forwarders and motor carriers on May 16, 
1945, would cause an immediate shift of a substantial amount of mer- 
chandise traffic from the motor carriers to the railroads. It would be 
unforunate if, at this time, there were to be any decrease in the propor- 
tion of merchandise traffic handled by motor carriers. Under the cir- 
cumstances, I feel that congressional action to postpone the present 
specified date of expiration of authorization for joint freight for- 
warder-motor carrier rates is desirable. 


Opposition from Chicago A. of C. 


Renewed opposition to the further maintenance of joint 
rates between freight forwarders and motor carriers is ex- 
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pressed in a general letter sent by the Industrial Traffic Council 
of the Chicago Association of Commerce to all members, urging 
them to submit their views by wire to Senator Wheeler, because 
of the early date set for a public hearing on the Senate bill, 
S. 926. The House has also before it H. R. 3038, the two bills 
proposing to extend for nine months the provisions of section 
409 of the interstate commerce act, permitting such joint rates 
(see Traffic World, April 28, p. 1118). 

“This subject has been considered by the Industrial Traffic 
Council many times and in each instance the Council has 
gone on record in opposition to the maintenance of the joint 
rate arrangements and in favor of the publication of assembling 
and distribution rates in tariff form,’ says the general letter. 

Attached to the letter is a brief summary of legislation on 
the subject, the concluding paragraph of which says: 


The carriers have now had a total of three years within which to 
discontinue the unlawful and discriminatory method and establish their 
rates on the basis prescribed by Congress in section 408 of the freight 
forwarder act. It has been seven years since the forwarders and motor 
carriers were first put on notice that joint rates were unlawful and 
should be canceled. The carriers have had more than ample time to 
bring about a reasonable and just basis of rates. Congress has granted 
them every opportunity and it would appear that the time has now come 
when the maintenance of the unlawful adjustment should cease. 


Hearings Later on H. R. 2764 


Chairman Lea said his committee would hold hearings 
later on H. R. 2764 with a view to reporting a bill that would 
dispose permanently of the forwarder-motor rate issue. 


PETROLEUM PIPELINE ACT EXTENSION 


The House committee on interstate and foreign com- 
merce has favorably reported to the House H. R. 2600, a bill 
to extend the authority granted in the petroleum pipe-line 
construction act of July 30, 1941, from June 30, 1945, to June 
30, 1947. Reviewing the provisions of the act of July 30, 1941, 
the committee, in its report, said: 


Section 2 of the act of July 30, 1941, above referred to, provides 
that whenever the President finds that the construction, of any pipe 
line for transportation or distribution of petroleum or its products 
moving in interstate commerce, or the extension or completion of any 
such pipe line, is necessary for national defense purposes, he shall by 
proclamation declare such finding. Section 3 provides that in case such 
construction, extension, or completion is privately undertaken, the 
person or persons engaging in such undertaking shall have the power 
of eminent domain to such extent as the President determines to be 
necessary. 


Section 4 provides that if it is impracticable for any private person 
to promptly and satisfactorily engage in such undertaking the Presi- 
dent may, if he deems it in the interests of national defense, provide 
for such work to be done by the government. By section 6 it is pro- 
vided that if the work is done privately the President may provide for 
the making of advances at such rate of interest, upon such security, 
and upon such amortization terms as the President shall prescribe. 

By Section 9 of such act, as amended, it is provided that none of the 
powers granted in the sections above referred to may be exercised 
after June 30, 1945. The purpose of this bill is to extend this time 
until June 30, 1947. 


VALLEY AUTHORITY OPPOSITION 


Roy Miller, acting president, Intracoastal Canal Association 
of Louisiana and Texas, has addressed a letter to the officers, 
directors, subscribers and members of the association, enclosing 
a copy of the statement of the National Rivers and Harbors 
Congress and twenty other organizations, expressing to Con- 
gress their opposition to the creation of regional or valley au- 
thorities (see Traffic World, April 28, p.1129). Mr. Miller says, 
since the views asserted are in complete harmony with the at- 
titude of the association as frequently expressed in resolutions 
adopted at annual meetings, “I have assumed responsibility for 
joining, in our association’s behalf, in the endorsement of the 
statement.” 

His letter expresses the view, as contained in the statement 
of the twenty-one organizations, that the present procedure for 
waterway improvements provides a method that is adequate, 
effective and satisfactory, and that the creation of additional 
authorities is not only unnecessary but undesirable for the rea- 
sons set forth in the statement. 


FREIGHT CARS AT NEW YORK 

Mayor F. H. LaGuardia of New York City said the pres- 
ence of unloaded freight cars in the New York area, which 
he ascribed to the fact that consignees would not receive freight 
from 4 o’clock Friday afternoon until Monday morning, was 
contributing to the car shortage that prevented shipment of 
grain in the west. He called on “every railroad employe, every 
shipper, receiver and trucker” to “pitch in and help.’ He sug- 
gested that warehouses go on a six-day week until the emer- 
gency is at an end. 
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Box Car Shortage Inquiry 


Senate Interstate Commerce Committee Questions A. A. R. 
Witnesses on Alleged Misdistribution of Cars— 
Senators Reed and Wheeler Tilt with 
Pelley and Others 


By JOSEPH C. SHELEEN 


A proposal by Chairman Wheeler, of the Senate interstate 
commerce committee, that the present “free time” of 48 hours 
for loading or unloading of box cars be reduced to 24 hours so 
as to “spread out” the box car supply met opposition from J. J. 
Pelley, president of the Association of American Railroads, in 
the course of testimony by Mr. Pelley, April 30, at resumed 
hearings by the committee in its investigation of shortages of 
box cars for the movement of grain and grain products from 
origins in the western grain-producing states (see Traffic World, 
April 28, p. 1120). 

Mr. Pelley testified after Walter Scott, secretary of the 
Board of Trade of Kansas City, Mo., had returned as a witness 
to present statistical compilations designed to support conten- 
tions made by Mr. Scott and other witnesses from the western 
grain states and by Senator Reed, of Kansas, that the distribu- 
tion of box cars for transporting western grain had not been 
—, 

ontroversy developed between Mr. Pelley and Senator 
Reed, a few minutes before the April 30 hearing ended, over a 
statement by Mr. Pelley that an executive of the Great Northern 
had reported, the preceding day, that with the present flow of 
box cars from the east to that road the Great Northern was 
“setting along nicely” and that the cars were coming in to that 
line as fast as it could handle them. Senator Reed declared 
that the shippers on the Great Northern told “a very different 
story.” 


Mr. Scott submitted to the committee a tabulation showing 
that in the calendar year 1944, as compared with 1943, carload- 
ings of grain and grain products in the west decreased 140,751 
cars, or 7.1 per cent, while in the east, including the Allegheny 
region, they increased by 17,970 cars, or 2.8 per cent; that load- 
ings of merchandise (1. c. 1.) cars in eastern territory increased 
by 121,970 cars, or 4.5 per cent, while in western territory they 
increased by 124,650 cars or 9 per cent, and that loadings of 
“miscellaneous” cars in eastern territory decreased by 35,266 
cars, or 14 per cent, while in western territory such loadings 
increased by 467,889 cars, or 6.2 per cent. Mr. Scott noted that 
some of the cars in the “miscellaneous” category were not box 
cars and said there was no way to determine how many box 
cars were in that classification. 


L. C. L. Embargo Proposal 


Senator Reed commented that one of the suggestions made 
to provide more box cars was to put an embargo on loading of 
less-carload freight, “which has been done in the past.” He 
said the table discussed by Mr. Scott was not an accurate gauge 
of box car loadings, but that it did furnish information to which 
consideration could be given in connection with the planning of 
an embargo on l. c. 1. freight. 


Mr. Scott next offered a tabulation showing the relative 
increase of traffic in western territory as against eastern terri- 
tory in the year 1944 compared with 1943, covering all loadings. 
This tabulation, he said, showed that eastern loadings in 1944 
increased 1.9 per cent over eastern loadings in 1943, while 
western loadings increased 3.7 per cent over 1943. By another 
tabulation, Mr. Scott presented data as to “net ton-miles per 
road per day’”’ on the western roads as compared with those in 
the east, for November, 1944, and for previous months back to 
1940, “when the volume of war traffic was getting under way.” 
This tabulation, he said, showed, among other things, that the 
two largest eastern lines—the New York Central and the Penn- 
sylvania—had ton-mile increases, respectively, of 61 per cent 
and 57 per cent in November, 1944, over November, 1940, while 
in the central west, the Santa Fe and the Union Pacific had 
ton-mile increases, respectively, of 162 per cent and 123 per 
cent in November, 1944, over November, 1940. Under question- 
ing by Senator Reed, he said that no eastern road showed an 
increase of as much as 100 per cent in the comparison of those 
two months, but that among western roads there were some 
that had increases of more than 200 per cent, including the 
Missouri-Kansas-Texas, with 206 per cent, and the Cotton Belt, 
with 226 per cent. These figures were submitted, said Mr. 
Scott, to answer contentions that congestion on the eastern 
lines had been one reason for the box car shortage on the 
western roads. He placed in the hearing record a table expand- 
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ing on information previously presented to the committee as to 
percentage of box car ownership on owner lines, by weeks, from 
October 1, 1944, to April 1, 1945. Noting that the “storm pe- 
riod” in the east began in December, 1944, he said that ‘‘on 
both sides” of that period the eastern roads had a very large 
percentage of car ownership on their lines; that the northwest- 
ern roads had 89.7 per cent of their total of cars owned on their 
lines October 1, 1944, but that on April 1, 1945, the correspond- 
ing figure for those roads was only 60.6 per cent. 


Car Hire and Revenue 


Chairman Wheeler pursued a line of questioning to make 
the point that, since railroads had to pay only $1.15 a car a 
day to the owning roads for cars on their lines that they did 
not themseives own, and since they could obtain revenue esti- 
mated by Mr. Scott as possibly “$100 a day, more or less,’ it 
was to the advantage of the eastern roads to keep the cars of 
western railroad ownership on the eastern lines as long as they 
could, and that the western roads were losing money when 
they had grain awaiting shipment on their lines but not enough 
cars to transport grain that was deteriorating or about to spoil. 

Senator Reed took up the discussion with the comment 
that A. A. R. car service rules required the prompt return to 
owner roads of freight cars (empty if there was no load 
available for the return trip), and recalled that, in 1916, the 
Commission had dealt with a situation he said was similar 
to that now under consideration by the committee, in which 
the railroads were not adhering to the car service rules, by 
initiating an investigation which resulted in issuance of an order 
early the following year, directing the railroads to observe the 
car service rules. 

Mr. Scott said that in the first four weeks of the period 
from February 18 to April 21 grain car loadings on the rail- 
roads serving the western grain states had been below the 
total for the corresponding weeks of 1944, and that in the last 
five weeks of the period described the loadings had exceeded 
those of the same weeks of 1944, but that the net increase in 
the 1945 period over the 1944 period had been only 8,923 cars. 
He said the grain car loadings in the week ended April 21 had 
totaled 33,830 cars, but that if cars other than box cars were 
deducted from that figure, the loading figure would not be very 
impressive. He said that Congress had empowered the Com- 
mission to control car service, but that in the present situation 
the Commission had not seen fit to exercise that control. 


Pelley’s Testimony 


Mr. Pelley attributed the slowing up of the grain car sup- 
ply in the early months of this year to four factors: (1) an 
unprecedented “spell of bad weather’; (2) manpower short- 
ages; (3) an unusually heavy demand for box cars, and (4) the 
fact that the railroads had 15,647 fewer box cars in service 
than they had two years ago. There would have been a box 
car shortage, had there been no bad winter weather, but the: 
shortage would not have been so acute, he said. He submitted 
to the committee the information that between February 19 
and April 15 the railroads had delivered to the western gate- 
ways 202,703 box cars, and that in the same period the western 
roads had sent to the east 168,520 box cars, a net gain of 34,183 
cars in the west. Box cars were now moving to the western 
roads at a rate averaging more than 2,000 a day, he said. He 
stated that there appeared to be no reason why there should 
not be a continued daily increase in the westward flow of the 
box cars, and added that “we will continue to forward to grain- 
producing territory every available car that can be commanded.” 


Reduction of “Free Time” 


With respect to Senator Wheeler’s suggestion that ‘free 
time” for loading or unloading be reduced to 24 hours, Mr. 
Pelley said that the O. D. T. had “taken pretty good care” 
of the car detention situation by imposing high demurrage 
penalties, applicable after 48 hours. He said that the shippers, 
too, had their problems, including that of manpower, that they 
had done “a great job,” and that “we don’t want to get in a 
big hurry to penalize shippers.” Senator Reed interjected that 
he agreed with Mr. Pelley as to the work done by the shippers 
and that car detention had been substantially reduced. Mr. 
Pelley said that the railroads had their own difficulties, and 
indicated that sometimes car movements were delayed because 
of inability of the railroads to send switch engines to pick up 
the cars. 

There was extensive debate between Senator Wheeler and 
Mr. Pelley as to the advisability of the discontinuance, for a 
period of several months after September, 1944, of a daily 
report on car movements by the railroads to the O. D. T., 
Senator Wheeler taking the position that these reports should 
not have been discontinued, because they enabled the O. D. T. 
to keep in touch with the car supply situation daily, and Mr. 
Pelley taking the position that the reports were unnecessary 
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and that the O. D. T. kept in close touch with the situation by 
other and better means. 

Asked by Senator Wheeler how many additional cars the 
railroads could handle with their present equipment and per- 
sonnel, Mr. Pelley said the railroads had about all they could 
handle now. He said they had about 50,000 cars on order; that 
these were being delivered at the rate of about 4,000 a month, 
and that they had 20,000 box cars ordered for this year. The 
railroads had agreed to buy that number, after some “pres- 
sure” from the O. D. T. and other sources, he said. He stated 
that after these cars had been ordered, the railroads were told 
by the War Production Board that they could not have the 
material for them, but that Director Johnson, of the O. D. T., 
had “handled the matter vigorously,” and had been advised by 
the W. P. B. that if the railroads had to have this material 
they would have to get it from the armed -forces. Mr. Pelley 
said that he and Director Johnson then had conferred with 
General Somervell and others in authority in the War Depart- 
ment and that the army authorities had agreed to “give up 
enough to take care of us.” 


Half of Rail Labor Force New 


Discussing the manpower situation, Mr. Pelley said that 
the railroads now had a total of 1,400,000 employes; that they 
needed 50,000 to 75,000 more, ——— in maintenance 
work; that they had about 1,100,000 employes when the war 
started; that they had lost about 300,000 of that number to the 
armed forces and about 100,000 to other industries, and that, 
consequently, about 700,000, or one-half of their present total 
of employes, were new workers who had “come to us since 
the war began.” He observed that the railroads were ‘very 
short” of mechanics to keep the equipment in operating con- 
dition, and that this affected the supply of box cars. 

“We have used all our resources and ingenuity to keep the 
plant going,” he said, with reference to efforts of the railroads 
to maintain their labor force. 


Freight Car Retirement 


He announced that the railroads were planning to “tie up” 
15,000 to 18,000 freight cars that needed rebuilding, and said 
he believed that the railroads would be able to handle “a great 
deal more transportation” by setting these cars aside. He said 
many cars were in need of heavy repairs, after Senator Reed 
had noted that, in the week ended April 14, the percentage 
of box cars awaiting repairs was 2.8 per cent, while in peace- 
time a “bad order” car percentage of 7 per cent was considered 
“pretty good,” and that, while the peacetime standard of loco- 
motives awaiting repairs was about 15 per cent, this figure for 
the week ended April 14 was only 7.8 per cent. 

Senator Reed said he had data to show that, in the war 
period, a total of 36,000 freight cars of 10,000 tons or more, for 
other than military service, had been built in this country and 
shipped to foreign countries. 

Mr. Pelley expressed opinions differing from those of Sen- 
ators Wheeler and Reed on the matter of congestion of freight 
in eastern terminals and the relationship of what the senators 
regarded as an over-supply of box cars on eastern roads to such 
congestion. Mr. Pelley said that last September and October 
there was no congestion and that the railroads then were 
“fluid” everywhere. In the period of the winter storms in the 
areas around Buffalo and Syracuse, N. Y., he said, there was 
no congestion on the lines of the New Haven or the Boston & 
Maine. Shortage of cars was not congestion, he said. 

Chief operating officers of the railroads knew when there 
was any traffic congestion on their lines without having to be 
advised about it by the O. D. T., he stated. Senators Wheeler 
and Reed wanted to know why there should be an O. D. T., 
if that was true, and Mr. Pelley said that the O. D. T. did 
not operate the railroads, but that it performed valuable service 
as claimant agency for the railroads and in dealing with all 
agencies of transport in connection with the war effort. He 
said that the freight tie-ups that occurred in the last war had 
not occurred in this war because of the present “absolute 
control of traffic,” under which freight destined to ports did 
not move until there were ships at the ports into which the 
freight could be loaded. He said more freight had been moved 
out of the port of New York in January than ever before. 
Senator Wheeler said whole trains had been held back in 
Montana, and Mr. Pelley said that was “the control system 
working—we just didn’t let them go into the ports.” 


Pelley and Reed Disagree 


Disagreement between Mr. Pelley and Senator Reed as 
to adequacy or inadequacy of A. A. R. supervision of box car 
distribution continued after Mr. Pelley returned as a witness 
before the committee May 1. 

Senator Reed expressed dissatisfaction with Mr. Pelley’s 
explanation of the railroads’ ability to increase the flow of 
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box cars from the east to the west by about 700 cars on April 
17—“‘overnight,” as Senator Reed put it. On that date, it was 
stated, a total of about 2,300 box cars had been delivered to 
western railroad “gateways,” as against about 1,600 the day 
before, and this increased flow of box cars to the west had 
continued since April 17. It was Senator Reed’s contention 
that conditions making possible this substantial increase of 
the car supply for the west had not developed “overnight” 
and that the A. A. R. had unnecessarily delayed action to bring 
about the “‘sudden” increase in the number of cars sent to the 
western lines. Mr. Pelley took exception to those views, but 
Senator Reed would not retract the statements contested by 
Mr. Pelley. 

Mr. Pelley said the A. A. R. car service division saw that, 
with the clearing up of traffic tieups that had resulted from 
the winter storms in the western New York area, and with 
improved operating conditions, the roads could handle the 
additional number of cars ordered returned to western roads 
and, accordingly, issued its orders of April 14 requiring that 
the number of box cars returned to the west from the eastern 
lines be increased to 1,990 a day from 1,425 a day. Senator 
Reed contended that the railroad witnesses had repeatedly 
presented “the general picture” but had not supplied to the 
committee the information it desired, and Mr. Pelley, on the 
other hand, said that Senator Reed had criticized the A. A. R. 
the O. D. T. and the I. C. C. and had accused them of being 
complacent, but had not made his criticisms specific. He re- 
called that Senator Reed had accused the A. A. R. of giving 
out misinformation or of giving out information that gave 
“the wrong impression,” and he wanted to know to what, 
specifically, Senator Reed referred. Senator Reed reiterated 
questions he had raised previously about alleged delay in 
dealing with the “dislocation” of box cars, and said that the 
whole point of the inquiry by the committee was the matter 
of ‘the disproportionate distribution of cars, as against owner- 
ship.” 


Gain for Western Lines 


Mr. Pelley said that in the period from February 19 to 
April 15 the eastern railroads had delivered to the western 
lines a total of 202,703 box cars, loaded and empty, while the 
western roads had delivered 168,500 box cars to the eastern 
roads, giving the western lines a net gain of 34,183 cars. He 
said he expected that net gain to be about 50,000 at the end 
of April. He contended that figures showing a high percentage 
of cars on line as against car ownership did not show “what 
the situation is,” and said that the Boston & Maine and the 
New Haven had always had and would always have substan- 
tially more box cars on their lines than they owned. He noted 
that the A. A. R. car service division had contended that the 
Boston & Maine should not have over 9,000 box cars of its 
own. He said that the New Haven at one time owned about 
25,000 cars, and that now it owned only about 5,934 cars. The 
railroads, he said, had asked the A. A. R. to undertake to 
tell them which of them should buy new freight cars, and the 
A. A. R. had agreed to do this, with the railroads responding 
about 100 per cent to the instructions of the A. A. R. 

Mr. Pelley took issue with Senator Reed’s statement, 
made earlier in the hearings, that no section of the United 
States had been “so outrageously treated” by the A. A. R. as 
the midwestern section in the last six or eight months, but 
Senator Reed said he would reaffirm that statement “here and 
now.” 


Testimony by C. H. Buford 


C. H. Buford, vice-president in charge of the. operations 
and maintenance department of the A. A. R., the next witness 
heard by the committee, said that the “relatively bad” box car 
situation that had developed this year had begun in Decem- 
ber, 1944, when there was a severe shortage of manpower in 
the holiday week, and had continued as a result of a series 
of freight train derailments on important trunk lines, “mak- 
ing it necessary to divert thousands of cars to the Atlantic 
seaboard.” In the course of the latter diversion, he said, there 
began an unprecedented series of blizzards through northern 
Ohio and Pennsylvania to the Great Lakes and east, including 
New England territory. 


He said that the tie-ups due to weather conditions from 
December, 1944, through March had resulted in a loss esti- 
mated conservatively at 10 billion net ton miles of transpor- 
tation, equivalent to five days full operation of the entire 
railroad plant of the country—‘and this means an effective 
transportation loss of 10 million car days.” To overcome this 
loss, he said, required time, because the railroad plant was 
working at about capacity. He said he had told Director 
Johnson, of the O. D. T., early in March that in his judgment 
it would be “well toward the latter part of May” before the 
railroads would recover from the difficulties encountered in 
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the winter. The dislocation of rolling stock brought about by 
these difficulties, he contended, did not justify the charges of 
discrimination against the west that had been made in the 
course of the hearings. 

Mr. Buford submitted an exhibit showing that in 1944 the 
number of bad order box cars in the eastern district was 2.8 
per cent of the total, while in the western district it was 2.5 
per cent of the total. He offered another statement showing 
that, in 1944, an estimated average of $195.59 a car owned 
was spent for repairs of freight cars in the eastern district, 
while in the western district the corresponding figure for that 
year was $221.99. 

He said the A. A. R. was now starting on a program to 
remove from service about 18,000 freight cars that had ac- 
cumulated deferred maintenance work to the point where they 
were becoming a hazard to operation, and that thereby much 
extra work and delay that was occurring in attempts to keep 
the poorer cars in service would be eliminated. He said that 
A. A. R. studies indicated that for the entire country “we are 
currently carrying from 25 to 30 per cent less box cars that 
are suitable from Class A loading.” 


Objections to L. C. L. Embargo 


Many suggestions for improving the freight car situation, 
some bad and others good, had been made to the A. A. R. he 
said. He explained rejection by the A. A. R. of a proposal to 
limit loading of less-carload freight to three days a week—a 
proposal advocated by Senator Reed—as follows: 


Over a period of years we have tried all kinds of methods for 
handling and controlling the movement of 1. c. 1. merchandise. We are 
thoroughly convinced that 1. c. 1. merchandise offered for shipment must 
be transported. There is an increased flow of 1. c. 1. merchandise be- 
cause of the depletion of the over-the-road trucking fleet. . . . Another 
result of the truck shortage is that thousands of tons of 1. c. l. are 
being delivered to railroad stations by industries that formerly made 
their own deliveries by truck. At most of our large loading points, we 
have separate houses for the receipts and for the delivery of freight. 
Inbound houses are manned to the extent possible and if we were to at- 
tempt to shut off loading for three days of the week it would mean 
that on the remaining three days we would have a double load to handle 
with an acute shortage of labor on those three days and that on two 
or three of the remaining days of the week there would be no work 
for the men in the inbound house and when we attempted to open the 
house for the following loading days it is doubtful if we would have 
any men. We do not see any merit in a suggestion that would interrupt 
the flow of commerce in this way and do not propose to do it. 


When Senator Reed recalled that an 1. c. 1. embargo of 
that sort had been effected in the past, Mr. Buford stated that 
that embargo had proved unsuccessful, and that, three weeks 
after it had been put into effect, there were 50 per cent more 
box cars back of the transfer points than there were when the 


embargo was first put on. 


Shippers Help in Making Carloads 


Mr. Buford, continuing his testimony, said the A. A. R. 
was working with various large shippers to accumulate orders 
and deliver business to the railroads in a way that would 
enable the latter to make solid carloads that would pass by 
intermediate transfer points. He added that progress along 
this line had already been made and that it was believed that 
this program would “completely cure the difficulty and enable 
us to handle the business currently and at a much faster rate 
than has obtained in the past.” 


The A. A. R. had received a suggestion, early in March, 
for issuance of an order to bring more open-top cars from the 
west to the east, in view of contentions that eastern railroad 
cars of that type were being used by western lines and that 
these cars would be needed to transport ore from the lake 
ports, Mr. Buford said. He stated that the A. A. R. decided 
against putting out such an order, but that it did adopt “some 
screening methods” designed to get certain car ownerships 
back into home territory for the ore movement. He reported 
that as of April 1 there was an excess of 35,333 open top 
cars in the western district and a deficiency of 58,310 cars 
of that type in the eastern district, on the basis of total owner- 
ship of open top cars in each of those districts. On the same 
date, he said, railroads in the west had 63,418 less box cars 
on their lines than they owned and those in the east had 
on their lines 28,965 more box cars than they owned. Open 
top cars were needed in the west, he said, to transport steel 
and other products to shipyards and to move army trucks, ord- 
nance and other items to the west coast. 

To answer a question that had been raised by Senator 
Reed as to relative increase in business on western lines as 
against eastern railroads, Mr. Buford presented a tabulation 
showing increases in loading by commodities and by net ton- 
miles handled in the period 1941 through March, 1945. Ac- 
cording to that tabulation, the percentage of loading and per- 
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centage of increase in net ton-miles had been higher in the 
west than in the east, continually through that period, and 
Mr. Buford said this showed that a fair balance of cars had 
been maintained in the west. 

After asserting that to his knowledge the Commission had 
no plan or rules for car distribution as between owning rail- 
roads and that the Commission acted on such matters only 
under emergency powers of the transportation act, Mr. Buford 
said that the car distribution rules in effect were those set 
forth in the car service and per diem agreement signed by all 
the railroads. He declared that this agreement, by which the 
car service division had been created and empowered to carry 
out its provisions, was a plan mutually worked out by executives 
of all the railroads and that the rules in the agreement were 
not arbitrarily set by the A. A. R. or its officers. 

When Senator Reed interrupted to ask whether the west 
would get more box cars, Mr. Buford’s answer was, “I think 
s0;” 

Senator Reed argued that, next to munitions, grain and 
other food items should have priority in the allocation of box 
cars, and Mr. Buford contended that practically all the traffic 
that the railroads now handled consisted of “essential” com- 
modities, and he named several commodities as to which box 
car shortages had been reported. 

After having discussed at some length the qualifications 
and years of railroad experience, particularly in the field of 
car Service, of W. C. Kendall, chairman of the A. A. R. car 
service division, and Ralph Clark, manager of the closed car 
section of that division, and after Senator Reed had expressed 
commendation of their work (including work done by Mr. 
Clark as secretary of the Trans-Missouri-Kansas Shippers Ad- 
= Board when Senator Reed was its chairman), Mr. Buford 
said: 

“I wouldn’t attempt to overrule Mr. Kendall on a car 
service matter. I don’t know enough. But I find some shippers 
here who think they know more than he does. . . . When you 
say the A. A. R. doesn’t know anything (about box car require- 
ments of the grain-producing states) you’re talking about 
Clark and Kendall... .” 

Mr. Kendall, the next witness, discussed traffic difficulties 
brought about by the winter storm conditions in the east and 
the embargoes issued. by the A. A. R. to relieve the car shortage 
situation. He stated that there had been a constant increase in 
the use of box cars for army traffic, and showed that the number 
of box cars for War Department shipments had increased from 
129,920 in the first quarter of 1942 to 499,856 in the first quar- 
ter of 1945, and that army shipments in box cars in July, 1944, 
constituted 12.7 per cent of all box car loadings while army 
traffic as a whole comprised only 7.7 per cent of the total U. S. 
traffic. Export traffic through U. S. ports was continuing to 
increase in unprecedented volume, the volume moved through 
all ports having increased from 333,437 in the five months’ 
period ended with March, 1941, to 888,772 in the five months 
ended with March, 1945. 


It was not a fact that western-owned cars were being exces- 
sively detained in the east for local loading to the detriment of 
shippers served by western railroads, Mr. Kendall asserted. 
Answering a contention by witnesses from the grain states that 
the Boston & Maine should not be allowed to load 245 of its 
box car ownership on its own lines, while western railroads had 
substantially less than 100 per cent of their box car ownership 
on their own lines, Mr. Kendall said that this was a question 
directly related to efficiency in railroad operation. If a railroad 
had flowing to it equipment that, when released, could be re- 
loaded to or toward the owner, such loading was proper prac- 
tice and made for over-all efficiency; otherwise, to load its own 
cars off line, instead of loading the foreign cars, would be 
uneconomical operation and car waste, he said. 


New Haven, B. & M. Car Ownership 


Mr. Kendall contended that the New Haven and the Boston 
& Maine, whose ownership of box cars had been assailed at the 
hearing as too small, had, until after the outbreak of the pres- 
ent war, enough or more than enough box cars for their needs, 
because they were “terminating” rather than “originating” 
roads. He said an A. A. R. committee had determined that 
7,500 cars was appropriate for the New Haven, which figure 
was reached early in the 1940’s, but that the New Haven car 
ownership had declined to about 6,000 in the last year, to which 
would be added 500 box cars now on order. The New Haven, 
he said, received an average of 22,000 cars a week from its 
connections and loaded on its line about 7,500 cars a week. 

Mr. Kendall quoted rule No. 1 of the car service code of 
the A. A. R., that “home cars shall not be used for the move- 
ment of traffic beyond the limits of the home road when the 
use of other suitable cars under these rules is practicable,” and 
added that, under application of this rule, the New Haven 
should equitably own only such cars as were necessary to pro- 
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vide for its local business and that to use its own cars for off- 
line loading and send foreign cars home empty would be uneco- 
nomical procedure. Under questioning by Senator Reed, who 
objected to the A. A. R. “formula” for determination of car 
ownership by a railroad and contended that the New Haven 
had not contributed its ‘share to the national “pool” of freight 
cars, Mr. Kendall said that the turn-round time on “foreign” 
cars received by the New Haven was good and was, on an 
average, 6.9 days. He said the facts with respect to car owner- 
ship on the Boston & Maine closely paralleled those he had out- 
lined for the New Haven. The average car detention on the 
Boston & Maine, he said, was 6.4 days. 

Concluding his statement, Mr. Kendall said that, comparing 
the current performance of the railroads with that of 1929, the 
railroads were producing 64.9 per cent more net ton miles with 
26.2 per cent less freight car equipment; that the average 
freight car was carrying more than twice as much traffic now 
as it carried in 1929; that miles a car a day in 1944 increased 
52.2 per cent over the record of 1929; that percentage of empty 
car miles to total car miles decreased 8.1 per cent in 1944 com- 
pared with 1929, that the carrying capacity of freight cars had 
increased 10.9 per cent a car, and that the tons of freight by 
the car loaded had increased 15.8 per cent. 

Mr. Kendall, under questioning, averred that the shortage 
of freight cars was spread “fairly evenly” throughout the coun- 
try and that empty box cars were going back to the west “just 
as fast as the good Lord would let them.” Senaotrs Wheeler and 
Reed wondered what was happening to the cars that were being 
returned to the west, because they had telegrams and letters 
sent within the last week of April renewing complaints about 
box car shortages for grain in Montana and the northwest and 
showing that many elevators in that area remained ‘‘blocked.” 
Senator Reed maintained that there was no excuse for reduc- 
tion of box car supply on the Great Northern’s line to 39 per 
cent as of March 1, and Mr. Kendall agreed that that was a bad 
situation but said that it was being improved as rapidly as pos- 
sible. He said the western railroads had to “share” the box 
cars they received among the shippers they served, and Senator 
Reed contended that not over 50 per cent of the cars went to 
grain shippers. 

Tempers Ruffled 


Senator Wheeler read telegrams he had received about 
shortages of cars for movement of wheat from Montana, and 
maintained that the situation had been mismanaged by the 
A. A. R., else these complaints would not continue to come in. 
He referred, with disapproval, to a report Mr. Pelley said he 
had received as to improvement of the Great Northern’s box 
car supply. 

Incensed by Senator Wheeler’s remarks, Mr. Pelley said 
he supposed the railroads were to blame for the war and every- 
thing else. Senator Wheeler, his temper somewhat ruffled, said 
he did think the railroads were to blame for the car situation 
in the northwest and that he intended to look after his people. 

“IT think you ought to listen, and not place criticism until 
you know where it should go,” said Mr. Pelley. 

Senator Wheeler said he had listened, and Mr. Pelley 
protested that the railroad witnesses had explained why the 
railroads could not bring about immediate correction of the 
box car situation after the winter storms. Senator Wheeler 
said he appreciated the fact that the railroads had been short 
of help and short of cars, but that when there was a situation 
in which only 39 per cent of freight cars owned were on the 
line of the Great Northern while over 200 per cent of cars 
owned were on lines of eastern roads, “your explanation is 
not satisfactory.” 

“If you don’t like that, I say, that’s just too bad,” said 
Senator Wheeler. 

“I don’t like the way things are going; we come in here 
and explain the situation, and you don’t pay any attention,” 
said Mr. Pelley. 

Senator Wheeler said he was getting telegrams complain- 
ing about the car shortage, and reiterated that he was dis- 
satisfied with the explanation the railroad witnesses had made. 


Railroads’ Individual Responsibility 


Mr. Clark, the manager of the A. A. R. car service divi- 
sion’s closed car section, stated in the course of his testimony, 
May 2, that the car service division was responsible only for 
the distribution of cars among railroads and that the dis- 
tribution on the individual roads was the responsibility of each 
railroad. He reviewed action that the A. A. R. had taken to 
increase the box car supply for the western lines. He said 
that under orders of the division, eastern and southern roads 
had delivered to their western connections an average of 2,134 
cars a day in the period April 14 through 27, and an average 
of 1,371 cars a day in the period February 19 through April 23. 
The number of blocked grain elevators on the principal west- 
ern grain-loading railroads, he said, had declined from a total 
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of 2,297 on February 28 (the highest total recorded) to about 
1,050 on May 2. He said it was true that many box cars 
reaching the western roads were immediately reloaded back 
to eastern territory. 

Unloading of winter storage grain cargoes at the lower 
lake ports had presented a problem in the first months of this 
year, Mr. Clark said, adding that the lake vessels containing 
this grain had to be released prior to the opening of lake navi- 
gation for handling of ore and grain on the Great Lakes. He 
said that a total of 112 lake vessels containing 37 million 
bushels of grain were held under load at Lake Erie ports in 
the winter months, but that because of severe winter conditions 
in December through February release of the usual number 
of vessels was not possible, with the result that the additional 
burden on the grain trade and the railroads came in late Feb- 
ruary and early March. 

“While every effort was made to unload these lake vessels 
prior to April 12,” he continued, “it was not possible to release 
all the boats and it was necessary to hold over 11 vessels at 
Toledo, Erie and Buffalo beyond that date, the last vessel being 
unloaded April 12.” 

Mr. Clark declared that the box car supply in eastern 
territory had not been adequate any time in the last four 
months, and that complaints by shippers and governmental 
agencies had been “more numerous in eastern territory than 
in western territory.” 

Many industries essential to the war effort in the eastern 
region were frequently closed or forced to reduce their opera- 
tions because of an inadequate car supply, he said. 

“We have withstood these complaints and criticisms and 
have not relaxed our efforts for a single moment to provide 
the best possible car supply in western territory,” he asserted. 


Telegram from Gavin 


Recalling that Mr. Pelley had reported that he had -con- 
versed with President F. J. Gavin of the Great Northern on 
April 29, by telephone, and had been told by Mr. Gavin that 
box cars were coming in to that road about as fast as they 
could be handled, Senator Reed announced receipt of a tele- 
gram from Mr. Gavin, answering questions by the senator as 
to the accuracy of the statements attributed by Mr. Pelley to 
Mr. Gavin and as to other matters relating to distribution and 
supply of cars on the Great Northern. Senator Reed read 
excerpts from Mr. Gavin’s telegram, including a statement that 
in the last ten days of April the Great Northern had received 
2,275 box cars, as against only 229 box cars in the last ten days 
of February. 


Later, Mr. Pelley returned to the witness chair to read the 
full text of the Gavin telegram to Senator Reed, a copy of 
which he had received, and the questions Senator Reed had 


“wired” to Mr. Gavin and to presidents of other western grain-, 


carrying railroads, on May 1. Mr. Pelley noted that Mr. Gavin 
said the Great Northern had loaded over 10,000 grain cars in 
April this year as against 8,761 cars in April, 1944, and that 
the box cars on that railroad had increased to about 15,000 as 
against 10,038 on March 1. He quoted statements by Mr. Gavin 
that ‘‘we are satisfied that the car situation is in proper hands,” 
that there was no longer such a thing as “a Great Northern 
car” (because all the freight cars in the country were in a 
“pool” for use by all the railroads), and that the Great North- 
ern had protested detention of its cars in the east, but realized 
the difficulties that had been encountered in the east. 


Telegram from Jeffers 


Mr. Pelley also read into the hearing record the text of a 
telegram to Senator Reed from William J. Jeffers, president of 
the Union Pacific, which included the advice that demands for 
loading of ammunition and other war materiel at western and 
Inter-Mountain depots had tested the capacity of the Union 
Pacific; that the “urgent necessity” for cars to fill orders for 
such high-priority war traffic caused a dislocation of the car 
supply; that it had been necessary, “in the last two weeks,” to 
send 200 empty box cars of the Union Pacific to southern Cali- 
fornia, and that strict adherence to car service rules, under 
war conditions was not advisable. Mr. Jeffers said that the 
Union Pacific had issued instructions last February to give box 
cars the same preferred handling that was accorded to perish- 
able freight shipments. 

Senator Reed insisted that Mr. Gavin’s statement to the 
effect that box cars were coming in to the Great Northern as 
fast as that road could handle them was incorrect and that 
“they are not loading grain as fast as they can on the Great 
Northern.” Senator Wheeler commented that “you can’t get 


away from the fact that the Great Northern had only 39 per 
cent of its cars on March 1.” ae 

Senator Butler, of Nebraska, said that “definitely quite a 
relief” had been provided for shipment of grain in the western 
states, but that no explanation had been made as to “why, 
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when a car starts back for its home road, it gets loaded again 
vefore it gets out there and is sent back to the east.” Mr. Clark 
said that the cars usually moved the full distance to the home 
road and that, under car service rules, they were not supposed 
to be stopped for loading at some intermediate point and sent 
back to the east. Senator Reed said he understood that it was 
impossible to return all cars of western ownership to the west- 
ern roads. 


“IT think you’re doing a good job right now, and have, for 


‘ the last ten days,” he told Mr. Clark. 


Mr. Clark said that, though his view disagreed with Sen- 
ator Reed’s, the situation had been improving since February. 
He explained that “heavy releases at ports in the southeast” 
nad accounted for the “sudden” increase in volume of empty 
freight cars reaching the western roads on April 18. 


Investigation Called “Effective” 

“This investigation has been effective in centering atten- 
tion on this situation and in bringing about correction,” said 
Senator Reed. 

A few hours earlier, he had suggested that legislation might 
be necessary to assure an adequate supply of cars for the grain 
shippers. 

Answering a question by Senator McMahon, of Connecticut, 
as to how the total amount of grain moved so far this year 
compared with the total for the same period last year, Mr. 
Clark said that, in the western territory, up to April 21 this 
year, 708,484 cars had moved, as against 773,142 as of that date 
in 1944, and that, on seven grain-carrying roads in Kansas, 
246,762 cars of grain and grain products had moved up to April 
21, 1945, as against 249,624 to April 21, 1944. 

Mr. Pelley interpolated that the only thing he resented 
about the committee investigation was the charge that the 
A. A. R. had discriminated against the west, because, he averred, 
“when you accuse us of discrimination you are saying that 
we’re dishonest.” 

“Oh, no—you’re putting a false construction on that,” said 
Senator Reed, Senator Wheeler concurring. 

Senator Wheeler said that if pressure was being put on 
by the War Department to keep box cars in the east, the 
people of the west were being discriminated against. He con- 
tended that if there had been complaints from shippers in other 
parts of the country as there had been from the western grain 
— “every other senator would have been here to com- 
plain.” 

“What would you do if you were in Wheeler’s or in my 
place?” asked Senator Reed. “I had about 25 or 30 telegrams 
asking for this investigation.” 


New Box Cars in Service 


Responding to a request for such information by Senator 
Reed, Mr. Clark submitted a statement showing that, in the 
years 1942, 1943 and 1944 a total of 61,169 new box cars had 
been placed in service on U. S. railroads. 

Carroll Miller, member of the Commission and chairman 
of its division 3—the division in charge of car service—was 
the next witness at the hearing, his testimony stressing the 
contention that division 3 and the Commission’s Bureau of Serv- 
ice had been in constant touch with the grain car situation. 
He stated that spokesmen for the grain shippers and, also, the 
60 service agents of the Commission’s Bureau of Service 
throughout the country had kept division 3 posted on the grain 
car shortages, and that service orders had been issued by divi- 
sion 3 and the Bureau of Service, at the instance of Director 
Johnson, of the O. D. T., former chairman of division 3, to 
deal with the grain car situation. Senator Wheeler and Reed 
obtained from Mr. Miller an admission that the field agents of 
the Bureau of Service had submitted no written reports dealing 
exclusively with the western grain car shortage, and Senator 
Wheeler commented that “if you don’t have written reports on 
a situation of this kind, there’s something wrong with the 
organization.” Commissioner Miller asserted that “all of us 
kept constantly posted.” Senator Reed implied that the Com- 
mission now was not as “vigorous” as it had been up until 
World War I. He maintained that, “insofar as this investiga- 
tion is concerned, there is no evidence that the I. C. C. has 
done anything.” 


Work of Bureau of Service 


V. C. Clinger, director of the Commission’s Bureau of 
Service, came before the committee to supplement Commis- 
sioner Miller’s testimony with additional data about the Com- 
mission’s work in connection with the movement of grain. He 
Said that before the opening of the grain harvesting season in 
1844 the bureau had sent an assistant director and 18 service 
agents to the wheat territory to help expedite the wheat move- 
ment, and he named the cities to which they had been sent. 
He reported, among other things, that in investigations of the 
box car situation east of the Mississippi River in the period 
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from June to November, 1944, 28 of the service agents had 
devoted 18,275 hours plus 3,690 hours of overtime to that 
work, and he said that the bureau had received complimentary 
letters about its activity along that line from railroad officers 
and box car users. Twenty men had worked on relieving freight 
car congestion between New York and Chicago, he said. He 
stated that Bureau of Service field men had assisted in such 
matters as checking railroad yards, locating cars, inducing 
carriers to switch out and move empty cars that could be 
reached and moved, and in removing empty cars from industry 
tracks. 

In a period of four months, said Mr. Clinger, service agents 
assigned to work in areas of freight congestion called on 3,405 
industries that were detaining cars and submitted car deten- 
tion reports to the bureau. He asserted that the efforts of 
these field men and of representatives of other agencies “un- 
doubtedly” resulted in thousands of cars being made available 
for movement westward, especially for the western grain move- 
ment. Senator Wheeler said he would like to see copies of 
reports from some of the service agents, and Mr. Clinger pre- 
sented several such reports to the committee. 


Keiser on Grain Car Program 


F. S. Keiser, associate director of the O. D. T., in charge 
of transportation of iron ore and grain, and representative of 
the Commission on the O. D. T.-I. C. C. Grain Transportation 
Conservation Committee, presented to the committee a report 
on a grain movement program, put into effect with the issuance 
by the Commission of its service order No. 304 (see elsewhere), 
that he said would take care of the box car requirements of 
the grain states if current movements of empty box cars from 
the east to the west were maintained. 

By service order No. 204, he said, there was put into opera- 
tion a plan whereby shipments of grain from the west for the 
armed forces would move by rail to Duluth and thence by 
water to the east, and by rail to the Gulf ports instead of to 
east coast ports, with rail shipments of grain from the west to 
the east being subjected to permits. Thus, he explained, the 
box car supply for movement of grain and grain products out 
of the western origins would be kept in the western states. The 
goal for the movement of army grain under this plan, he said, 
was about 1,000 cars a day, of which 400 would go to Duluth 
and 600 to the Gulf ports. It was expected that this program 
for movement of army grain could be completed by July 31, 
he said. The plan set up by service order No. 204, he declared, 
would make possible the attainment of the army grain move- 
ment goal, would effect maximum use of box cars, and would 
provide an adequate box car supply in the west “‘when the new 
crop comes in.” 

Circuitous Routing 

Referring to proposals to outlaw circuitous routing, Mr. 
Keiser stated that the Commission’s service order No. 222 had 
eliminated 10,000 circuitous routes east of the Mississippi River, 
as to grain shipments. He added that “if we can cut out more, 
we will.” However, he continued, it would be a mistake to do 
away with shippers’ routing of freight, and some circuity had 
to be allowed. He said it required a “genius” to construe tar- 
iffs as they appeared now, and that 14 different rates might be 
found ‘fon the same commodity, between the same points,”’ so 
that one had to know tariffs to determine what was the right 
rate. This, however, was “one of the crosses we have to bear,” 
he added. 

He said that, as to transportation of corn, there was “not 
much to worry about” this year. He said attempts were being 
made to work out a system of rates for movement of wheat 
to the southeast. 

J. H. Aydelott, O. D. T. associate director of railway 
transport, was the last witness heard by the committee May 2. 
He observed that “you can’t take a given number of box cars 
and expand their use indefinitely,” and he reported that, in 
March, nearly 400,000 cars were unloaded at army depots and 
ports, including lend-lease and United Nations’ relief shipments. 
Shortages of grain at flour mills, he said, were “not entirely” 
due to transportation shortages. He discussed some O. D. T. 
activities designed to conserve rail transportation and stated, 
in that connection, an instance in which 600,000 bales of cotton, 
for which rail transport from Texas to Massachusetts had been 
sought, had been moved by water from a Gulf port, instead. 
He explained that a railroad that had ordnance plants on its 
lines had to supply cars “every day” to such plants, and that, 
in the case of the roads in the grain producing states, this was 
a factor entering into the reduction, in the course of the winter 
months, of the number of box cars on their own lines, 


Pelley Reappears 


President Pelley, of the A. A. R., reappeared as a witness 
the morning of May 3 to read the text of telegrams by Presi- 
dent C. E. Denney, of the Northern Pacific, and F. G. Gurley, 
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of the Santa Fe, to the telegraphic inquiry sent out by Senator 
Reed. Mr. Denney’s. telegram included a statement that the box 
car supply was improving and would continue to improve, and 
Mr. Gurley’s telegram included declarations that the Santa Fe 
never would be satisfied until all of its shippers got all the 
cars they wanted when they wanted them, and that conditions 
on the Santa Fe had been “fluid” except for a period of diffi- 
culty due to high water. Mr. Gurley said that grain loadings 
on the Santa Fe in the first four months of this year had been 
higher than in the first four months of any year in the last 
20 years. The reading of these telegrams by Mr. Pelley irked 
Senator Reed. 

“You have, with your usual smugness, come along and put 
these in the record without talking to me about it,” said 
Senator Reed. 

The senator added that he had intended to put the tele- 
grams in the hearing record, and that the disposition that he 
(Senator Reed) planned to make of the telegrams was none 
of Mr. Pelley’s business. Mr. Pelley, referring to reading of 
certain excerpts from Mr. Gavin’s telegram the preceding day, 
said that “I saw yesterday morning what you were going to 
do about it.” 


Johnson Testifies 


Director Johnson, of the Office of Defense Transportation, 
the next witness, before reading a prepared statement covering 
about 46 mimeographed pages in addition to some of the ma- 
terial included among exhibits attached to his statement, said 
that before he became O. D. T. director,,;and at the time the 
present war began, he had already formed “most cordial” 
relationships with shippers’ advisory boards, the National In- 
dustrial Traffic League and the short lines, and had already 
—— advisory committees on transportation of various com- 
modities. 


“Presumptuous” Incident 


Senator Wheeler referred to Director Johnson’s much-dis- 
cussed letter to E. R. Jessen, president of the Kansas City 
Board of Trade, containing the assertion that proposals sub- 
mitted by Mr. Jessen were ‘“‘presumptuous,” and chided Director 
Johnson for using the word “presumptuous.” Senator Wheeler 
said he thought Mr. Johnson’s letter was ill-advised. 

“It isn’t presumptuous for any individual to write to a 
government agency or a member of Congress and make sug- 
gestions,” said Senator Wheeler. “When these departments 
say it’s presumptuous for an individual to write and make 
suggestions, however ridiculous the suggestions may be, there’s 
something wrong with those agencies. There is a tendency for 
these agencies to set themselves up as above criticism. ... I 
think your letter was unfortunate. . . . When people take 
public office, the penalty they’ve got to pay is to have unjust 
criticism. . . . If they don’t want that, they don’t have to 
hold public jobs. . . . I appreciate that you get annoyed by 
criticism. .. . A lot of these departments think it’s presumptuous 
for a senator to make suggestions. I think the time is rapidly 
coming when they’ll listen to Congress and to the people. . . 
There are a lot of these fellows in government departments 
who never have had to go out and face a constituency. .. .” 

Director Johnson said he had been writing “letters like 
that” all his life, that he had been “in a lot of trouble,” and 
that he not only wrote, but also said “these things.” 

Proceeding with his testimony, Director Johnson said that 
the winter storms had resulted in a loss of five days of trans- 
portation in the United States and that this was equivalent 
to a military defeat. He said that “nobody could have been 
any madder than I was” when he got Mr. Jessen’s letter, with 
the proposal he said it contained, to “turn the railroads over 
to three men.” He said that if he had acceded to that sug- 
gestion, there would really have been something for Senator 
Wheeler’s committee to investigate. 


Work of O. D. T. 


The testimony prepared by Director Johnson was, in effect, 
a comprehensive analysis of present-day needs of the entire 
national transportation system and a review of the work that 
the O. D. T. and he himself, as its director, had done to “keep 
the wheels rolling.” It was also, in effect, an indictment of the 
War Production Board and of the Inter-Agency Committee on 
Deferments from Selective Service for alleged failure to recog- 
nize the nation’s transportation system as an integral part of 
its military machine. 

Attached to his statement were graphs, diagrams and tabu- 
lations, one showing total weekly carloadings, revenue ton-miles, 
revenue passenger-miles and equipment ownership of railroads 
in the years 1918, 1939, 1944 and 1945; another showing net tons 
of bituminous coal produced in the United States in the years 
1939, 1942, 1943, 1944 and 1945; one showing refrigerator cars 
loaded in 1943, 1944 and 1945; one showing export and coastal 
freight on hand in cars held over 10 days at principal ports from 
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January, 1943, through the first two weeks of April, 1945; truck 
and truck tire requirements and allotments, and other data. 
Still another tabulation compared allotments of carbon steel 
for various transport agencies with requirements of those agen- 
cies as computed by the O. D. T., and new transport equipment 
asked for as against equipment obtained by the O. D. T., in the 
years 1942, 1943 and 1944. 

He recalled that he had told the committee last year that 
“one good railroad man on the railroads is worth 100 good rail- 
road men in the army” and said he would reaffirm that conten- 
tion now. He recited at length the steps he had taken, as O. D. 
T. director, to obtain manpower for transport agencies and de- 
ferments of transport workers from military service. He indi- 
cated that such relief as had been granted in the latter respect 
was not adequate. 


Appeal to W. P. B. 


He distributed copies of a general statement on the trans- 
portation situation that he had presented in a meeting of the 
War Production Board on March 6, 1945, in which he said that 
unless corrective measures for providing transport equipment 
were taken, “the wolf will be wholly within the house;” that 
destruction of enemy railroads, freight yards and highways 
was a primary objective in bombings by our armed forces, 
“whereas our own railroads and other transportation agencies 
are still regarded as non-military from which you take steel, 
equipment and manpower as from any other civilian activity,” 
and that it seemed to him that “to destroy the transportation 
of our enemies and to build ours up into a virile, strong and 
efficient organization would be one of the easiest ways to end 
the war speedily.” So far, he said in the statement, he had 
been unsuccessful in getting that doctrine adopted. His state- 
ment included discussion of freight car requirements for trans- 
porting grain. He said that, in a very short time, if equipment 
and manpower were not given to the nation’s transport agencies, 
undesirable priorities, “which should be avoided by all means 
possible,” would begin to be used in movement of freight. ; 

“During the years 1942, 1943 and 1944,” he said, in his 
testimony, “we asked for 311,500 freight cars. We got 130,826, 
a deficit of 180,674. In those years we had a deficit of 1,659 
locomotives, 3,173 passenger-train cars, 708,150 net tons of rail, 
205,658 trucks, and 10,795 integral busses.” 


Coal, Perishables 


Heavy movement of coal in the war years, he said, had 
been possible only through efficient use of cars and vigilant atten- 
tion given to the detention of cars. He added that the situation 
with respect to colliers in coastwise service had become much 
better, and that “at present our chief difficulty in fully utilizing 
the available vessels is the inability of certain transshippers 
to accumulate various sizes and grades of coal in vessel lots be- 
cause of supply problems due to a production deficiency in the 
southern mining districts.” ; 

With railroads supplanting trucks and boats in movement of 
citrus fruit and other perishables from the south, he said, de- 
mands for “standard” or the highest type refrigeration for every 
carload were made at points where the railroad icing stations 
had been practically abandoned because of lack of_use, and 
more orders had been issued by the Commission’s Bureau of 
Service to restrict icing and the use of refrigerator cars than on 
any other movement. He said the shippers had “cooperated 
splendidly” in reducing the amount of ice, and that the problem 
had been to spread the available supply of ice and make it go 
as far as possible. ' ; 

“In spite of all these difficulties,” he continued, “in the 
year 1943, 1,516,000 cars of refrigerated products were loaded, 
and in 1944, 1,648,000 cars. The loadings for the first quarter 
of this year decreased 7.2 per cent as compared with 1944, 
largely due to car supply restrictions on loading in the period 
of embargoes. . . . The Commission’s service order providing 
for penalty demurrage charges of $44 per day after the fifth 
demurrage day is . . . beneficial to the car supply. At present 
the supply of refrigerator cars is sufficient. .. .” 


Liquid Commodities 


Discussing transport of liquid commodities, Director John- 
son said that in the first quarter of 1945 tankers moved 26.9 
per cent of the petroleum and petroleum products transported 
to the eastern seaboard; that railroads moved 27.5 per cent, 
pipelines 39.9 per cent, and barges 5.7 per cent. He said the 
petroleum situation now was not alarming, “providing that we 
receive the necessary tankers to fill eastern storage during the 
fall months, but any increased demand for all rail movements 
could not be met except at the expense of other commodities.” 

After stating that export movement by water increased 
from 817,187 cars in 1940 to 1,866,324 cars in 1944, and that 
average car detention in port areas in January, 1943, of 12.8 
days had been reduced in January of this year to an average 
of less than five days, Director Johnson said that in the order 
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of the important agencies ordering cars to port the record of 
car detention was best for the navy, with the army second, 
the Russians third, and the British last. He said the present 
situation in this respect was satisfactory. 

“I warn you, however,” he added, “that with the shift in 
war fronts which appears imminent we are faced with constant 
difficulty with our export program, which, after all, is depend- 
ent upon rail movement to the ports.” 


Waterway Transport 


On the subject of inland waterway transport, Director John- 
son said that such waterways, particularly the Mississippi-Ohio 
River system, had in general been able to transport more 
freight than they were offered. He said that in 1943, 141,600,- 
000,000 ton-miles were carried on inland waterways including 
the Great Lakes; that the estimated ton-miles so carried in 1944 
was 152,000,000,000, and that the total to be carried this year 
was estimated at 155,000,000,000 ton-miles. The Great Lakes 
tonnage, comprising iron ore, coal, grain and limestone, he said, 
aggregated 175,000,000 net tons in 1943, 184,000,000 net tons in 
1944, and would aggregate an estimated 188,000,000 net tons 
this year, he said. He stated that demands for inland water 
transport this year included 340 million bushels of grain by the 
lakes, 83 million tons of ore, and about 60 million tons of coal. 

As an example of wartime “extravagances” in rail trans- 
port, he said that there was now being shipped across the coun- 
try, from one coast to another, 250 cars (five trainloads) of 
war material the demand for which was so urgent it could not 
be shipped by boat, and that this material had already been 
moved once by rail from a distant interior point to a port for 
shipment. 


Motor Transport 


The situation with respect to the nation’s commercial motor 
vehicles, numbering about 5,300,000, was “even worse than in 
the case of the railroads,” Director Johnson said. He stated 
that the result of the meager civilian production in the period 
since January 1, 1942, had been an extension of life of existing 
equipment that was rapidly approaching the breaking point. 

“As an example,” he continued, “about 261,101 trucks have 
been released to civilians from January 1, 1942, to March 31, 
1945, which is about 120,000 less than the number of trucks 
scrapped because their usefulness had ceased in a single year 
prior to the war. On the basis of pre-war demand for equip- 
ment (1936-40) civilians would have required approximately 
2,400,000 trucks through December 31, 1945, or about 6.3 times 
as much as has been released or is possible to release on the 
basis of 1945 production schedules. . . . Considerable relief 
could have been afforded the railroads, particularly in the 
freeing of box cars, if intercity for-hire motor carriers of prop- 
erty had been allowed to expand their plant during the war 
period. . . . While traffic handled by intercity for-hire carriers 
of property has increased, total equipment in use today by such 
carriers is less than before the war.” 


He said that intercity for-hire carriers of property operat- 
ing only 250,000 of the more than 5,000,000 commercial motor 
vehicles had lost about 1,900,000 days because of manpower 
shortages in 1944. Such carriers, he added, had lost almost 
600,000 days in 1944 because of insufficiency of replacement 
tires, and more than 2,000,000 days in that year because of lack 
of automotive parts. . 


Box Cars 


Dealing with the box car situation, Director Johnson said 
that comparison of the total of 10,103 new box cars obtained 
by the railroads in the last two years with “the normal demoli- 
tion figure of 12,705 per year” was one indication of how the 
box car situation had been slipping. He submitted other figures 
showing how box car loadings and usage had increased in 1944 
as compared with 1939. With respect to cars for movement of 
grain, he said that the O. D. T. last fall had made special 
plans “fully expecting to move hot corn out on or before the 
germinating period about March 15,” and that it then expected 
to concentrate on the movement of surplus wheat stocks until 
the Texas wheat crop started to come in, around May 30, but 
that the blizzards in the east and a number of freight train 
derailments on trunk lines had been among the events that 
had prevented carrying out that plan in full. After referring 
to carloading statistics as to grain, he said that the total move- 
ment of grain for 1945 compared very favorably with the 
movement for the same period in 1944; that “certainly the result 
of our efforts with respect to the grain movement under ex- 
isting conditions is remarkable,” that the O. D. T. did not 
operate on the theory that if records of last year were equaled 
or exceeded it was doing enough, and that “our job is to move 
the grain that is available for movement.” 

He said the armed forces now had a new, huge program of 
requirements for additional supplies of wheat and flour, that 
this program was “immediate,” and that, if accomplished, it 
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would take all of the surplus wheat out of country elevators 
and farm storage. He cited the placing of controls on east- 
bound grain and flour and routing of export grain via Great 
Lakes and Gulf ports that Mr. Keiser had discussed. Continuing, 
he said: 


The congested situation in the east is about cleared up, although 
the percentage of ownership figures still show there are cars to be 
moved west. We are dividing box cars by long division. We are 
pressing for utmost service from the cars we have and we expect to 
continue this program. Under the new quota allotments ... it should 
be only a short time until this dislocation is righted. ... 

The New England roads, generally speaking, do not own sufficient 
cars to take care of the loadings which they originate. . . . I believe 
that each road should own sufficient cars to take care of its own busi- 
ness. . . . What has been done and what must be done is to utilize our 
car supply to the best advantage of the nation’s needs. To all intents 
and purposes our supply of cars of every type is a national pool. It 
must continue that way for the duration. ... 


In the course of his presentation, Director Johnson departed 
from his prepared statement to interject comments about the 
transport situation, one of these comments being that the rail- 
roads were fortunate in one respect—they had more tractive 
power now than they had in 1918. He said that there was now 
“a barge movement of grain down the Mississippi that would 
disappoint Mr. Pelley extremely.” He said that service order 
No. 204, providing for use of westbound refrigerator cars, 
normally moving empty on such return trips, for loading of 
merchandise freight, had been “one of the most beneficial in 
the war period—a life-saver.” 

In a discussion of the car supply situation, Director John- 
son said that the minute he could get cars he would have the 
Reconstruction Finance Corporation buy them and that he would 
parcel them out among the carriers. It was understood that, at 
one time recently, a plan was proposed to have the Defense 
Plant Corporation, R. F. C. subsidiary, make commitments for 
the construction of cars for distribution by the O. D. T. among 
the carriers. Director Johnson said that distribution of the cars 
by the O. D. T. after their purchase by the R. F. C. would 
take much less time than otherwise. 


Car Purchase Arrangements 


Director Johnson made the statement, in the hearing, that 
he had arranged for purchase of 3,000 freight cars by the 
x. FF. C. and that the cars so purchased had been transferred 
to various railroads within two weeks after the purchase. Later, 
when asked for additional information on this matter, he said 
that shortly before the end of the year 1944 the railroads lacked 
3,000 cars of the total of new cars they had been authorized by 
the W. P. B. to acquire. He said he had gone to Sam H. Hus- 
bands, member of the R. F. C. board of directors and president 
of the Defense Plant Corporation, with the suggestion that the 
R. F. C. buy the cars for the railroads’ account, that Mr. Hus- 
bands accepted the suggestion and that “the next day the cars 
were bought.” Director Johnson said that, as certain railroads 
agreed to take these cars, in various numbers, the orders for 
the cars were transferred by the car builders to the individual 
railroads, the R. F. C. orders thus being canceled. 


_. The committee discontinued the hearings, subject to pos- 
sible resumption of the investigation at some future date, after 
having heard further testimony, largely in the form of rebuttal, 
by Walter Scott, secretary of The Board of Trade of Kansas 
City, Mo., in an afternoon session on May 3. Mr. Scott sub- 
mitted, for the hearing record, the full text of four proposals 
made to the O. D. T. director by the O. D. T.-I. C. C. Grain 
Transportation Conservation Committee and of seven proposals 
made by spokesmen for grain interests who had attended a 
meeting in Kansas City on March 22. Each of the two sets of 
proposals included a suggestion for appointment of a three-man 
committee to help clear up the freight car situation in the east 
—a suggestion that irritated Director Johnson, according to his 
own testimony. 

Mr. Scott asserted that W. F. Kirk, regional director of the 
O. D. T. at Chicago and agent of the Commission there, with 
authority to divert and reroute traffic, had diverted cars des- 
tined for western roads without agreement of those roads to 
such diversion. He referred to testimony of railroad witnesses 
that there had been, since January 1, a net gain of about 34,000 
box cars on western lines, and contended that this represented 
only about 610 cars a day and that, at this rate, the box car 
deficiency on the western grain-carrying roads would not be 
made up until September 1. What was needed, and what the 
western grain shippers had sought to have accomplished by 
issuance of a service order by the Commission, he said, was 
delivery of 2,500 box cars a day to the western railroads. He 
said the figures submitted by A. A. R. witnesses as to car 
shortages did not give a true picture of the situation because 
they were based on the number of unfilled orders for cars and 
not on the proposition that if the orders had been filled addi- 
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Planting for the Axis 


As life is renewed, in the eternal cycle ofnature, deeply freighted from the arsenal and bread- 
and buds swell in the lands of the just and _ basket of the United Nations. Any time of the 
unjust alike, the tempo of war mounts. day or night you may see these squat, gray, 
business-like merchantmen, tied up at Tide- 
water’s piers and wharves, their deep holds 
being crammed with efficiency and dispatch. 


ing 


THE CHAIN OF 
TIDEWATER 
TERMINALS 
AND INLAND 
WAREHOUSES 















Fields in enemy-held territory blossom to the 
crash of bomb and shell...and when the smoke 


has drifted away, there is death, and grievous ; 
scars in the fresh green earth. That’s what Tidewater is up to, these days 


; ... why there is little or nothing to be had, of 
It is hard to understand why, after five years  Tidewater’s facilities, when you would make 
of destruction, there are still peoples who want _use of them. We offer no apologies, for none are 


it that way. But, until they finally do havea _ expected. Come peace, we’ll go all out for you! 
change of heart, there is only one course open 


to us...apply more heat. Contact your nearest branch office for 


such limited facilities as may become 
Ceaselessly, convoys ply the seven seas, available from time to time. 


CONVERSION FOR RECONVERSION 


That’s a tongue-twister, but it makes sense. bona fide warehousing situations on the premises 
Whether the changeover from war to peace-time of manufacturers, distributors, and processors, 
conditions is swift or gradual, it willinvolve sub- and issues negotiable warehouse receipts for 
stantial working capital. If your line of bank their inventories of raw materials or finished 
credit proves inadequate, augment it with Tide- products ...converting them into sound 


water Field Warehousing. Tidewater establishes bank collateral. Ask ,us for full information. 


TIDEWATER FIELD WAREHOUSES, INC. 


JOHN J. McMACKIN, Vice-President—17 STATE STREET, NEW YORK 4, N. Y. 
E. C. THOMSON, Vice-President — PLEASANT STREET, EASTHAMPTON, MASS. 
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tional cars could have been loaded and sent out by the ship- 
pers requiring them. 

Director Johnson arose to assert he wanted the record to 
show that when the suggestion for a three-man committee to 
untangle the freight car congestion in the east, in the period 
of the blizzards, was made, the O. D. T. and I. C. C. had already 
assigned E. W. Coughlin to the task of diverting traffic and re- 
routing cars in the east, a task similar to that which Mr. Kirk 
was doing at Chicago. Director Johnson felt that there had 
been too much abuse heaped on the railroads and that they had 
not received enough recognition for performing a transportation 
job that he regarded as miraculous. 


TRANSPORTATION BOARD REPORTS 


The House has agreed to resolutions authorizing the print- 
ing, as documents, of the reports of the Board of Investigation 
and Research—Transportation on carrier taxation and public 
aids to transportation. The reports were submitted by the board 
when it went out of existence September 18, 1944. 

In letters to Chairman Jarman, of the House committee on 
printing, Chariman Lea, of the committee on interstate and 
foreign commerce, said that Congress had appropriated well 
over $1,000,000 for the Board of Investigation and Research for 
certain studies and that the reports on carrier taxation and 
public aids were among those made. Printing of the taxation 
report would cost $5,532, and the public aids report, $13,122, 
said Chairman Lea. 





U. S.-S. A. HIGHWAY PROPOSAL, ETC. 


Representative Price, of Florida, has introduced H. Res. 
239, a resolution directing the House interstate and foreign 
commerce committee to conduct a study of all questions that 
the committee may consider germane to the proposal to estab- 
lish and operate a sea-train or car-ferry service from Jack- 
sonville, Fla., to La Guaira or Barcelona, Venezuela, ‘which 
will connect the railroad and highway systems of the United 
States with existing and proposed railroad and highway systems 
of South America”; and “to construct and operate a railroad 
and parallel highway running from the South American ter- 
minus of the sea-train or car-ferry service through the interior 
of South America to Campo Grande, Brazil, and thence to Sao 
Paulo, Brazil.” Continuing, the resolution, in part, said: 


Such study shall include (1) the ascertaining of the respective views 
of the interested governments with respect to the proposal, and the 
extent to which each of such governments would cooperate in its exe- 
cution; (2) estimates of the cost of surveys, construction, maintenance, 
and operation of ferries, ferry termini, railroads, and highways, and 
estimates of revenues reasonably to be anticipated from the operation 
of the proposed sea-train or car-ferry service; (3) questions of design 
and construction of ferries and ferry termini, of financing, ownership, 
control, and operation of the proposed sea-train or car-ferry service, 
railroad, and highway; and (4) determination of (A) the contributions 
to the peace and security of the Western Hemisphere, to the growth 
of amity between the American republics, and to the development of 
hemispherical solidarity, and (B) the benefits to trade and industry and 
to culture and education, reasonably to be anticipated from the execu- 
tion of such proposal. 





RAIL EMPLOYE BENEFIT BILL 


After a call on President Truman, representatives of or- 
ganized railroad employes seeking enactment of H. R. 1362, the 
bill providing for increased benefits and retirement taxes under 
the railroad retirement and railroad unemployment insurance 
acts, said April 27 that the President had indicated he would 
follow President Roosevelt’s position on the proposed legisla- 
tion which was that he was heartily in favor of the objectives 
of H. R. 1362 and hoped that Congress would see fit to act 
favorably on those objectives. 

In the delegation of rail labor spokesmen were D. B. Rob- 
ertson, president, Brotherhood of Locomotive Firemen and En- 
ginemen; L. P. Schoene, counsel; George Harrison, president, 
Brotherhood of Railway Clerks; A. E. Lyon, who has succeeded 
J. G. Luhrsen as executive secretary of the Railway Labor 
Executives Association, and Louis Wicklein, vice-president, 
Sheet Metal Workers’ International Association. 

Representative Crosser, of Ohio, member of the House com- 
mittee on interstate and foreign commerce, who introduced the 
bill, accompanied the labor heads to the White House. 





DISCRIMINATION IN R. R. EMPLOYMENT 


Complaints of discrimination in employment against Negro 
workers because of their race and color, involving the Texas 
and New Orleans Railroad Co., and the Brotherhood of Rail- 
road Trainmen will be examined in public hearing by the 
Committee on Fair Employment Practice in Houston, Texas, 
May 4, Malcolm Ross, chairman of the committee, has an- 
nounced. The hearing will begin at 11 A. M., E. W. T., in 
Room 707, Federal Office Building, Houston. 
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A. Bruce Hunt, western counsel for the committee, will 
sit as examiner. Simon Stickgold, member of the committee’s 
legal division, has been designated as counsel for F. E. P. C. 

According to the complaints, qualified and needed Negro 
men have been and are being consistently refused employment 
as or upgrading to jobs as switchmen by the company at its 
terminal in Houston. 

The complaints against the union allege that it is a party 
with the company to an agreement that prohibits the employ- 
ment of Negro men as switchmen at the Houston terminal, 
solely because of race or color. 


Pullman Conductors’ Case 


An emergency board, selected from the National Railway 
Labor Panel, reported to the President its findings on approxi- 
mately forty issues in dispute between the Pullman Company 
and the Order of Railway Conductors, the White House an- 
nounced April 28. The board was appointed by H. H. Schwartz, 
chairman of the panel, following failure of the parties to reach 
an agreement in mediation and avoidance of a strike threat by 
the union. 

None of the issues involved a change in basic rates of pay, 
but a number of the proposed changes in rules would have had 
the effect of increasing the compensation of employes, it was 
stated. The emergency board granted some requests of the 
employes and in a number of other instances modified or de- 
nied the union’s proposals. One of the most disputed issues was 
the union’s request to reduce the basic month from 240 to 210 
hours. The board found some reduction in the basic month 
justified and set a figure of 225 hours with time and one-half 
overtime payable after 235 hours per month. On another con- 
troversial issue as to whether conductors should be paid for all 
time spent on long trips, the board refused the employes’ re- 
quest to include all such hours as pay hours and recommended, 
with a few exceptions, that the present practice of deducting 4 
hours for the first night and 6 hours for each succeeding night 
be continued. Other issues dealt with problems of mileage lim- 
itation, lay-overs at stations, rest periods, assignment of runs, 
and division of work between conductors and porters-in-charge. 

The emergency board was composed of Judge Ernest M. 
Tipton of Missouri, Judge Herbert B. Rudolph of South Dakota, 
and Dr. John A. Lapp, industrial relations consultant of Chi- 
cago, Ill. In accordance with section 202 of the stabilization 
extension act of 1944, the board certified that its findings were 
consistent with the standards established by and pursuant to 
law for the purpose of controlling inflationary tendencies. 


CHICAGO TRUCK DRIVERS’ PAY INCREASE 


The Chicago Truck Drivers’ Union, Local 705, and the 
International Brotherhood of Teamsters, Local 705, are “all 
set” to strike May 16, according to Edward Fenner, executive 
director. He said the drivers had been awaiting word from the 
secretary of labor in connection with a petition filed some time 
ago for a strike vote under the provisions of the Smith-Connally 
labor disputes act, but that, as of April 30, no indication had 
been received that Mrs. Perkins had taken steps to set up the 
machinery for the strike vote in the so-called “cooling off” 
period provided by the labor disputes act. The union filed its 
petition for a strike vote after the National War Labor Board 
refused review of a directive of the board’s Trucking Commis- 
sion granting the Chicago drivers increases of 8 cents an hour 
and overtime payments (see Traffic World, March 17, p. 660). 

Mr. Fenner said the increase, in effect, amounted to only 
2% cents an hour “because the employers immediately posted 
notices cutting the work week from 51 hours to 48, with no 
overtime.” What the drivers had asked, he said, was either a 
flat $5 a week increase based on a 48-hour week, or 18 cents 
an hour for 51 hours, or overtime to start after 40 hours, with 
a guarantee of 48 hours of work each week. 

Mr. Fenner said the union was ready to strike May 16 if 
the secretary of labor did not act to set up the voting machinery, 
or of the balloting called for a strike. 


SHIPPING INDUSTRY LABOR DISPUTES 


The National War Labor Board has extended the authority 
of its War Shipping Panel so as to provide that requests for 
interpretation and clarification of directive orders of the board 
in dispute cases involving the shipping industry should be re- 
ferred directly to the panel, rather than to the board. The panel 
will then issue a final ruling unless a dissenting panel member 
requests that the question be submitted to the board. 

“The amendment to the panel’s authority also provides that 
petitions for reconsideration of directive orders of the board in 
dispute cases involving the industry should be referred directly 
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to the panel, which will prepare a report and recommendation 
to the board,” said the board, adding: 


The tripartite panel was established as an advisory panel in July, 
1943, to consider and make recommendations on applications for ap- 
proval of voluntary wage and salary adjustments and on labor disputes 
involving the shipping industry. Its jurisdiction covers all personnel, 
both relief and regular crews, employed on all ships, including dry 
cargo, tankers, barges and towboats engaged in off-shore, coast-wise 
harbor and inland waterways activities. 

The panel’s authority was extended in September, 1944, so as to 
provide that a ruling of the panel on a proposed voluntary wage or 
salary adjustment will be final unless a dissenting member of the panel 
expressly requests that the case be transmitted to the national board. 
A further amendment was made in March, 1945, so as to provide that 
voluntary applications for wage adjustments be referred directly to the 
panel from the wage and hour division of the Department of Labor. 


TRANSPORT AND DRAFT DEFERMENTS 

Though it had rejected a request made by the Office of 
Defense Transportation for a blanket deferment of all trans- 
portation workers, said Paul V. McNutt, chairman of the War 
Manpower Commission and the Interagency Committee han- 
dling requests for armed service deferments, May 3, the com- 
mittee had made supplementary certifications to the O. D. T. 
for deferment of 2,500 employes. These certifications are rec- 
ommendations to local draft boards and are not mandatory. 
The committee recently made additional certifications to make 
it possible for the O. D. T. to certify 10,000 highway transpor- 
tation employes over and above the 30 per cent limitation 
established originally for armed service deferments (see Traffic 
World, April 14, p. 992). 


RAILROAD USE OF HIGH-GRADE COAL 


Unless railroads and industrial consumers of coal stop ex- 
cessive consumption of scarce, high-grade Northern Appalach- 
ian coal and shift to other available coals, it may be necessary 
to restrict their shipments in accordance with their essentiality, 
according to an announcement by the Solid Fuels Administra- 
tion for War. 

Solid Fuels Administrator Iceks said railroads and indus- 
trial consumers had concentrated their purchases on high 
grade coals to the neglect of others, thereby threatening to 
stop production of lower coal, and added that “we cannot afford 
to lose a single ton of usable coal which can be produced this 
year” and that it was essential that industrial consumers and 
railroads in the next few months buy as much as they could of 
the available lower grade Northern Appalachian output for 
current consumption. He said that the S. F. A. W. had issued 
an amendment (No. 2) to its regulation No. 27, removing 
stockpiling restrictions with respect to all grades of bituminous 
coal produced in the Northern Appalachian area, so as to 
“make it advantageous for the far-sighted user to burn the 
lower grades currently and store the higher grades for his own 
protection later in the year when little coal will be available 
for stockpiling. Coal affected by the removal of the stockpiling 
limitations, he said, was produced in mining districts Nos. 1, 
2, 3, 4 and 6 in Pennsylvania, western Maryland, northern 
West Virginia and Ohio. 


Cc. & N. W. NOTES RETIRED 


The Reconstruction Finance Corporation announced April 24 
that the Chicago and North Western Railway Company had 
exercised its option to retire the remaining $6,224,000 of its 
15-year collateral notes held by R. F. C. 

“These notes were part of $24,855,000 received by R. F. C. 
in settlement of a portion of the corporation’ s claim at the 
time of consummation of reorganization of the company last 
July, said the R. F. C. “The company called $18,631,000 of the 
notes in December, 1944, at the prevailing redemption price. 

“The redemption price of all the 15-year notes was 100.9, 
representing a premium to R. F. C. of $223,695. 

“R. F. C. advanced to the company a total of $46,588,133 
all of which, together with $1,360,000 of the company’s secu- 
rities which R. F. C. purchased from P. W. A. has been repaid.” 


WELLS FARGO MERGER 


The boards of directors of Wells Fargo & Co., a Colorado 
corporation, and of Wells Fargo Cuban-Mexican Corporation, a 
Delaware corporation, have taken action by resolutions to sub- 
mit to their stockholders proposal to merge, according to an 
announcement by Elmer R. Jones, president of the Colorado 
corporation, and Ralph T. Reed, president of the Delaware cor- 
poration. Meetings of the stockholders have been called for 
May 28. If the proposed merger is approved by the stockhold- 
ers, it is said, the Wells Fargo Cuban-Mexican Corporation will 
be merged into Wells Fargo & Co., which will carry on the 
activities of the two corporations. 





International Air Policy 


The Civil Aeronautics Act of 1938, requiring competition 
to the extent necessary to assure development of an air trans- 
portation system, when applied to international air commerce 
would have the effect of weakening America in competition 
with foreign airlines, said Col. J. Carroll Cone, assistant vice- 
president, Pan American Airways System, May 1, in a speech 
before the fourth session of the Chicago Forum on Aviation 
being conducted by the Chicago Association of Commerce and 
the University of Chicago. He asked his hearers to support a 
community flag line for international operations. 

Col. Cone also attacked what he called “the so-called 
freedoms as suggested by Mr. Adolph Berle at the Chicago 
Aviation Conference,” saying that, if we became bound by 
those freedoms “the effect would be to put the United States 
flag overseas aviation industry outside the tariff wall,” and to 
subject American lines to the competition of foreign “cheap 
labor.” He said, also, that the adoption of the “five freedoms” 
removed the controls of our government with reference to 
foreign flag lines—applications for permits to operate into 
American territory, hearings, etc.—but retained them on our 
own lines. He cited the relatively small volume of inter- 
national travel, as compared with domestic travel, to illus- 
trate his contention that competition would only divide up 
that smaller international volume among competing Ameri- 
can airlines, which, he said, would then have to be subsidized. 

“We must remember that as this war draws to a close, 
the great struggle in world trade and commerce will begin,” 

said Col. Cone. Aviation will be the industry in which our 
country must be more on its toes than in any other post-war 
commercial field. 


“Those great powers that, as our allies today are con- 
tributing towards winning the war with us, will be our most 
active, aggressive, and effective competitors tomorrow in the 
coming struggle for air supremacy and world commerce. Our 
great reservoir of good will built up in the early stages of 
the war is fast running low and in many places is running 
dry. Remember after the last war how quickly Uncle Sam 
became ‘Uncle Shylock’ when we timidly asked that our 
World War One allies pay their war debts to us.” 


International Air Transport 


Future possibilities of international air traffic were so large 
and unpredictable that it would be better for the United States 
to be represented in international air transport by “a flexible 
system with active competition” rather than by a single com- 
pany, Alvin B. Barber, manager of the transportation and 
communication department of the Chamber of Commerce of 
the United States, asserted in testimony before the Senate 
commerce committee’s subcommittee on aviation, May 2, in 
opposition to enactment of S. 326, the McCarran bill to estab- 
lish a single American flag airline in .the international air 
transport field (see Traffic World, April 14, p. 986). 


He said that the national C. of C. believed that the system 
of regulated competition set forth in the civil aeronautics act 
would bring about much better results than the single-company 
plan. It was the chamber’s view, he said, that foreign airlines 
would provide competition on individual air routes, and that 
it would be generally satisfactory, therefore, to have only one- 
American company operating on each route, but that the foreign 
lines could not provide “competition in ingenuity” between 
American operators. 


“We do not believe our people will be satisfied with air 
service that merely represents the meeting of foreign stand- 
ards,” he said. “In regard to equipment, for example, planes 
for international operation will obviously need specialized de- 
velopment, and it will be in our national interest to have a 
competitive market among a number of American international 
airline operators to bring out the best that our plane manu- 
facturers can produce.” 

Mr. Barber said the fact that the bill did not exclude other 
American operators from the international airline operation 
field did not actually eliminate the charge of monopoly, because 
the bill would give the proposed single company the exclusive 
right to carry the mails and exclusive aid from the State 
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Department in negotiating arrangements with foreign govern- 
ments. 

With respect to the question whether having a number of 
American airlines in addition to foreign lines would thin out 
the traffic of any one line to the extent that subsidies would be 
required, Mr. Barber expressed the belief that a single American 
company operating all air routes would face practically the 
same problem as a number of companies operating on different 
routes, and that the Civil Aeronautics Board would authorize 
operation by more than one American company on any route 
only where the traffic volume justified such action. 

A foreign air transport monopoly would be “very cum- 
bersome” and the importance of such a monopoly from the 
viewpoint of international relations would necessitate direct 
governmental participation in its corporate affairs, with the 
result that its business efficiency would be impaired, Mr. Barber 
contended. 

The C. of C. believed, he said, that as a practical matter 
there was no reason for apprehension that the 54 foreign coun- 
tries parties to the Chicago international aviation agreements 
would use the right to establish airlines into the United States. 

“One strong safeguard lies in the problem of financing 
airline operations. of international magnitude,” he said. ‘“We 
do not believe that many countries will want to undertake 
such operations. In any event we are confident that the effi- 
ciency of our airlines will obtain for them a reasonable share 
of the total traffic.” 

In conclusion, he said: 


From a broader viewpoint we must recognize that from all indica- 
tions the whole world, and especially the undeveloped countries, are 
on the verge of an economic expansion which promises to surpass any- 
thing in history. Air transport is destined to have an important part 
in this. We therefore feel that the future possibilities of international 
air traffic are so large and unpredictable that, at least during the 
development period, it is much better to have a very flexible system 
with active competition rather than to throttle it down by being too 
selective. 

From the reactions that have come to us—and we have taken special 
steps to invite expression of any dissenting views—business judgment 
appears to be nearly unanimous in favoring the system of regulated 
competition for our international air services and in believing that 
any form of overall monopoly would be detrimental to the best develop- 
ment to meet our national needs. 


C. A. B. on Status of Essair, Inc. 


Its previous decision in this proceeding having been re- 
versed by the U. S. Court of Appeals for the District of Co- 
lumbia, on petition of Braniff Airways, Inc., on the ground that 
the board erred in denying a petition of Braniff for rehearing 
in view of the allegation by Braniff that Essair was no longer 
qualified to exercise the temporary operating authority granted 
it by the board because Essair had lost its managerial personnel, 
the Civil Aeronautics Board, in a supplemental opinion on re- 
hearing in No. 2-401-B-2, Continental Air Lines, Inc., et al., 
Texas Air Service, has affirmed its prior decision granting 
authority to Essair, Inc., to perform, until December 31, 1946, 
air transportation service between Houston and Amarillo, Tex., 
via Austin, San Angelo, Abilene and Lubbock, Tex. 

Included in this proceeding, the board said, were applica- 
tions of Continental Air Lines, Inc., Braniff Airways, Inc., 
Essair, Inc., Transcontinental & Western Air, Inc., and Amer- 
ican Airlines, Inc., and petitions of the cities of Fort Stockton, 
Alpine and Brownwood, Tex. It stated that its opinion granting 
temporary authority to Essair was dated November 5, 1943, 
and added: 


On January 7, 1944, Braniff Airways .. . filed with the board a peti- 
tion for rehearing, reargument and reconsideration, alleging among other 
grounds that S. W. Marshall was no longer with the company, having 
joined the United States Army Air Forces, and the Essair was without 
managerial personnel. The record in the original proceeding shows that 
Mr. Marshall, president and operating manager of Essair, was respon- 
sible for the organization, development and policy of the company. By 
order dated February 2, 1944, the board denied Braniff’s petition. 

A petition for review was filed by Braniff with the United States 
Court of Appeals for the District of Columbia on March 25, 1944, which 
alleged, among other grounds for reversal, that the board erred in deny- 
ing Braniff’s petition for rehearing in view of the allegation contained 
therein that Essair was then without managerial personnel. 

On January 29, 1945, the court reversed the decision of the board and 
remanded the case for a further hearing to determine the present facts 
with respect to Essair’s organization in view of the lack of evidence 
“that Essair without Marshall, has a proper organizational basis.’’ Ac- 
cordingly, after due notice, a supplemental hearing was held on Feb- 
ruary 26, 1945, before Examiner William J. Madden. An examiner’s re- 
port, briefs, and oral argument were waived. 

In June, 1944, the board of directors of Essair approved issuance of 
a total of $700,000 in income debentures and 7,000 shares of no par value 
stock. At the date of the supplemental hearing, 3,000 shares of stock and 
$300,000 in debentures had been issued for cash and other valuable con- 
siderations. 

As a result of these transactions, the 3,000 shares of outstanding 


TRAFFIC WORLD 


stock of Essair are now held as follows: W. F. Long, 37% per cent; 
C. W. Murchison, 37% per cent, and S. W. Marshall, 25 per cent. W. F. 
Long was elected and is presently president and chairman of the board 
of directors; L. H. Luckey was elected and is presently vice-president, 
general manager and director; C. W. Murchison was elected and is pres- 
ently vice-president and director, and E. Y. Holt was elected and is pres- 
ently secretary-treasurer and director. Each of these persons is a citizen 
of the United States... 


The board then discussed the qualifications of these officers 
of the company. It noted that Mr. Long, an army air corps 
captain in World War I, had operated air mail routes in Texas 
until 1936, when he sold those operations to Braniff Airways; 
that Mr. Luckey had been an aviation mechanic, pilot and 
executive for 24 years; that Mr. Murchison was an oil operator 
and financier; that Mr. Holt had been deputy internal revenue 
collector for the Dallas, Tex., district prior to 1942, and that 
Henry N. Sweeney, Essair traffic manager in charge of route 
development and extension, had formerly been connected with 
Pan American Airways. 

“The foregoing changes in executive and management per- 
sonnel,” said the board, “result in the formation of an even 
stronger organization than that existing when Essair had the 
services of Mr. Marshall.... We find... that Essair presently 
has a proper organizational basis for the conduct of the pro- 
posed air transportation, and is fit, willing, and able to perform 
the air transportation authorized by the certificate . . . issued 
to it on November 5, 1943.” 

In view of the litigation discussed in the report, the board 
said that “through no fault of its own Essair will not be able 
to operate the route covered thereby for the full three-year 
experimental period originally provided.” However, it said, 
before the expiration date in the temporary certificate Essair 
would have “ample opportunity to apply to the board for an 
extension of time sufficient to permit operations for the three- 
year period contemplated.” 


Air Regulations Revision 


With adoption by the Civil Aeronautics Board of revised 
parts 20 (pilot certificates) and 60 (air traffic rules) of the 
civil air regulations, and adoption of new parts 43 (general 
operation rules) and 49 (transportation of explosives and other 
dangerous articles) of those regulations, all effective July 1, 
according to an announcement by the C. A. B., there has been 
completed “the first step in the plan announced by the board 
months ago for the modernization of all of the civil air regu- 
lations, particularly those affecting the private pilot.” 

The board said that “significant changes” in part 20 of 
the regulations included a reduction in minimum age limits 
for a private pilot to 17 years, a reduction in the flying time 
required, and the elimination of navigation and meteorology 
in the written examination. With respect to part 43, it said 
that a 100-hour periodic inspection was still required for air- 
craft operated commercially, but that aircraft not so operated 
need have only an annual inspection. Part 49, it stated, rep- 
resented no change in substance but merely grouped the rules 
on explosives transport, formerly under part 60, in a group 
by themselves. Modifications of part 60, it added, “gives the 
first 1,000 feet of airspace back to the pilot who is interested 
only in contact flight,” but provided a minimum altitude of 
1,500 feet for instrument flight, and permitted “safe training 
operations and local flights around many outlying airports 
under conditions which prohibit contact flight under the pres- 
ent rules.” 

“Along with the greater degree of freedom with respect 
both to the certification of pilots and to their flying activi- 
ties,” the board said, “goes also a much greater degree of 
responsibility and the success of the new rules will depend in 
large measure upon how well the student, private and com- 
mercial pilot and the flight instructor shoulder this respon- 
sibility.” 


ADDITIONAL AIR EXPRESS SERVICE 


The air express division of the Railway Express Agency 
lists the following additional flights scheduled for May 1 by 
airplanes, on which, it says, air express shipments will have 
additional space on aircraft: 


United Air Lines, Inc.: flight inaugurated between Boston, Mass. 
and Chicago, Ill., via Hartford, Conn.; reestablishment of air service 
between Pendleton, Ore., and Spokane, Wash., thereby again serving 
Walla Walla, Wash. 

Northeast Airlines, Inc.: inauguration of flights between Boston and 
New York on a daily basis. 

American Airlines, Inc.: reinauguration of flights at Peoria, Ill. 

Chicago and Southern Air Lines, Inc.: reinauguration of sevice at 
Peoria, Ill. 


Transcontinental and Western Air, Inc.: inauguration of three 


flights daily between Boston, Mass., and Pittsburgh, Pa., via Albany, 
N. Y. and Williamsport, Pa. 
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Federal-Aid Airport Bill 


Billion-Dollar Construction Program Proposed—Half of 
Cost Would Be Borne by Federal Government— 
Held Needed for Civil Aviation Expansion 


























By STANLEY H. SMITH 

















« The Senate had before it this week a revision of S. 2, the 

bill to provide for federal aid for the development, con- 

struction, improvement, and repair of public airports in the 
United States. 

Favorably reported by Senator McCarran, of Nevada, on 
behalf of the commerce committee, the bill would authorize a 
federal-aid airport program to construct approximately 3,000 
new airports and to improve some 1,600 of the 3,000 existing 
airports, at a cost of $500,000,000 to the federal government 
over a 5-year period. 

The half billion of federal funds would be matched by an 
equal amount of state and local money, making a total national 
airport program expenditure of a billion dollars, according to 
the committee report. The bill, it added, “implements the 
recommendations of the Civil Aeronautics Administration in 
connection with the national airport plan submitted to the 
~~ in November, 1944” (see Traffic World, Dec. 2, 1944, 
p. . 

Hearings on S. 2, as originally introduced, and a similar 
measure, S. 34, were held by the commerce aviation subcom- 
mittee between March 13 and March 23. Many witnesses ap- 
peared. A digest of their testimony, prepared by the Civil 
Aeronautics Administration, appears in the committee’s report 
on the bill. 

“It should be noted,” said the committee report, ‘‘that the 
language of the bill as reported by the committee contains 
much of the language of the original bill, and much of the 
language of the bill S. 34, as well as language proposed by the 
Civil Aeronautics Administration and the Commerce Depart- 
ment, amendments proposed by various witnesses, and addi- 
tional amendments proposed by the subcommittee or by the 
full committee. The meeting of the full committee at which 
final action on this bill was taken was very well attended, and 
14 votes (the committee has a membership of 20) were cast 
in favor of reporting the bill as amended.” 





















































“Real Chance” for Aviation 


“Such an airport program,” said the committee report in 
referring to the recommendations as embodied in the bill, 
“would give civil aviation a real chance to expand rapidly after 
the war and would in addition provide a ready-made public- 
works program of nation-wide proportions which can be under- 
taken immediately after the end of the war so as to provide 
thousands of jobs for ex-war workers during the period of 
reconversion from war work to civilian industry.” 

Addressing the Senate when he reported the bill, April 30, 
Senator McCarran said the plan of the bill would “afford to 
the United States and to America in immediate post-war times 
a great program and a wide avenue for employment and will 
furnish to the United States a system of landing areas and 
airports which will place it ahead of any other country in the 
world in commercial aviation.” 

On motion of Senator McCarran the bill was ordered to be 
taken up by the Senate May 3. 


Analysis of Bill 


The committee’s section-by-section analysis of the bill 
follows: 


Section 1 is the enacting clause. 

Section 2 contains definitions. 

Section 3 provides that the federal-aid airport program shall be 
administered through an airport service. This section does not create 
a new division within the Civil Aeronautics Administration. It simply 
gives legislative recognition to the existing organization of the Admin- 
istration, and expresses the intent of the Congress that certain functions 
of the Administrator relative to airports and landing areas shall have 
centralized responsibility. In this section, several sections of the civil 
acronautics act of 1938 are mentioned. These are sections which 
impose certain duties and obligations upon the Civil Aeronautics Admin- 
istrator. Section 301 of the civil aeronautics act of 1938 has to do with 
fostering air commerce. Section 302 concerns establishment of civil 
airways. Section 303 deals with limitations on the expenditure of federal 
funds for airports and landing areas. Section 306 imposes a duty with 
regard to the collection and dissemination of information concerning 
airports and landing areas. Section 307 has to do with planning for 
airport development. 

In performing the duties and functions imposed by these sections, 
responsibility in the Civil Aeronautics. Administration now is centralized 
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That has been an administrative matter. Section 3 of the bill as reported 
does not give nor purport to give to the Administrator the power to 
take over, operate, and maintain an airport, or any other power which 
the Administrator does not already have under existing legislation. 


Grants to States and Cities 


Section 4 gives the Administrator the necessary power to make 
grants of federal funds to the states and cities for airport development. 
This bill effects a compromise between those who advocate an airport 
program on a federal-state basis and those who support the federal- 
city basis, which has been used so successfully in developing in this 
country the greatest system of civil airports in the world. The com- 
mittee deemed it undesirable to discard wholly the successful federal- 
city basis of the past, since obviously it will take some time for the 
states, which have done relatively little airport work up to the present 
time, to secure the necessary legislation and financing for such a 
substantial program. At the same time the committee was mindful of 
the desirability of dealing with the states with respect to all but the 
very largest airports, and making sure that the states may participate 
in the sponsorship of even such airports. This section, as reported, 
therefore provides for an urban program, to consist of class 4 and 
larger airports, which may be sponsored either at the municipal level 
or by states or state agencies; and a state program, consisting of class 
3 and smaller airports, which is to be handled entirely through the 
states, excepting states which have no airport agencies. Where no state 
airport agency exists, municipalities would be allowed to sponsor 
projects under the state program so as to avoid long delay in getting 
airport construction under way. 


One Hundred Million Annually 


Section 5 authorizes a federal appropriation of $100,000,000 per year 
for 5 years, which when matched by an equal amount of state and 
eity funds will provide a billion dollars, over the 5-year period, to carry 
out the national airport program. Your committee favors a 5-year 
program rather than a 10-year program because it believes that the 
sooner we get this program completed, the faster our civil aviation 
industry will grow. We should push rather than delay civil aviation so 
that all parts of our nation may speedily enjoy the great benefits of 
air travel. . 

This section limits the amount which may be appropriated for 
projects in*the urban program to 35 per cent of the total appropriation. 
This is a compromise between the provisions of the original bills S. 2 
and S, 34, the former having provided a 50 per cent limitation, while 
the latter made the limitation 25 per cent. 

This section contains a provision authorizing an appropriation of 
$3,000,000 to the Civil Aeronautics Administration for preliminary 
planning and surveys. There is no provision in the bill to make funds 
available for preliminary planning by states or municipalities. This 
in an intentional omission, in view of the fact that planning costs of a 
project sponsor, whether a state or a municipality, will be shared by 
the federal government if and when the project is approved. The 
$3,000,000 appropriation for preliminary planning and surveys is made 
immediately available, since such work should start at the earliest 
possible moment so as to have this program ready to go at once 
upon the end of the war. This section also contains the acceleration 
provision adopted in the recent post-war highway legislation, so that 
under this bill the airport program can start even before the technical 
end of the war, if such seems desirable to the Congress. 


Revision of Plan 


Section 6 provides the legislative basis for the preparation and con- 
stant revision of a national airport plan, which in turn will be the 
basis of all airport development work upon which federal funds are 
expended. Criticism of the proposal for annual revision of this plan 
is, in the opinion of your committee, unwarranted. Obviously, the 
program must be able to change with changing conditions, or it will 
accomplish little good. The purpose of the legislation which we are 
considering is not to freeze air transportation in this country, but to 
help develop it toward its ultimate maximum. To the extent that 
we accomplish that objective, it will be necessary from time to time 
to make changes in the national airport program. 

Section 7 governs the selection of projects. Subsection (a) of this 
section requires the Administrator to make a determination as to which 
projects should be included within the urban program during each 
fiscal year. He will then submit to Congress a request fo radvance 
authorization to undertake these projects, in the same manner as the 
rivers and harbors program is now handled. No allocations or grants 
in the urban program may be made by the Administrator except upon 
the specific authorization by the Congress. 

Subsection (b) of this section provides that the balance of each 
year’s appropriation, after deducting the amount earmarked for projects 
in the urban program, shall remain available for projects under the 
state program. This balance will always be at least 65 per cent of the 
total appropriation, and may be substantially larger in some years. 


Basis for Apportionment 


Section 8 provides for apportionment of funds available for the 
state program among the several states, one-half on the basis of popula- 
tion and one-half on the basis of area. Funds apportioned are to 
remain available until the close of the fiscal year following the fiscal 
year for which the apportionment was made. Provision is made for 
reapportioning funds which, at the expiration of the period mentioned, 
have not been matched by state or local funds. The word ‘‘substan- 
tially’’ is used in the second sentence of subsection (c) of this section 
because a requirement for exact matching of all federal funds might 
be technically a very difficult requirement to meet, and would, further- 
more, impose a hardship upon states which might be able to provide 
most of the money necessary to match federal funds, but not the whole 
amount. The alternative is to provide that reapportioned funds should 
be divided among all the states regardless of what percentage of federal 
funds individual states may have matched. Upon first inspection there 
might appear to be some argument in favor of this alternative. Upon 
closer examination it becomes obvious that it would be inefficient 
to allocate additional funds to a state which was unable to use a 
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substantial portion of the funds already allocated. Any funds reallocated 
to such a state would necessarily remain idle until the appropriation 
lapsed, and would then fall back into the general fund of the Treasury 
without having served any useful purpose. 

Section 9 governs submission and approval of projects. As already 
pointed out, it authorizes states or state agencies to sponsor projects 
in either the state program or the urban program, and authorizes 
municipalities to sponsor projects in the state program only if located 
in a state in which no state airport agency exists. 

Subsection (c) of section 9 has been amended to include a provision 
similar to that which has been carried for many years in federal-aid 
highway bills, increasing the federal contribution for projects located 
in states having large areas of unappropriated and unreserved public 
lands and nontaxable Indian lands. The committee was unanimous 
in approving this provision. 


Technical Provisions 


Section 10 contains technical provisions governing grant agree- 
ments. The effect of this section is to avoid obligating the federal 
government at the time a project application is approved, and to provide 
that a contract which shall obligate the government shall be concluded 
by affirmative action of the project sponsor, accepting a definite offer 
which contains the precise terms of the contract. This will not only 
avoid possible misunderstandings, but will permit states and other 
project sponsors to submit project applications without committing 
themselves in advance to any possible interpretation of the provisions 
of the bill or to any rules or regulations which the Administrator of 
Civil Aeronautics might subsequently put into effect. The obligations 
to be imposed upon a project sponsor will be clearly set forth in the 
proposed grant agreement, subject to acceptance or rejection by the 
project sponsor. At the same time, the grant agreement, under the 
provisions of this section, will clearly set forth the exact amount of 
the federal liability. : 

Section 11 defines what shall be allowable project costs, and pro- 
vides that if costs incurred in carrying out a project meet the require- 
ments of subparagraphs (a), (b), and (c), such costs shall be aliowable. 

Section 12 contains provisions governing construction of airport 
projects. It provides that all work shall be done in accordance with 
state law, and under the direct supervision of the state airport agency 
or project sponsor, authorizing utilization of the construction services 
of any qualified public agency such as a state highway department) 
for this purpose. This section also contains a provision for minimum 
wages and maximum hours, and a provision giving employment pref- 
erence first to honorably discharged veterans and second to bona fide 
residents of the state in which the work is to be performed. Subsec- 
tion (c) of this section carries over into this legislation the standard 
‘“‘Buy American’’ provisions, while subsection (d) provides for open 
competitive bidding on contracts and purchase of materials and sup- 
plies in the open market, 

Seetion 13 authorizes partial payments as the work progresses and 
project costs are incurred. 

Eligibility Requirements 

Section 14 sets up requirements for eligibility of states to partici- 
pate in the program. In view of the fact that many state legislatures 
may not meet for 2 years, subsection (b) of this section suspends the 
applicability of all but one of these requirements for a period of 3 
years in order that every state may have ample opportunity to enact 
the necessary legislation to bring itself into compliance. The single 
eligibility requirement not suspended is the requirement that the state 
legislature shall have assented to the provisions of the act; and the 
paragraph containing this requirement specifically provides that until 
the final adjournment of the first regular session of the state legislature 
convening after approval of this act the assent of the Governor shall 
be sufficient. 

In using the words ‘‘with due regard to climatic and flood condi- 
tions’’ in subparagraph (6) of subsection (a) of this section, the inten- 
tion of the committee is to require that the Administrator of Civil 
Aeronautics take into account, in determining what shall be proper 
maintenance of an airport, special seasonal conditions, such as the heavy 
snows in certain northern states, and the difficulty or impossibility of 
airport maintenance in times of storm or flood, as well as seasonal 
fluctuations in the use of certain airports. 

Subsection (c) of this section provides for expenditure on aviation 
development of amounts at least equal to the proceeds from any special 
state taxes on aviation fuel or from other special fees or taxes imposed 
on aircraft, aviation, or aeronautical facilities or operations. 

Section 15 provides for conditions governing project sponsorship. 
It is the judgment of your committee that the conditions set forth are 
necessary for the protection of the government and for proper and 
efficient administration of the program. 

Section 16 contains provisions under which the Federal power of 
eminent domain may be made available to states and cities for the 
acquisition of land for airport purposes. It should be pointed out that 
under the provisions of this section federal condemnation of land for 
airports will be undertaken only upon the specific request of the project 
sponsor. 

Section 17 contains provisions for transfer of necessary property 
rights in federally owned land, where such transfer is not contrary to 
the public interest or inconsistent with the needs of the department 
or agency having control of such lands. This provision is substantially 
similar to a standard provision in the federal-aid highway act. 


Damage to Airports 


Section 18 sets up a method for reimbursement for damage to pub- 
lic airports resulting from use by the army or navy. Neither the War 
Department nor the Navy Department now has funds available for 
this purpose. It is the intention of the committee by this section to 
provide that the Civil Aeronautics Administrator shall determine the 
amount of reimbursement due, and shall certify such amount to the 
Congress for payment out of appropriations to be made therefor. It is 
the view of the committee that such appropriations, when made, should 
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be charged to the military agency responsible for the damage, even 
though the Civil Aeronautics Administration is made the disbursing 
agency. The Civil Aeronautics Administrator is by this section made 
a fact finder for the information of the Congress; but it is not intendec 
to imply that the Civil Aeronautics Administration is in any way liable 
for damage resulting from the use of airports by military agencies. 

Section 19 provides for an annual report by the Administrator on 
his operations under this act. - 

Section 20 contains the usual criminal provisions with regard to 
false statement or attempts to defraud the government. 

Section 21 protects existing airport construction already authorized 
by Congress, whether for military or civil purposes. 

Section 22 provides that the act shall take effect on the date of its 
approval. 


McCarran Withdraws Request 


Senator McCarran, after speaking in the Senate May 3 on 
the airport bill, withdrew his request for action on the bill 
at this time and said he would renew his request for considera- 
tion of the measure within a few weeks. Request had been 
made, said he, for more time for study of the bill. 


Air Fare Reductions 


Reduced fares between many points on the Pennsylvania- 
Central Airlines system will become effective immediately, ac- 
cording to J. J. O’Donovan, P. C. A: vice-president. Permission 
to inaugurate the reduced fares has been received from the 
Civil Aeronautics Board. In addition, a discount of five per 


cent on round trips would be granted, Mr. O’Donovan said, 
adding: 


As examples of the new one-way fares between points on the P. C. 
A. system, the new Washington-Chicago fare is $29.45; the new Pitts- 
burgh-Chicago rate becomes $19.95; the Cleveland-Chicago rate is re- 
duced to $14.80; and the Detroit-Chicago fare becomes $11.95. 

P. C. A. rates between Milwaukee and various Michigan cities have 
also been reduced, with the Detroit-Milwaukee fare lowered from $15.75 
to’ $11.95; the Grand Rapids-Milwaukee rate now will be reduced to 
$9.15; the Muskegon-Milwaukee fare drops to $7.15; the Flint-Milwaukee 
rate is established at $11.95; and the Lansing-Milwaukee fare is now 
$10.55. 


Effective May 1, American Airlines announced new pas- 
senger rates on its coast-to-coast service, and a 5 per cent dis- 
count on all round trip tickets. B. M. Fox, district traffic 
manager at Chicago, said American had effected an almost 
complete change of flight schedules since the war started and 
achieved a “more judicious use of its equipment.” The new 
passenger rate decreases, he said, would amount to 3% per 
cent in some cases. 

The United Air Lines made effective May 1 a 10 per cent 
reduction in one-way fares between cities on its coast-to-coast 
and Pacific Coast runs, and at the same time re-established a 
five per cent discount on round trips. Harold Crary, vice-pres- 
ident in charge of traffic, said the reduced rates were not de- 
signed to increase business but were intended to give the travel- 
ing public the benefits of favorable earnings and operating effi- 
ciencies. United made a reduction of 10 per cent in July of 1943. 


C. A. A. GENERAL COUNSEL 


The Civil Aeronautics Administration has announced ap- 
pointment of Glen D. Woodmansee as its general counsel. When 
the Civil Aeronautics Authority was organized in 1938 Mr. 
Woodmansee became chief of the enforcement section and later 
became assistant general counsel of the Civil Aeronautics Ad- 
ministration. He has served as acting general counsel since 
the resignation of Webb Shadle last November. 


SURPLUS AIRCRAFT 


Twenty-seven hundred surplus twin-engine Cessna cabin 
monoplanes, 3,700 Vultee Valiant single-engine basic instrument 
trainers, and a wide variety of other aircraft have been placed 
on sale throughout the country by the Reconstruction Finance 
Corporation. The R. F. C. is handling the sales as a disposal 
agency designated by the Surplus Property Board. 

Priced at $3,900—$8,500, the Cessnas, which were used by 
army for advanced flight training, operate on 73 octane gaso- 
line and cruise at approximately 140 m. p. h. 

“Because of a large cabin and the ability to get in and out 
of small airports, these planes have general utility value for 
business transportation, light cargo, charter, advanced pilot 
training, or personal use,” said the R. F. C. 


AERONAUTICAL CHAMBER MANAGERS 
John E. P. Morgan, chairman of the management commit- 
tee of the Aeronautical Chamber of Commerce, has been named 
executive director of the chamber by its board of governors. 
John K. Boyle, director of the chamber’s readjustment 
service, was named assistant director. 
As executive director, Mr. Morgan will supervise chamber 
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staff activities, serving under E. E. Wilson, president of the 
chamber, who is also vice-chairman of the United Aircraft Cor- 
poration. Mr. Morgan came to the chamber in January, 1944, 
as manager of the personal aircraft council and became chair- 
man of the management committee in November, 1944. Prior 
to his association with the chamber Mr. Morgan was Washing- 
ton representative of Piper, Aeronca and Taylorcraft com- 
panies, manufacturers of personal aircraft. 

Mr. Boyle, who will continue as director of the chamber 
readjustment service in addition to his new duties, joined the 
chamber staff in September, 1944. He was formerly executive 
advisor to the vice-president and general manager of the Lock- 
heed Aircraft Corporation. 













BRANIFF OPERATION TO HAVANA 


The Cuban government has granted Aerovias Braniff, S. A., 
permission to operate into Havana, according to an announce- 
ment by T. E. Braniff, president of the Mexican airline. He 
said the company would inaugurate, in June, a service from 
Mexico City to Merida as the first segment of a Mexico-City- 
Merida-Havana run, and that negotiations would be entered 
into immediately for ground facilities in Havana. 




























“PANAGRA” ROUTE IN PERU 

The Civil Aeronautics Board has announced that, with ap- 
proval of the President, it has amended the foreign air transport 
certificate of Pan American-Grace Airways, Inc., (Panagra) so 
as to permit transportation of passengers, property and mail 
over a new route, between Lima and Iquitos, Peru, via Juanjui, 
Peru. 

“Panagra operates between the Canal Zone and Buenos 
Aires in South America, and operates additional local services 
in Bolivia and Ecuador,” the board said in its announcement. 
“The newly certificated route between Lima and Iquitos would 
establish a connection at the latter point with Panair do Brazil, 
providing a through route across the center of South America 
to the east coast, and will furnish air transportation to an area 
which is difficult to reach by other means of transportation.” 
























































HIGHWAY USERS DIRECTOR 


Arthur C. Butler, head of the military vehicles division of 
the Automotive Council for War Production, has been appointed 
director of the National Highway Users Conference. He will 
take up his new duties in June. P. D. McLean, who has been 
head of the information department of the conference, will be 
assistant director, according to the announcement of the ap- 
pointments made by Alfred P. Sloan, Jr., chairman of the 
conference. 

Mr. Butler joined the staff of the National Automobile 
Chamber of Commerce, New York, in 1930, and was appointed 
manager of the motor truck division of the Automobile Manu- 
facturers Association in 1932 and served in that capacity until 
he was assigned to the military vehicles division of the Auto- 
motive Council for War Production. Mr. McLean has served 
as acting director of the conference since the resignation of 
Chester H. Gray last fall. 

In commenting on the changes, Mr. Sloan said: 














































I feel that what has taken place will establish the conference in a 
definite position of responsibility to the highway users. It now has a 
place recognized by all concerned as essential to the broad and expanding 
needs of transportation by highway. I think we all agree that at no 
previous time in the evolution of this form of transportation have there 


been so many important problems affecting its long-term opportunities 
and responsibilities. 











MAY TIRE QUOTAS 

“The May quota for trucks and busses using tire size 8.25 
and larger is 156,000, compared with 147,850 for April; for 
trucks and busses using tires 7.50 or smaller, 314,000, compared 
with 266,700,” said the Rubber Bureau of the War Production 
Board in announcing tire quotas for May allocated to the Office 
of Price Administration. 

The May passenger tire quota of one million tires, including 
motorcycle tires, is unchanged from April when it was reduced 
37% per cent from March. 

Larger tire allocations for trucks and busses were neces- 
sary to prevent the war effort from being seriously hampered, 
said O. P. A. Operations were urged to get every mile possible 
out of synthetic heavy duty tires. 

















CENTRAL STATES MOTOR BUREAU TO MOVE 
The Central Motor Freight Association and the Central 
States Motor Freight Bureau will move to 29 E. Madison St., 
Chicago, on May 26, according to an announcement by Chester 
G. Moore, chairman of the boards of the two organizations. 
The new location, he says, will afford more space and a more 
central location than the present offices at 616 S. Michigan Ave. 










Motor Claim Prevention 


A. T. A. Claim Prevention Committee Efforts Praised by 
Shippers—Employe Education Planned—Hope 
for Claim Section Expansion Expressed 


By LEWIS W. BRITTON 


Action taken, and plans laid, at a meeting of the National 
Freight Claim Committee of the American Trucking Associa- 
tions, Inc., May 2 and 3 in Chicago, indicated agreement of 
members of the committee with the statement of Ted V. Rodgers, 
president of the A. T. A., that in dealing with claims of 
$20,000,000 a year they are dealing with “‘big chips.” The meet- 
ing of the claim committee was preceded on May 1 by a meeting 
of a sub-committee considering claim prevention methods, and 
was followed by a joint meeting with members of shippers or- 
ganizations at which motor carrier claim prevention efforts were 
commended. 

The conviction that a strong, central driving force is neces- 
sary to achieve results in claim prevention led to discussion by 
the committee of possible expansion of claim prevention activi- 
ties of the A. T. A. claim prevention section. At the same time 
Carl Jackson, secretary of the section, insisted that this central 
effort would not eliminate the need for continuing activities of 
local and regional claim groups. Mr. Rodgers told the com- 
mittee that a $20,000,000 job could not be done with a $20,000 
appropriation. 

While shipper representatives expressed commendation of 
the carrier efforts in claim prevention, the need for a larger 
membership in the freight claim section of A. T. A. was stressed 
in the course of the meeting of the committee, Charles McD. 
Gillan, assistant secretary of the section, reporting a gain of 
30 members since the last meeting, but a total membership of 
only 648. It was agreed that this membership was not suf- 
ficiently large. 

The general committee adopted the report of the sub-com- 
mittee in which it was proposéd that three bulletins—the details 
of which were worked out by the sub-committee—be offered 
members of the section to be used in the three months inter- 
vening between the meetings of the general committee. The 
three bulletins ready for production cover instructions to drivers 
picking up shipments to see that markings on packages are 
clear, that they conform to the bill of lading, and that the 
commodities picked up are those named in the bill of lading. 
The committee also adopted two posters proposed by the sub- 
committee. 

In addition to the bulletins and posters to be placed in pro- 
duction for use in the next three months, the committee also 
heard and adopted suggestions worked out in the rough for 
the next series of three bulletins, to deal with handling of 
freight at the terminal. 


The committee also discussed in detail nine proposed pro- 
cedural matters, mostly dealing with freight claim rules, but 
also touching on other matters having a bearing on the handling 
of claims. Among the recommendations of the sub-committee 
to the general committee was that some responsibility be placed 
on members of the latter to gather pictures of both poor and 
proper freight handling in their respective regions, the pictures 
to be used in further educational material and in a sound-slide 
film. It was indicated that at least 60 pictures would be needed 
for the film, and that others would be required for the next set 
of bulletins. 


The general committee also received a loss and damage 
statement, showing a tabulation of reports submitted by 18 
carriers for the January-June, 1944, period, and another tabu- 
lating reports of 25 carriers for the July-December, 1944, period. 
The earlier tabulation showed 16,039 loss and damage claims 
amounting to $173,027, with $149,919 as the total remaining 
after salvage. For the later period, 10,963 claims were shown, 
totaling $202,620, with $178,993 as the total after salvage. The 
18 carriers collected $81,931 from connections, and the 25 car- 
riers collected $44,942. 


Sub-Committee Meeting 


The meeting of the sub-committee was presided over by 
G. A. Fitzgerald, chairman of the general committee, until the 
group elected Walter A. Miles, executive secretary of the Motor 
Carriers Southern Claim Conference, Inc., of Atlanta. Mr. 


Miles’ activities in claim prevention activities and in the ex- 
change of over-and-short information in his territory were 
referred to a number of times and his experience in setting up 
the interchange of such information was consulted by the com- 
mittee in its deliberations. 
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In the course of the sub-committee discussions, A. F. Nash, 
vice-president and traffic manager, Motor Transport, Milwaukee, 
said that, in order to demonstrate to employes what happened 
to freight in transit, his company had taken the sides off an old 
trailer and built the trailer up with chicken wire. Packages of 
all kinds, even including a piano in a box, were collected, the 
trailer loaded, and then put through the various handlings an 
ordinary load would get: backed up against the dock, run 
around the block at various speeds, taken over bumps, etc. 
In this way, he said, loaders could see what happened to the 
load, and he added that drivers began to handle their loads 
with greater care. He said the idea for the demonstration, 
which cost his company about $1,500, had been adopted from 
similar activity of the Illinois Central Railroad. 

Mr. Rodgers spoke to the general committee meeting and 
to the joint meeting of the committee and the shipper repre- 
sentatives. In each of these meetings he insisted that blunt and 
open dealing was the way to solve the claim problem. He told 
the committee that the A. T. A. executive committee had not 
wanted him to mention $20,000,000 as the amount of claims paid 
by the trucking industry in a year, but said he did not think any 
problem would ever be settled by “hiding it under a bushel 
basket.” He said one operator had told him that claims involved 
6 per cent of his gross business, adding that this operator was 
“running close to the red.” He insisted in each meeting that 
no “fake” claim should be paid, and that no claim should be 
paid without investigation. He suggested that if every rate 
bureau in the country would put the matter of claims on its 
agenda for every hearing, even if only a few minutes were 
given to the subject, there would be a great improvement in the 
situation. Claims constituted a revenue problem, he said, and 
that the bureaus were handling revenue problems. 

The suggestion that activities of the claim section of A. T. A. 
be expanded emanated from a special sub-committee appointed 
at the suggestion of Mr. Jackson to consider steps to be taken 
in order to give the executive committee a clear and vivid 
presentation of the claim situation. The committee was com- 
posed of Ted S. Tower, Brooks Transport, Richmond; T. O’Neill, 
George F. Alger Co., Detroit; Walter A. Miles of the southern 
claim conference; Al Schaar, Buckingham Transportation Co., 
Rapid City, S. D.; and L. M. Dean, Lee Transportation Co., 
St. Louis. 


Joint Meeting with Shippers 


Out of a joint meeting of the carrier committee and the 
shipper representatives came a publicity committee charged 
with the task of informing the shipping public and the motor 
carriers of the developments following these meetings, so that 
the shipping public and the industry would know what is going 
on and will be willing to cooperate more broadly. Appointed to 
that committee were S. E. Kantowicz, of Spiegel, Inc., repre- 
senting the Chain Store Traffic League, at whose suggestion, 
made a year ago at the Cincinnati meeting of the motor carrier 
claim prevention committee, the idea of joint meetings was 
adopted; and Mr. Gillan, assistant secretary of the A. T. A. 
freight claim section. 

While the results of claim surveys made by the Chicago 
Association of Commerce of loss and damage claims outstand- 
ing against motor carriers, reported by shippers located in the 
Chicago area, and covering the situation as of January 1 and 
April 1, gave rise to some comment in connection with claims 
outstanding for more than three months, the general tenor of 
remarks made by shipper representatives was to the effect that 
the committee and the regional groups were doing a fine job. 

J. W. Whittaker, representing the freight claim and claim 
prevention committee of the National Industrial Traffic League, 
said he left it was much better that shippers and carriers reach 
agreements rather than asking that the Commission set up rules. 
As matters for discussion, he suggested that carriers be in- 
structed to show full information on freight bills, such as pack- 
age numbers. He said division 5 of the Commission had issued 
an order in 1936 as to what should be shown on the freight bill. 
He suggested that carriers assign a number to each claim 
received, and said he would be satisfied if the carrier merely 
acknowledged a claim with a postal card showing such a number. 
Cc. O. D. remittances, he said, were a sore spot, which led to 
the discussion of a suggestion made by Mr. Tower that ship- 
ments running over $2,000 in value should be oraer-notify rather 
than C. O. D. 

R. A. Bentley, general traffic manager, National Tea Co., 
who sat as co-chairman with Mr. Fitzgerald, and represented 
also the Chain Store Traffic League, said the members of the 
league, meeting in St. Louis in the previous week, had unani- 
mously agreed that the A. T. A. claim committee had been doing 
a good job in setting up regional committees which, he said, 
had been getting results in following up old claims. He said a 
“new angle’ had been discussed at that meeting, involving the 
sale by carriers of merchandise that is hard to get. He sug- 
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gested that D. J. Scheckter, of Associated Transport, New York 
City, talk with Frank Rich of J. C. Penny Co. The league 
members, he said, had discussed the adoption of a standard 
label for consolidation purposes and that a committee was work- 
ing on the matter. 


Claims and Claim Handling 


William Noorlag, Jr., of the Chicago Association of Com- 
merce, spoke briefly about the surveys of loss and damage claims 
outstanding. Tabulation of the results showed that, as of April 
1, 447 claims, representing 20.1 per cent of total claims, were 
outstanding over 180 days but not over one year, while 332 
claims, representing 14.9 per cent of total claims, were out- 
standing over one year. He said that, while the survey in- 
volved 215 carriers, the claims of the first class were outstanding 
against only 86 carriers, while those outstanding over one year 
involved only 64 carriers. Because the amount of claims out- 
standing 60 days and less had not been used in arriving at the 
per cent of the amount of the claims outstanding for the afore- 
mentioned periods, 45.5 per cent, it would probably be reduced 
to 35 per cent of the amount outstanding if the claims outstand- 
ing 60 days and less had been included, it was agreed. 

It was a statement by C. L. Haswell, speaking for the 
Retailers’ Transportation Committee, that one railroad had 
largely discontinued sending acknowledgements of claims of 
less than $25, but was instead sending a check if the documen- 
tation of the claim was complete, that brought the remark from 
Mr. Rodgers that the trucking industry would and should pay 
no claim without investigation. Mr. Haswell said the railroad 
investigated such claims after payment had been made. Mr. 
Rodgers remarked that the trucking industry had as much fear 
of shippers going out of business as the shippers had of the 
truckers going out of business. 

H. S. Welton, traffic manager, Victor Chemical Works, 
speaking for the Manufacturing Chemists Association, said he 
had reported to his group that the A. T. A. freight claim pre- 
vention committee was making progress. He said his “pet 
peeve” was “buck-passing” between trucking lines on interline 
shipments, and it was generally agreed that there could be 
improvement of the handling of claims where more than one line 
was involved. 

John Palmer, of Goodyear Tire & Rubber Co., said that 
he had outstanding on January 1 a total of 1,060 claims more 
than 60 days old, but that as of January 31 those claims had 
been reduced to 483. He said he had received assistance from 
regional carrier claim prevention groups. When he remarked 
that the carriers in Akron, O., was a very fine group, Mr. 
Rodgers suggested that their record arose out of the fact that 
they met weekly for the discussion of claims. 

Mr. Jackson, speaking just prior to the appointment of 
the publicity committee, reviewed the activities of the general 
freight claim committee and of the efforts agreed on at the 
meetings of that committee and of the sub-committee. He 
reiterated the offers of the regional organizations and of the 
A. T. A. to help in the settlement of claim matters and said a 
list of carriers using standard claim forms would be furnished 
the shippers shortly. Commenting on the figures introduced 
by Mr. Noorlag, he said he did not think they were typical of 
the country. He said they did not agree with data from a sur- 
vey made before the previous joint meeting, which, he said, 
showed 72 per cent of the claims had been outstanding less than 
30 days. He also quoted figures to show that for the first six 
months of 1944, less-carload claims filed with the railroads 
equalled 4.8 per cent of revenue, while for the same period 
truck claims applied against the 75 per cent revenue of motor 
carriers for less-carload freight had amounted to 2.01-per cent, 
in spite of the assumption that all claims had been on less- 
carload freight and none on carload freight. 


It was announced at the meeting that the National Retail 
Dry Goods Association had addressed a letter to the committee 
saying that there was “nothing further to be gained” by partici- 
pation in such joint meetings. 
















































































































































































Army Truck Lines to Germany 


“Four American armies are being supported in their dash 
into Germany by an express highway system so efficient and 
so flexible that about 9,000 tons of urgently needed supplies, 
plus several thousand tons of bulk petroleum products, are 
reaching the front every day,” says the War Department. 

“Devised by the Army Transportation Corps, in coopera- 
tion with Communication Zone sections and the Armies, the 
new system is known as the ‘XYZ Highway.’ 

“Trucks move on a 24-hour-a-day schedule stopping only 
for loading and maintenance. Two drivers are assigned to each 
truck, and one man is with the truck at all times.” 

“Using 5- or 6-ton truck-tractors hauling trailers with a 
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ten-ton capacity, more supplies are being delivered to Allied 
armies in Germany over the ‘XYZ Highway’ than were de- 
livered either by the ‘Redball’ or the ‘ABC’ highway systems, 
even though far greater distances now are involved because 
of the rapidly advancing Allied spearheads. ... 

“Tonnage carried over the ‘XYZ Highway’ exceeds the 
daily average of the Redball and the ABC Highways both of 
which were operated by the Transportation Corps’. Motor 
Transport Service. The ABC Highway closed on March 26, 
1945, after carrying 244,924 tons in its 117 days of operation. 
The Redball Highway, which operated 81 days and carried 
more than 500,000 tons, closed November 13, 1944... . 

“Two Highway Transport Divisions (provisional) of the 
Transportation Corps’ Motor Transport Service direct the 
operations. One, commanded by Colonel Hugh A. Tolman, of 
Bryan, Ohio, former commanding officer of the ABC Highway, 
supports the First and Ninth Armies. The other Highway 
Transport Division is commanded by Colonel James McKinnon, 
Talladega Springs, Alabama, Deputy Chief of the Motor 


Transport Service; this unit supports the Third and Seventh 
Armies.” 


Wartime Railroad Film 


The War Department has made available to the Associa- 
tion of American Railroads a motion picture entitled, ‘“Rail- 
roaders Always,” dealing with the foreign service activities of 
the Military Railway Service. The picture was produced by 
the Army Signal Corps on request of Major General Charles 
P. Gross, chief of transportation of the Army Service Forces. 
It will be available for showing before “every sort of railroad 
audience such as shop groups, maintenance groups, train serv- 
ice groups, freight house personnel, general and divisional office 
forces, etc.,” according to Robert S. Henry, assistant to the 
president, A. A. R. 

The film includes scenes in Iran, India, Burma, Italy, 
Alaska, Germany, France, Belgium, and the United States. It 
shows our fighters and bombers demolishing trains in enemy 
territory. Strafing Allied fighters are seen blowing up enemy 


tank cars and munition trains. Continuing, the description of 
the film says: 


To get a clear comparison of how important is the destruction of 
enemy railroad transportation, the film switches back to America where 
the achievements and the decades of tradition built up by American 
railroad men are shown setting up the most efficient military railroad 
service in the world. The service, called the Military Railroad Service, 
went into the four corners of the earth to handle everything from tiny 
packages of cigarettes to monster American locomotives, from crated 
aircraft ‘to life saving medical supplies. It is seen as a vast job but 


the soldier railroaders do it despite every primitive condition and 
variation of terrain. 


Overseas film footage shows powerful American diesels and steam 
engines climbing the 7,000 foot mountain ranges to reach Teheran with 
supplies for our Allies. In India the picturesque but primitive railway 
facilities are seen being replaced by efficient and speedy American 
equipment. In this country American railroading had to go back to 


practically the early pioneer days until new equipment could solve the 
vast bottle neck of supplies. 


One of the most impressive sections of ‘‘Railroaders Always’’ is 
seen in the task that faces the M. R. S. in reconstructing railroads after 
the enemy has demolished them. Captured enemy footage shows the 
Germans using every ingenious device to wreck trains, tie, and road 
beds. Improvisation becomes the mainstay of the M. R. S. maintenance 
men. Rails are borrowed from one section to fill another. Bridges are 
patched and the whole reconstruction job seems to be accomplished in 
as fast a time as it took the enemy to destroy it. 


BRIDGE BUILDING IN EUROPE 


Lt. Robert H. Smith, former construction engineer for the 
Pennsylvania Railroad, and men of Company A of the 759th 
Railway Operating Battalion, conquered zero weather in the 
replacing of two center spans of a railroad bridge that had been 

emolished by Germans retreating to the Siegfried Line. In the 
absence of cranes, they moved two spans for the center of the 
bridge, each 62 feet long ad weighing 40 tons, six kilometers on 
track dollies, and heated materials so the cement could be mixed 
for the foundations. The job was necessary to make useable a 
140-foot bridge over a 115-foot deep canyon. Although the men 
had had experience in Italy and North Africa, this was said to 
be the biggest job they ever tackled. 


ARMY T. C. CHANGES IN SOUTH 


Effective May 3, all Transportation Corps supply activities 
heretofore administered by the fourth transportation zone, At- 
lanta, and the eighth transportation zone. New Orleans. have 
been ordered consolidated into the New Orleans Procurement 
Office, Transportation Corps, P. O. Box 285, New Orleans. The 
ofiice will be under the direction of Lt.-Col. William B. Bunker. 
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Conversions of M. C. Ships 


In a paper prepared for presentation at a meeting of the 
New York metropolitan section of the Society of Naval Archi- 
tects and Marine Engineers, in New York City, Vice Admiral 
Howard L. Vickery, deputy war shipping administrator and 
vice chairman of the Maritime Commission, discussed adaptabil- 
ity for post-war service of the commission’s “C” type and Vic- 
tory type ships and discussed conversions of such ships that 
already had been undertaken by private steamship operators. 
He expressed a belief that ‘a considerable number of persons” 
would prefer travel by steamship to travel by air overseas after 
the war. 

He said that the “‘C-2” type and Victory ships of the “AP2” 
type had many characteristics in common, including speed, but 
that the “‘C-2” vessels had a somewhat large bale capacity and 
was therefore adaptable to general cargo trades, particularly 
package freight, whereas the Victory ships could be considered 
better suited to routes where deadweight or bulk cargoes were 
to be found. The “AP-3” type of Victory ship, he said, could well 
be utilized in deadweight trades where speeds were important, 
especially those involving voyages of a considerable length. The 
“C-3” vessels, he continued, were probably “adapted to more 
uses than perhaps any other vessel ever constructed.” 


Admiral Vickery reported that two sets of vessels of the 
“C-2” type had been converted for the Grace Lines, to provide 
space for 52 passengers, 100,000 cubic feet of refrigeration, and 
an available deadweight of about 10,000 tons; that two ships of 
that type had been converted for United States Lines, and that 
the addition of passenger space to these types had to be con- 
sidered with “extreme care and caution” because the addition 
of superstructures had a prenounced effect on the center of 
gravity. 


He reviewed pre-war conversions of “‘C-3” type vessels by 
American President Lines, American South African Line, United 
States Lines, Moore-McCormack Lines, and discussed a conver- 
sion presently contemplated for the Mississippi Shipping Co., 
noting that in one case the ship was redesigned to carry 96 
passengers, 43,000 cubic feet of refrigerated cargo, liquid cargo 
tanks, and 435,000 cubic feet of bale capacity for dry cargo; 
that another was designed to accommodate 116 passengers, in 
addition to 57,000 cubic feet of refrigerated cargo, with dry 
cargo capacity of 420,000 cubic feet, and that still another was 
designed to carry 165 passengers, with 53,000 cubic feet of 
refrigeration and dry cargo capacity of 537,000 cubic feet. He 
said that variations in design of the C-3 cargo vessels were too 
many to outline in detail, but that it was sufficient to say that 
most of the adaptations involved the addition of refrigeration, 
modification in cargo handling gear to suit requirements of the 
various trade routes, alterations in structure to permit deep 
tanks of various types, etc., and that the ships had a basis 
sustained speed of 16% knots and an initial cubic capacity of 
730,000 cubic feet and a deadweight of 12,100 tons. 


He said that the commission anticipated conversions of its 
“P-2 transports” for use as “our first post-war passenger ves- 
sels, and he discussed characteristics of such vessels that now 
were being converted for United States Lines and American 
President Lines, noting that they would have accommodations 
for about 550 passengers—350 in the cabin class and 200 in the 
tourist class. In further discussion of “P-2’’ conversions, he 
said: 


During the planning stage of the designs it was felt that on vessels 
of this type passenger requirements should be subordinated to those of 
cargo and its associated handling and consequently the early studies 
were limited to between 300 and 400 passengers in one or two classes. 
This was felt to be. relatively sound because the scope of the war was 
not known and the prospect of airplane competition indicated the possi- 
bilities of that form of transportation, making severe inroads on the 
passenger traffic normally carried by water-borne carriers. However, 
when these conversions were discussed with the prospective operators, 
every attempt was made to build up the passenger complement on all 
decks available for berthing the same. Decrease in cargo carrying was 
accepted, the idea in mind was that in all cases the cargo requirments 
of the trade would be met by the addition of the Commission’s long 
range cargo vessels in such a number so as to meet the tonnage require- 
ments. 

This feeling in the minds of operators is distinctly encouraging to 
the outlook of post-war passenger vessel construction. In general, the 
feeling exists that there will be a considerable amount of passenger 
travel immediately after the cessation of hostility and the sea lanes are 
open for commercial operation. Obviously the airlines cannot absorb all 
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such requirements for transportation without adequate equipment imme- 
diately available and, furthermore, there still will exist a considerable 
number of persons who prefer to travel in the atmosphere of restfulness 
and comfort provided by the surface vessel. These travelers will form 
the nucleus upon which post-war future business will be based. There- 
fore, we have endeavored to modernize and streamline our accommoda- 
tions in service in strict accordance with the high standards the Amer- 
ican public have set for themselves. Every effort has been made in plan- 
ning to give service which will be second to none and plans are already 
being formulated for the. training of personnel to accomplish this end. 


CONTROL OF EXPORTS AND IMPORTS 


The War Production Board has announced that consid- 
eration will be given to applications on Form WPB-1041 for 
authorization to purchase raw cotton for import from Egypt 
under General Imports Order M-63. It said such applications 
should be filed with the Textile, Clothing and Leather Bureau, 
War Production Board, Washington 25, D. C., Ref. M-63. It 
pointed out that Order M-117 remained in effect and that it 
was still necessary to make application on Form WPB-1615 
and obtain an authorization before the cotton controlled by 
M-117 could be entered through customs. 

The Foreign Economic Administration has issued its cur- 
rent export bulletin No. 240, dealing with changes in general 
licenses. 

To take advantage of shipping space as it became avail- 
able, an additional quantity of raw cotton from the west coast 
of Indian had been approved for import under General Im- 


ports Order M-63, the War Production Board announced, 
adding: 


Imports to or for the account of persons who process raw Indian 
cotton in the form in which it is imported will be authorized. Applica- 
tions will be considered on the basis of actual use during the last six 
months of 1944. 

Processors of raw Indian cotton who desire to participate in this 
program should file application Form WPB-1041, for a poundage not to 
exceed their use of Indian cotton during the last six months of 1944. 

Applicants receiving import authorizations may make direct pur- 
chases in India or, upon request, will be allowed to transfer their 
authorization to United States merchants or importers to purchase and 
import on their behalf. 

In order to participate in this program, applications must be filed 
with the Textile, Clothing and Leather Bureau, W. P. B., Washington 
25, D. C., not later than May 15, 1945. 


The War Production Board has announced that a limited 
quantity of India wool has been approved for import under 
General Imports Order M-63, adding: 


As was done previously, the distribution of this wool will be made 
on a historical basis to carpet manufacturers and sales yarn spinners. 
It is expected that quotas will be allotted May 15, 1945. 

Applications on Form WPB-1041, filed with the Textile, Clothing 
and Leather Bureau, Washington 25, D. C., should be made either by 


the mill or its certified dealer within 15 days from the receipt of quotas 
from W. P. B. 


W. S. A. RATE ACTION 


The War Shipping Administration has issued its rate order 
No. 323, laytime and demurrave—small tankers, as follows: 


For tankers of less than 3,000 deadweight tons operated for ac- 
count of the War Shipping Administration, the laytime allowance for 
loading and discharging of full cargoes shall be 36 hours, and the 
demurrage rate $35.00 per hour, effective on loadings completed on and 
after the date of approval hereof (April 27). 


The W. S. A. has issued its rate advice No. 118, prescrib- 
ing rates and surcharges on petroleum and petroleum products 
in bulk in tankers over 3,000 deadweight tons from ports 
outside continental United States to South American ports. 





SHIPBUILDING FUND CUT 


President Truman, May 2, recommended in a letter to 
Congress that the funds available to the Maritime Commission 
for ship construction be cut more than $7 billion in current 
appropriation and contract authorization. Repeal of appropria- 
tion of $3,100,000,000 and $4,265,000,000 in contract authoriza- 
tion was recommended. 

Transmitted with the President’s letter was a detailed 
statement from Harold D. Smith, Director of the Bureau of the 
Budget, which included the statement: 


The favorable progress of the war indicates that there is no ne- 
cessity at present for proceeding with the construction of the additional 
tonnage contemplated at the time the current appropriation and con- 
tract authorization were provided. It will be observed ... that funds 
have been reserved for the completion of the present shipbuilding pro- 
gram of the Maritime Commission and for such additional ship con- 
struction, reconversion, and rehabilitation of facilities as may be re- 
quired prior to the end of the next fiscal year. 


Funds remaining available to the Maritime Commission for 
ship construction purposes included $2,242,500,000 for completing 
the present ship construction program and approximately 
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$600,000,000 for possible future ship construction, reconversion 
of vessels, and restoration of shipbuilding facilities, it was 
stated. 

Commenting on President Truman’s request, Vice Admira} 
Emory S. Land, chairman, said: 


President Truman’s request allows completion of the current con- 
struction program under which approximately 12,000,000 deadweight 
tons of new ships will be built this year. I hope this is understood in 
every shipyard working on this program. There’s still a hard job ahead 
and it will take the best we can put into it to get it done on time. 












W. S. A. SHIP SETTLEMENT 


A total of $332,500 has been paid the Socony-Vacuum Oil 
Co., Inc., New York City, as full settlement of all claims, in- 
cluding inventories and allowance for delay in payment for the 
MV New York Socony, coastal tanker veteran of the Normandy 
invasion, the War Shipping Administration has announced. The 
company already had been paid $113,220 pending determination 
of the full amount under rules of the Advisory Board on Just 
Compensation. 

The New York Socony was requisitioned for title by the 
W. S. A. on March 23, 1943, turned over to the navy, and re- 
named USS Conasagua. She is a twin-screw vessel, 254 feet 
long, 2,516 deadweight tons, with 19,397 barrel capacity. Pow- 
ered by two Diesel engines she has a speed of 8.3 knots. The 
tanker was delivered from the Bethlehem-Sparrows Point Ship- 
yard, Sparrows Point, Md., in January, 1932. 

After carrying navy fuel in the Normandy invasion and 
service in the Mediterranean, the tanker was allocated to the 
French government last December under Lend-Lease. 























MERCHANT SHIPBUILDING 


‘Thirty-two merchant shipyards turned out 103 ships with 
a total of 1,004,073 deadweight tons in April, the Maritime Com- 
mission announced. 

Thirteen of the vessels were constructed as military types 
for the use of the Navy and ten merchant ships were turned 
over for military use. 

The 103 ships consisted of 34 Victory cargo ships, eight 
Liberty cargos, eight C-type vessels, two colliers built on the 
Liberty hull design, one refrigerated cargo, 20 coastal cargo 
ships, one private tanker, 16 standard tankers and 13 military 
type ships. } 

Largest group of vessels was built in west coast yards, with 
47 vessels having an aggregate of 486,858 deadweight tons. The 
tonnage was 48.5 per cent of the total deadweight delivered in 
April. East coast yards delivered 29 ships, the 300,733 dead- 
weight tons being 30 per cent of the total tonnage. 

Yards in the Gulf Coast and Great Lakes areas turned out 
18 and nine vessels respectively. The 171,392 deadweight tons 
delivered by Gulf coast yards was 17 per cent of the total, and 
the 45,090 deadweight tons built by Great Lakes yards was 4.5 
per cent of the total. 

























EFFICIENCY OF MERCHANT SHIPS 


The War Shipping Administration has announced that Ad- 
miral Land has received a letter from Capt. E. H. Tillman, 
U. S. navy, a veteran navy convoy commanding officer, com- 
mending the efficiency with which American merchant ships 
have participated in the smooth functioning of ocean convoys 
carrying supplies to the fighting fronts. 









PYLE’S NAME ON CARGO SHIP 


The Maritime Commission has announced that the name 
of Ernie Pyle, war correspondent who was killed in the Pacific, 
will be assigned to a C-4 military-type cargo ship, 522 feet 
long, and of 14,600 deadweight tons. 









WAIVERS ON COASTWISE LAWS 


An order rescinding waivers of coastwise laws with re- 
spect to transportation of passengers in Canadian vessels be- 
tween points in Alaska, to transportation on Canadian vessels 
of passengers or merchandise, or both, between points on the 
Pacific Coast and points in Alaska, and to transportation of 
merchandise on Canadian vessels between ports in Alaska and 
ports in Canada as a portion of the transportation of the mer- 
chandise between points in Alaska and points in the conti- 
nental United States has been issued by D. W. Bell, Acting 
Secretary of the Treasury. 

The order, effective at midnight May 31, 1945, was issued 
on the written request of Admiral Land, administrator of the 
War Shipping Administration, it was stated. The rescinded 
waivers permitted transportation in Canadian vessels in coast- 
wise services of the United States that otherwise would have 
been barred by the coastwise laws forbidding entry of foreign- 
flag vessels in such trades. 

Waivers of coastwise laws were made in several instances 
to permit use of foreign-flag vessels in the coastwise trades 
because of shortage of shipping due to the war. 
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Poetic Persuasion 


Editor the Traffic World: 

I submit the following experience, and it is true. It hap- 
pened to the writer and was the direct result of collecting five 
freight claims amounting to over $100. 

After receiving several postal cards stating that, “Due to 
insufficient help it was not possible to investigate your several 
freight claims,” the traffic clerk used the following verse to 
express his chagrin: 


How About Our Claims, Hmmmmmm? 


Your cry is—“No Help, 
We can’t pay your claim.” 
We've waited eight months 
Now ain’t that a shame. 
With one month to go 
Our calendar we’re scanning, 
Hope we come in on your Post-War Planning. 


By Ralph J. Satterlee, 
Traffic Purchasing Department, 
Warner Gear Division,, 


Borg-Warner Corporation. 
Muncie, Ind., March 28, 1945. 


Anti-Trust and Rate Making 


Editor the Traffic World 


The writer has read with great interest your news report 
of the recent decision of the U. S. Supreme Court in the Gov- 
ernor of Georgia’s case in the March 31 issue of your good 
journal. 

Justice Douglas is certainly a gifted writer; but, despite 
the lucidity of his language, what you have quoted from the 
opinion is a good example of what Justice Frankfurter once 
said about the interpretation of simple language. 

I may be wholly wrong, but, I gather from the language 
of the majority opinion that the court will consider only one 
point in Governor Arnoll’s suit, namely, the allegation that, 
the machinery now used by the railroads in the publication of 
rates, and more particularly, the bureaus or associations through 
which joint-line rates and apportionments (divisions) are now 
cleared, all to the great advantage of the shipping public and 
oe regulatory bodies as well, are contrary to the anti-trust 
aws. 

The minority (Chief Justice Stone and Justices Frank- 
furter, Jackson and Roberts) appear to have some slight inkling 
of what it would mean to the shippers and the commerce of 
our country if each separate combination of railroads making 
up what is commonly called a through, joint route was forced 
to make and publish rates as an action wholly independent of 
each other such joint-line route. 

Let us use a few concrete examples. Let us suppose that 
the producers of grapefruit at McAllen, Texas, desire a reduc- 
tion in their rate to Boston, Mass., and that this proposed re- 
vision is based in part on prevailing rates from Florida by rail 
or water. Now, let us ask: What do the communist crack-pots 
want the McAllen shippers to do? They (the communists) say 
this: Let the McAllen grapefruit producer go to the Missouri 
Pacific and the Southern Pacific railroads separately; and, after 
these initial or stem lines in hundreds of different through joint 
routes, have dealt separately with scores and scores of inter- 
mediate and delivering lines, respectively, and have haggled 
over rates and divisions, let us have some rates—meaning as 
many different rates as can be bargained for. Also, let us have 
as many published tariffs as there are separate competing 
routes. 

Under the Attorney General’s theory of rate negotiation 
and tariff publication, all rates would have to be frozen at 
present figures until billions of rates and varying routes and 
divisions were negotiated separately with each carrier. There 
wouldn’t be enough paper and ink in the whole world to take 
Care of the horrendous duplication in freight tariffs. Also, any 
One of good sense must perceive that the negotiations could not 
be completed: within the lifetime of the living. Hence, the final 
Tesult would be that the railroads would have to be stripped 
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of all initiative in the matter of rate making and route making, 
and, the I. C. C. would have to become the maker of all joint- 
line rates and routes. 

As I read the law as now written, each single railroad, and 
all railroads collectively, have the affirmative duty to make 
just, reasonable and non-discriminatory joint-line rates and 
divisions thereof, and, under the policy declared by Congress, 
these rates must not be destructive of any railroad’s, truck’s or 
water carrier's rates and revenues. Therefore, how can the 
railroads or the trucks or the water carriers give effect to the 
plain mandates of Congress without meetings, agreements, con- 
ferences, and joint negotiations among themselves and with 
shippers ? 

There is a good chance, I think, that one member of the 
majority in the Arnoll-Biddle-Burge case, can be brought to 
see the light and the law as now written, provided the railroads 
get hold of a good tariff-publishing agent and present some real 
facts bearing on the significance and the need in the economic 
sense of the agencies that are commonly called bureaus, com- 
mittees, associations, etc. 

In conclusion, I should like to ask this question: On what 
basis can damages (reparation) be made to Georgia without a 
precise prescription of rates on all traffic between Georgia, on 
one hand, and stations in other states, on the other; and, who 
is going to fix these rates? Further, if the rates are fixed, who 
is going to say how they should be divided among the many 
railroads, and what part each shall bear in the computation of 
the damages? I assume, of course, that the Court will leave 
these trifling details to the I. C. C. after it hands down a de- 
cision that will finally compel the I. C. C. to initiate all joint- 
line rates. 

Given just a few more cold, hard facts, I think the minority 
of pow Court can easily become the majority by making one 
convert. 


Houston, Texas, April 12, 1945 H. B. Cummins. 


Administrative Procedure Bills 


Editor the Traffic World: 

This refers to your editorial, “Administrative Procedure 
Bills,” in the April 7 Traffic World. 

Thank you for giving this important activity so much space 
and for the careful presentation of it. Naturally, this has been 
a matter of great concern to our Practitioner Association and 
to the writer personally, and we-are anxious that as many of 
your subscribers as possible will get the true picture. 

Let us not overlook the overall importance of governmental 
administrative agencies as they are coming into such broad 
powers in the last several years. 

While not undertaking to discuss that particular feature 
which takes us into the interest of commerce, industry and edu- 
cation, I would call attention to the threat against our entire 
economic structure in the control of all avenues of our living 
through administrative agencies. 


While the question of practice by different parties before 
these agencies, and, particularly in our field, before the Inter- 
state Commerce Commission is of utmost importance, the over- 
all question of procedure by these governmental groups is of 
still greater importance. 


May I direct your attention to the article in the last num- 
ber of the Practitioners’ Journal, February issue, by Professor 
Beutel, wherein he shows the utter folly of trying to produce 
a law, such as S. 7 and H. R. 1203, to govern the procedure 
of all these agencies? 

Mr. Beutel makes a most careful presentation of real facts 
and careful argument showing how impossible it is for a group 
of lawyers to write a bill that would solve the serious question 
that is before us. Of course, someone must make a start and 
should commend the American Bar Association lawyers for 
their effort; but their experience is inadequate to write a much 
needed law that will serve the public generally and the practi- 
tioners in particular. 


This all argues for having the Interstate Commerce Com- 
mission exempted from this regulation under S. 7 or H. R. 1203 
if it is found that these bills must be pressed for passage at 
this session of Congress. We understand, however, that the 
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bills will be rewritten before they are submitted for committee 
hearings. 
In order to keep these governmental administrative agen- 
cies under proper control by the Congress, and particularly by 
the House of Representatives, a group of laymen and profes- 
sional men, including engineers, accountants, traffic managers, 
practitioners and others who have to do business regularly with 
these government agencies should be selected by the Congress 
for the purpose of making a study and presentation to the Con- 
gressional committees for building up a procedure for all of 
these governmental agencies that will serve the interest of the 
entire group of persons and firms who must be governed by 
these agencies. 
Charles Donley, Secretary, 
Association of Interstate Commerce Practitioners. 
Washington, D. C., April 10, 1945. 


TRADE WITH FRENCH AFRICA 


The Department of State, acting jointly with the French 
Supply Council, the Department of Commerce and the Foreign 
Economic Administration, has made an announcement regard- 
ing the resumption of private export trade to French North 
Africa (Algeria, Tunisia, and French Morocco) and to French 
West Africa. The statement lists items eligible for return to 
commercial channels under agreed supply programs in the 
second semester of 1945. Information as to the lists may be 
obtained from the Department of Commerce and its field offices. 


VESSELS FOR FRANCE 


Allocation of several Baltic-type N3 coastal vessels to the 
French Provisional Government has been approved by the 
War Shipping Administration. Ownership of these vessels would 
remain vested in the United States, said the W. S. A., adding: 


The Josiah Mitchell has been delivered already to the French gov- 
ernment, and four more coasters will be turned over to them provided 
their delivery from the shipyards occurs prior to V-E Day. 

Under terms of the allocation, the vessels are provisionally regis- 
tered under the French flag, then immediately time chartered to W. S. A. 
for operation with French crews in the United Nations pool. 


FRANCE ON MARITIME BOARD 


France has been invited to become the fifth full member 
of the United Maritime Executive Board, with the United States, 
the United Kingdom, Netherlands and Norway, it was an- 
nounced April 30 by Vice Admiral Emory S. Land, U. S. N. 
(retired), War Shipping Administrator and United States mem- 
ber of the executive board. This is the first such invitation 
extended for full membership. Associate members of the board 
are Belgium, Canada, Greece, Poland, India and Australia. 

The invitation from U. M. E. B. was extended to France 
through Rene Mayer, Ministre des Transports, and read: 

Taking into account the widely spread maritime interests of France 
and French overseas territories, the members of the board have con- 
sidered that it would promote the effective working of the central 
authority if the Provisional Government of the French Republic were 
added to the four governments represented on the Executive Board and 
made a recommendation to contracting governments accordingly. The 


concurrence of all the contracting governments in the recommendation 
has now been received. 


FEDERAL BARGE LINE HEAD 

South Trimble, Jr., who has been solicitor of the Depart- 
ment of Commerce for the last twelve years, has been made 
president of the Inland Waterways Corporation, the govern- 
ment barge line agency (see Traffic World, April 21, p. 1060). 
Before he became solicitor of the Department of Commerce, 
Mr. Trimble had been with the Bureau of Internal Revenue 
of the Treasury Department. 

John S. Powell has been acting president of the corpora- 
tion since the resignation of Chester C. Thompson, formerly a 
member of Congress. Mr. Thompson succeeded the late Major 
General T. Q. Ashburn who operated the government barge 
lines for many years. 

The barge line agency, formerly under the control of the 
Secretary of War, was transferred by President Roosevelt to 
the control of the Secretary of Commerce several years ago. 


ALASKA STEAMSHIP AGREEMENT 

The Maritime Commission has approved agreement No. 
7539, between Alaska Steamship Co., and Lomen Commercial 
Co., providing for a cooperative working arrangement whereby 
Lomen Commercial Co. agrees to collect for account of the 
Alaska Steamship Co. all freight and or advance charges due 
Alaska for or on account of all freight delivered by Alaska to 
Lomen’s lighters at ship’s ancrorage at Nome, Alaska, and other 
places in the range from Norton Sound to Kotzebue Sound, 
Alaska, for transportation by Lomen Commercial Co, to shore 
for delivery to consignees, 
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The water transportation and foreign trade committee of 
the Junior Traffic Club of Chicago sponsored ‘Foreign Trade 
Night” May 3 at the LaSalle Hotel. J. Stanton Robbins, man- 
aging director, International House, New Orleans, was the 
guest speaker, introduced by Harry Salinger, vice-president in 
charge of the foreign department, First National Bank. The 
theme of the meeting was selected in honor of the profession 
of Joseph R. Lyons, new president of the club. Chairmen and 
vice-chairmen, respectively, of the club’s standing committees 
have been announced as follows: Air and Express, John P. 
Loughnane, Joseph Arnoff; Army and Navy, Capt. E. J. Callen, 
Arthur W. Judge; Auditing, August C. Gomer, Dalton Peterson; 
Bowling, Wm. F. Schmidt, Emil F. Wingering; Claims and 
Shipping Documents, Bruce Caldwell, Cyril B. Rogers; Edu- 
cational, Louis C. Williams, Roy L. Milbourne; Employment, 
Sidney Diephouse, Axel Erickson; Golf, Kenneth W. Wilson, 
E. A. Carlstrom; Industrial, R. C. Waehner, Claude D. Couch; 
Legal and Legislative, Charles Collins, M. P. Langdoc; Mem- 
bership, Clif. O. Ling, Wm. Bueche; Motor Transportation, 
C. M. McCarter, Charles Malstrom; Pastimes, Wm. P. Mc- 
Laughlin, C. P. O’Connor; Program, Raymond F. Delano, Er- 
nest Wright; Publicity, Richard J. Ward, James L. Merrick; 
Rail Transportation, Frank Bittner, Charles E. Rogers; Recep- 
tion, Ernest Ehrngren, William Butler; Traffic Topics, Edward 
J. Busch, editor-chairman, Orv. Magnuson, assistant editor; 
Visiting, Edward J. Leahy, Russell Barrett; Water Transpor- 
tation, Andre Mouton, Fred J. Waltz. 




























The Transportation Club of St. Paul held a luncheon meet- 
ing May 1 in the Spanish Room of the Hotel Lowry. W. L. 
Harvey, district manager, car service division, Association of 
American Railroads, spoke on “The Organization and Func- 
tions of the Association of American Railroads—Particularly 
the Car Service Division.”” Manley Boozier arranged the pro- 
gram. 








The Women’s Traffic Club of Greater New York held their 
spring luncheon-bridge April 28 at the Hotel Belmont Plaza. 
Ellen A. Watterston, chairman of the ways and means commit- 
tee, handled the affair, the proceeds of which went to the club’s 
charity fund. The following nominating committee was elected 
at the meeting: Chairman, Katheryn Towers, Canadian Na- 
tional Railways; Sarah O. Seamer, Universal Carloading and 
Distributing Co.; Emilie M. Dalton, Kennedy Menke Co., Inc.; 
Georgia C. Workman, The Oliver Corporation; and Helen P. 
Harrington, Wells Fargo Carloading Co. The club will stage 
a “Mothers’ Night” dinner May 8. Margaret M. Horn will be 
chairman for the night. 















The Women’s Traffic Club of Oakland will hear Kenneth 
Campbell, manager of the World Trade Department of the 
San Francisco Chamber of Commerce, at its dinner meeting in 
the Athens Athletic Club, May 8. Ralph J. Boomer, president 
of the Oakland Foreign Trade and Harbor Club, will be the 
guest of honor. Mr. Campbell will speak on the ‘National 
Issues Facing Foreign Traders,” and Mrs. Marie McLaurin will 
be chairman of the evening. 












The Traffic Study Club of Akron will hold its 26th annual 
dinner May 15 in the Mayflower Hotel. The speaker of the 
evening will be Les Allman, vice-president, Fruehauf Trailer 
Co., and his subject: “Highway Transportation of Tomorrow.” 
The nominating committee, consisting of Ed Swartz, chairman, 
H. L. Kaufman, and A. R. Walton, have nominated the fol- 
lowing: President, A. R. Kress, traffic manager, Colonial Salt 
Co.; first vice-president, C. R. Burr, district freight agent, 
Pennsylvania Railroad, and Paul Clark, division passenger 
agent, Erie Railroad; second vice-president, Phil Amato, dis- 
trict manager, Caldwell Motor Freight, and Ross Dorsett, presi- 
dent, All States Freight, Inc.; secretary, J. A. Gee, general 
foreman, chemical division, B. F. Goodrich Co.; treasurer, Nate 
MeNatt, cashier, Akron, Canton & Youngstown Railroad, and 
E. O’Hara, traffic manager, Dixie-Ohio Express, Inc. Directors: 
R. W. Whettstyne, traffic manager, Firestone Tire & Rubber 
Co.; R. W. Corns, assistant traffic manager, B. F. Goodrich Co.; 
R. Bailey, traffic manager, General Tire & Rubber Co.; L. B. 
Seitters, traffic manager, A. Schulman, Inc.; John Baughman, 
Morrison Motor Freight Line, Inc.; Jack Gaynor, terminal 
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manager, Hayes Freight Line; Chas. Iden, dispatcher, Road- 
way Express, Inc.; Harry Mayer, traffic manager, Yankee Lines, 
Inc.; F. N. Seitz, chief clerk, Baltimore & Ohio Railroad; 
C. F. Lauer, commercial agent, Erie Railroad; R. W. Smith, 
freight representative, Pennsylvania Railroad; W. F. Henry, 
chief clerk, A. C. & Y. R. R. 





Graduation exercises of the Traffic and Transportation As- 
sociation of Pittsburgh, School of Traffic, were held recently 
with 26 members in the class. G. Lloyd Wilson was the speaker 
for the occasion, and R. H. Miller, freight traffic manager, 
Pennsylvania Railroad, was toastmaster. 

Officers and members of the board of the Associated Traf- 
fic Clubs of America are balloting by mail on the application 
for membership of the Traffic Study Club of Akron. 





The Women’s Traffic Club of Louisville wili hold its 
monthly dinner meeting at Canary Cottage on May 10. Guest 
speakers will be Carl H. Geiser, representative of the Red Cross 
and also of the Louisville & Nashville Railroad, who will show 
a colored sound film, “They Need Not Die,” covering the 
method of taking and processing blood; Sgt. Jack Dorton and 
Private Robert E. Sechrist, of Nichols Hospital. 





Lloyd Fehrman, manager, Wilson Forwarding Company, 
was elected President of the Sioux City Traffic Club at the 
annual meeting, April 25 at the Mayfair 
hotel. The election was held in conjunc- 
tion with a ladies’ night party. Other 
officers named were: Clyde Zane, first 
vice-president; Dean Tucker, second 
vice-president, and Howard Youngdahl, 
secretary-treasurer. Elected to serve 
on the board of directors, were: Motor 
carrier division, Paul Beck and A. T. 
Easley for terms of two years, and 
William Keeney for a term of one year; 
industrial division, for two year terms; 
Ole Brewick and Roy Folkins, for one 
year term, E. L. Ross; railway division, 
for two year terms, Roy Aronson and 
A. L. Lauser, for one year term, Floyd 
Koll. W. L. Lunquist is the club’s re- 
tiring president. New officers and direc- 
tors were introduced, and Mr. Fehrman 
announced plans for the coming year. In addition to those 
elected to the board of directors, the retiring president auto- 
matically becomes a member of the board, in addition to which 
two members will be appointed from the membership at large 
to serve a term of one year each. 





The next regular dinner meeting of the Berkshire County 
Traffic Association will be held in the club rooms of the Clarks- 
burg Sportsmen’s Club (better known as ‘Petey Dink’s’”) at 
North Adams, Mass., May 16. William R. Sage, chairman of 
the entertainment committee, has arranged the program for the 
evening. Other chairmen appointed by President James J. Knox 
at the April meeting were: Membership, Elbert Dingwell; Pub- 
lic Affairs, James Urguhart; Reception, Remington Elting; 
House, Clarence C. Decker; Finance, Henry V. Rabouin. The 
club is conducting a membership drive, to terminate May 16. 








James A. Wooten, air cargo manager, American Air Lines, 
will be the speaker at the next regular evening meeting of the 
Traffic Club of Newark, to be held in the Robert Treat Hotel, 
May 7. The nominating committee will be elected at that meet- 
ing. The club’s annual spring dinner dance will be held in the 
hotel on May 26. 

The Twin City Women’s Traffic Club sponsored a luncheon 
meeting of the Traffic Club of Minneapolis in the grand ball- 
room of the Hotel Nicollett May 3. Mrs. Virginia Safford, 
columnist for the Minneapolis Star-Journal, just returned from 
South America, had for her subject “South American Report— 
Uncensored.” The Star-Journal girls’ chorus sang. Members 
are asked to vote in the election of directors on May 7. 





Capt. James G. Pate, public relations officer at Camp For- 
rest, told members of the Nashville Traffic and Transportation 
Club, April 28, about the American policy in the treatment 
of prisoners of war. New officers of the club were installed. 





The monthly meeting of the South Bend Transportation 
Club will be held in the Bronzewood Room, LaSalle Hotel, 
May 14. This will be “Air Lines’ Night” and a sound movie 
‘Mission of the Air Transport Command” will be shown. Major 
G. L. Hall, manager, 570th A. A. F. Base Unit, Bendix Field, 
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South Bend, will speak. Proposed by-laws of the club have 
been sent to members for discussion at this meeting. 





The Traffic Club of Memphis announces a golf outing for 
May 22 at the Colonial Country Club. Lunch and dinner will 
be served at the country club, the dinner on reservation only. 
The club also announces its closing meeting of the season for 
the evening of May 14 at Hotel Gayoso. 





The Pacific Traffic Association of San Francisco, Inc., will 
stage its annual ‘Railroad Night” in the Palace Hotel Gold 
Ballroom, May 22, with cocktail hour at 8:30, and dinner at 
7:30 p. m. The meeting will be dedicated to the railroads of 
America and to the Railroad General Agents Association of 
San Francisco. C. E. Johnston, chairman, Western Association 
of Railway Executives, Chicago, will be the guest speaker, and 
Merten B. Baker, general agent of the Chicago, Burlington & 
Quincy Railroad will be chairman. Mr. Johnston’s speech will 
be broadcast by N. B. C. 





The Traffic Club of Kansas City will hold its annual spring 
dinner dance May 12 in the Continental Room of the Hotel 
Continental. William A. Heider is chairman of the club’s enter- 
tainment committee. The club’s first golf tournament will be 
held May 18 at Swope Park, according to an announcement 
by George E. Stroup, chairman of the recreation committee. 





The Traffic Club of New York will hold a reception-dinner 
dance, the first of its kind for a number of years, in the Grand 
Ballroom of the Hotel Biltmore, May 5. 





The luncheon meeting of the Traffic Club of St. Louis on 
May 7, in the Gold Room of the New Hotel Jefferson will be 
designated “Railroad Day” and will be under the direction of 
Connie Dinkelkamp. E. H. Henken, representative of the 
Missouri-Kansas-Texas Lines, Cincinnati and Louisville, will be 
the speaker. 

The Women’s Traffic Club of Milwaukee will hold its 
monthly dinner meeting at the Schroeder Hotel Club Rooms 
on May 14. Andre Mouton, general western agent, Board of 
Commissioners, Port of New Orleans, Chicago, will talk on “The 
History and Romance of Transportation.” 





AITCHISON LUNCHEON AT MIAMI 


But for the standardization of American railroad equipment 
and methods this country might have lost the war, Commis- 
sioner Aitchison said at a luncheon in his honor, arranged for 
May 1 in Miami by the Miami Chamber of Commerce, the 
Greater Miami Traffic Association, and the Traffic Club of the 
Miami Chamber of Commerce. Almost 200 civic and trans- 
portation officials attended the affair, which followed Commis- 
sioner Aitchison’s return to. the United States from a mission 
to Brazil, undertaken at the request of the Office of Inter- 
American Affairs. 

Commissioner Aitchison said obstacles to rail development 
in Brazil were lack of standardized equipment, slowness in 
developing inland waterways, sharp upgrades between the 
ocean and the interior, and the lack of an adequate domestic 
supply of fuel. Difference in gauge and equipment made it 
impossible to transfer freight without a transfer of lading, he 
said, but observed that Brazil had recently begun to develop 
certain of its railroad facilities. That, he said, would mean a 
distinct step toward standardization. 

While in Brazil, Commissioner Aitchison explaining the 
American system of transportation in lectures and motion pic- 
tures to Brazilian engineers and traffic men. 

He said he had been tremendously impressed by the great 
use that our armed forces had made of Brazilian territory. 


CHICAGO PERFECT SHIPPING MEETING 


In reporting the joint perfect shipping meeting of the Mid- 
West Shippers’ Advisory Board and the Traffic Club of Chicago, 
held April 26 (see page 1136 of the April 28 Traffic World), 
T. J. O’Shaughnessy, public relations officer of the Chicago, 
Rock Island & Pacific Railway Co., was said to have asked 
those present to do whatever seemed good to them to assure 
passage of the Boren and Bullwinkle bills. The reporter in- 
correctly described the bills, Mr. O’Shaughnessy having properly 
described the Boren bill as proposing repeal of land grant rates 
and the Bulwinkle bill as covering the approval of conference 
methods of rate-making. 


CHANGE IN DOCKET 


Hearing in MC 11753, Sub. 7, assigned for May 4 at Brooklyn, N. Y., 
was postponed to date to be fixed. 









Limitation of Actions—Motor Carrier— 
Overcharges 


Illinois. — Question: Your depart- 
ment has invariably held that Parts II 
and IV of the act do not provide a stat- 
ute of limitation for the collection of 
overcharges; hence, the statutes of the 
several states govern such actions. See 
Traffic World of March 18, 1944 (An- 
swers to Ohio and Iowa). 

We would appreciate. advice as to 
which of the statutes apply, those that 
relate to contract and debt, or the intra- 
state motor carrier act, on interstate 
traffic. 

There are several motor carriers that 
interpret a ruling from the Interstate 
Commerce Commission, bureau of mo- 
tor carriers, that the statutes of the 
state apply, to mean, the statute of lim- 
itation on overcharges as provided under 
the motor carrier act, which act, to the 
best of our knowledge, may only be in- 
voked where there is involved an intra- 
state shipment. 

May we anticipate your courtesy in 
answering the question raised supported 
by any citation that is available? 

Answer: Unless statutory provisions 
of the several states, under which motor 
carriers are regulated with respect to 
their intrastate transportation, contain 
provisions fixing periods of limitation 
which are specifically applicable to in- 
terstate transportation, the motor car- 
rier acts of the states can have no appli- 
cation to intertsate shipments. 

A bill recently introduced in the Sen- 
ate, S. 864, has for its purpose the fixing 
of a limitation period for shipments 
moving in interstate commerce. 


Tariff Interpretation—Applicable Rating 
on Tank Car Heater Outfits 


Pennsylvania.—Question: I have just 
noted your answer to Minnesota, on page 
942 of the Traffic World of April 7. 

In suggesting that the article might 
be rated as machinery, N. O. I. B. N., 
haven’t you overlooked the basic mean- 
ing of the word machinery? The article 
as described is essentially a boiler on 
wheels. A boiler produces power; ma- 
chinery merely uses or utilizes that 
power. It is significant to note that the 
Classification Committee has not listed 
boilers under the generic heading of ma- 
chinery or machines, and it is this writ- 
er’s opinion that no type of boiler could 
be classed as machinery, N. O. I. B. N., 
unless an integral part of a machine, 
i. e., a locomotive, roller, or shovel. 

Item 4940 of the Consolidated Freight 
Classification No. 16 would seem to be 
broad enough to cover the articles as 
described by your correspondent, using 
the analogy provisions of Rule 17. 

Answer: If the analogy rule is to be 



























































used, the rating on outfits, would, in our 
opinion, be applicable. 


Penalty for Misdating of Bill of Lading 


Connecticut.—Question: What is the 
law or ruling in reference to the im- 
proper dates on bills of lading? 

Answer: Section 41 of the bills of lad- 
ing act provides: 


Any person who, knowingly, or with intent 
to defraud * ** issues or aids in issuing or 
procuring the issue of, or negotiates or trans- 
fers for value, a bill which contains a false 
statement as to the receipt of the goods, or as 
to any other matter, * ** shall be guilty of 
a misdemeanor, and upon conviction, shall be 
punished for each offense by imprisonment 
not exceeding five years, or by a fine of not 
exceeding $5,000, or both. 


It would appear that this provision of 
the bills of lading act is applicable to 
the misdating of a bill of lading by a 
shipper, although we locate no cases so 
holding. See, however, Browne vs. Union 
Pacific Railroad Company, 267 U. S. 255. 


See, also, the orders of the Commis- 
sion of Jan. 20, 1910 and November 17, 
1910, referred to in its third supplemen- 
tal order of May 20, 1911, relative to 
irregularities in dating of bills of lading. 


Tariff Interpretation — Application of 
Rule 12 of Consolidated Freight 
Classification and Rule 11 of Na- 
tional Motor Carrier Classification 


Texas.—Question: There has been a 
great difference of opinion in this ter- 
ritory relative to the applicable rating 
to be applied to a commodity listed and 
other articles classified the same or 
lower. This.term is now being used by 
a great number of the shippers, par- 
ticularly on government bills of lading. 

Is it proper to use an exception rating 
when this term is listed on the bill of 
lading? In our opinion the classification 
rating should apply for the following 
reasons: 


1. We do not believe that the ordinary 
shipper has the necessary tariffs on file to 
be in a position to know if every article in 
that particular shipment is classified the same 
or lower on every movement that is made 
from his place of business. 


2. Since the exception ratings covering one 
particular territory are not the same as in 
another tariff covering another territory and 
since the shippers use the same bill of lading 
with OACSOL printed thereon covering move- 
ments into all territories we do not believe 
the shipper is in a position to know if every 
article is classified the same or lower under 
the applicable exceptions tariff. 


3. Since this term is used in general over 
all territories we believe that the correct 
rating should be obtained from the current 
National Motor Freight Classification. 

4. We have been advised by several gov- 
ernment agencies that what they meant by 
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the term OACSOL was in connection with the 
National Motor Freight Classification. 


We would very much appreciate your 
advising the writer of your opinion on 
the above. 

Answer: Section 3 of Rule 12 of the 
Consolidated Freight Classification No. 
16 reads as follows: 


The charge for a package containing freight 
of more than one class shall be at rating pro- 
vided for highest classed freight in the pack- 
age, and on shipments subject to CL rating 
the highest CL minimum weight provided for 
any article in the package will apply. All 
the articles need not be specified on shipping 
order or bill of lading, but on LCL shipments 
only one of the articles taking highest rating, 
and on CL shipments one of the articles tak- 
ing the highest rating, and one of the articles 
taking highest CL minimum weight; in such 
instances following notation must also appear 
on shipping order and bill of lading: ‘‘And 
other articles classified the same or lower.’’ 


Rule 11 of the National Motor Freight 
Classification No. 7 reads as follows: 


The charge on a package containing freight 
of more than one class shall be at the rating 
provided for the highest classed article in 
the package, and on shipments subject to 
volume ratings, the minimum weight will be 
the highest minimum weight provided for any 
article in the package, except as otherwise 
provided herein. 


The rule next above provides the ap- 
plicable rating on a package containing 
freight of more than one class, and is 
in part identical with the provisions pub- 
lished in Section 3 of Rule 12 of 
Consolidated Freight Classification. How- 
ever, the National Motor Freight Classi- 
fication does not contain a provision sim- 
ilar to that in the Consolidated Freight 
Classification to the effect that all the 
articles need not be specified on ship- 
ping order or bill of lading, and that 
in such instances notation “And other 
articles classified the same or lower” 
must appear. 

If motor carrier freight bills of lading 
are being executed that list only the 
highest rated commodity with the in- 
sertion OACSOL, they are being exe- 
cuted without tariff authority. How- 
ever, it is not a certainty that tariff 
authority is essential to the validity of the 
practice, as it is merely a method of 
billing. 

The lowest rating, whether that pro- 
vided in the National Motor Freight 
Classification or that provided in an ex- 
ception tariff, is applicable when the rate 
tariffs are governed by the exceptions 
tariff, regardless of whether shippers 
have the exception tariffs in their files. 


Demurrage—Defect in Car Placed 
for Loading 


Michigan.—Question: If a car in the 
yard of an industry doing its own switch- 
ing develops an owner defect that makes 
it unsuitable for outbound loading (orig- 
inally ordered into industry empty to 
load out), should the industry be as- 
sessed demurrage under Rule 6-B of the 
demurrage code or what charges do ap- 
ply, in your opinion, if the industry is 
compelled to return the car empty to 
the carrier? 


Answer: It is the duty of a common 
carrier to furnish equipment suitable for 
the safe transportation of goods. If the 
empty ordered for loading was defective 
at the time it was given to you, demur- 
rage should not be assessed thereon. 
The car should, however, have been re- 
turned without delay to the interchange 
track serving your industry. 

If, on the other hand, the car was in 
suitable condition for safe loading when 
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“HISTORY REPEATS ITSELF 


‘‘Hardly a port of Europe there was, 
from Archangel to Trieste, where the 
Yankee trader was not as familiar as 
the seasons; hardly an _ occasion 
where he was not present with some- 
thing to swap. As Nelson’s fleet lay 
licking its wounds after Trafalgar, 
who should heave in sight but the 
ship Ann Alexander of New Bedford, 
Captain Loum Snow, with a cargo of 


lumber, flour and apples—just what 
the fleet needed !”’ 


—RMorison’s Maritime History. 


History repeats. Once again a vast 
new American Merchant Marine car- 
ries to the battlefronts the supplies 
that are needed. In the postwar 
period, this great American Merchant 
Marine, sailing the seven seas with 
‘something to swap”’ will bring pros- 
perity to the American farmer, labor 
and industry. Heavy production, 
without a means of distribution, is a 
national handicap. An adequate 
American Merchant Marine is the 
substantial basis of foreign trade to 
and from other nations. 


*Repeat Performance ... Stewart Holbrook, noted author, 
stated: “This was the most outstanding 1944 advertisement 
typifying the American Merchant Marine.” 
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placed in conformity with the order for 
an empty car for loading and the defect 
noted, occurring after delivery, was due 
to the fault of the industry, the car 
would, in our opinion, be subject to 
Rule 6, Section B, of the Demurrage 
Tariff. 


Liability for Mixing Oil 


Louisiana.—Question: This refers to 
your answer to Canada, page 1310, Traf- 
fic World, May 16, 1942, relative to lia- 
bility of party to whom carrier deliv- 
ered goods in error. 

It is assumed that, in the cases cited, 
the parties receiving the goods derived 
benefited therefrom, but we are con- 
fronted with a case involving different 
circumstances. 

Through error, we delivered a car of 
low grade road oil to a government res- 
ervation. Cars delivered to this reserva- 
tion are supposed to be carded and ac- 
companied by billing. This car was not 
carded nor accompanied by billing, but 
was unloaded into a storage tank con- 
taining high grade airplane lubrication 
oil. The mixture of the two grades ren- 
dered both shipments unfit for the pur- 
pose intended and it was sold to the 
highest bidder, for account of whom 
concerned, with the consent of both par- 
ties. 

The price obtained was lower than the 
price of either commodity. The carrier 
has reimbursed shipper for the value of 
the shipment converted and has offered 
to pay the government for the number 
of gallons of oil that was in storage tank 
at the price per gallon obtained for the 
mixture. On basis of this proposal car- 
rier’s loss would be about $500 and the 
government’s $600. 


Please advise your opinion as to the 
responsibility as between carrier and 
government, quoting any authorities that 
may have a bearing. 


Answer: Liability to the government, 
it appears, depends upon whether the 
entire fault lies with the carrier or 
whether there was negligence on the 
part of both parties. If the former, the 
carrier is liable for the difference be- 
tween the market value of both oils and 
the value of the mixture. If the latter, 
the compromise basis suggested appears 
reasonable. 


Damages—Cost of Repairs or 
Reconditioning 


Michigan.—Question: We would ap- 
preciate your opinion, supported by court 
cases, if possible, as to the measure of 
damages under the following circum- 
stances. 

A shipment arrived at destination wet 
and, accordingly, of no value insofar as 
the consignee was concerned. The ship- 
per, however, could realize considerable 
salvage by reworking the material. The 
merchandise was returned to the con- 
signor and immediately replaced from 
stock by it and forwarded to the con- 
ope thereby completing that contract 
of sale. 


The shipper reworked the material 
and, in computing its claim, charged the 
carrier for the full invoice value on the 
weight returned, less the scrap value. 
In computing the value of the scrap, 
consideration was given to the shipper’s 
cost of rehandling the entire shipment. 

Under the method outlined, the ship- 
per has made a duplicate sale, that to 
the original consignee and one to the 
carrier of the damaged shipment. Should 
not the measure of damages be curtailed 
to the shipper’s manufacturing cost, less 


scrap value, instead of being based on 
the invoice price to the consignee ? 

Answer: Where the goods are injured 
during transportation, or part of them 
is lost, it is generally held that the con- 
signee cannot abandon the consignment 
and sue for the full value, but must ac- 
cept the goods as tendered, or the portion 
tendered, and sue for damages. 


Where the goods are so materially 
damaged as to destroy their value, the 
consignee may, of course, refuse to ac- 
cept and sue for the full value, since in 
that event nothing that the consignee 
might do would lessen the loss and so 
diminish the carrier’s liability. 

The fact that the shipper made a 
duplicate shipment should, we think, be 
disregarded, as that shipment is not in- 
volved in the claim. The claim covers 
the injured shipment. When shipments 
are injured during transportation it is 
the duty of the shipper or consignee to 
minimize the loss. If he does so, he is 
entitled to the difference between the 
market value of the goods in an unin- 
jured condition and the ,market value 
after reconditioning, plus cost of recon- 
ditioning, if such value exceeds the cost 
of reconditioning. 


See our answer to Pennsylvania, page 
1698 of the December 30, 1944, Traffic 
World, under the caption “Damages— 
Cost of Repairs.” 


Tariff Interpretation — Application of 
Section 1-A of Rule 15 of Consolidated 
Classification Freight Classification. 


Massachusetts.—Question: May I have 
your opinion of the following shipment? 


Commodity: Electric transformers 
from Pittsfield, Mass., to San Francisco, 
Cal., weight 18,000 pounds. 


Exceptions to the Official Classifica- 
tion, Agent I. N. Doe’s I. C. C. 515, pro- 
vides a class 70 rating on less than car- 
loads in Item 1830, page 130. 


A carload rating of 40 per cent ap- 
plies, in Item 2655, page 162, minimum 
weight 30,000 pounds. 


Agent I. N. Doe’s tariff I. C. C. 362 
provides a rate of $1.11 per 100 pounds 
on less than carloads and 63 cents on 
carloads, minimum weight 30,000 pounds, 
to Chicago. 

Agent Kipp’s tariff I. C. C. 1507, in 
Item 4455,:provides a less than carload 
rate of $2.40 per 100 pounds from Chi- 
cago to San Francisco. 

Consolidated Freight Classification 
Rule 15 provides, in effect, that, if the 
freight charges on a less than carload 
shipment exceed the carload minimum 
charges, the letter will govern, and the 
freight charges may be adjusted accord- 
ingly. 

If my interpretation of Rule 15 is cor- 
rect, the 18,000 pound shipment would 
have to be rated as follows: 18,000 
pounds as 30,000 pounds at 63 cents per 
100 pounds to Chicago, and the actual 
weight (18,000 pounds) from Chicago to 
San Francisco at $2.40 per 100 pounds, 
keeping in mind, of course, that no spe- 
cial service has been asked for, and the 
reason for rating the shipment as above 
A in keeping with the meaning of Rule 


Answer: Section 1, paragraph *(a) of 
Rule 15 of Consolidated Freight Classi- 
fication No. 16 reads as follows: 


Except as provided in Section 2, the charge 
for a L. C. L. shipment must not exceed 
the charge for a minimum carload of the 
same freight at C. L. rate; the charge for a 
car fully loaded must not exceed the charge 
for the same lot of freight if taken as a 
L. C. L. shipment. 
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As the charges to Chicago based on 
the actual weight of 18,000 pounds at 
the less than carload rate of $1.11 per 
100 pounds exceed charges based on the 
minimum weight of 30,000 pounds at the 
carload rate of 63 cents per 100 pounds, 
the applicable charge under the pro- 
visions of Rule 15, quoted above, is that 
based on the carload rate for a minimum 
carload. 


We assume that charges based on the 
less than carload rate from Chicago to 
San Francisco are lower than charges 
based on the carload rate for a mini- 
mum carload. 


Tariff Interpretation — Application of 
Liberalized Packing Requirements to 
Articles Shipped Loose. 


California.—Question: Please refer to 
Item 380, page 25, of Pacific Freight 
Bureau Tariff 255-C, I. C. C. 1427; also 
to Item 13105 of Consolidated Freight 
Classification No. 16, providing a rating 
of 3rd class, loose, and 4th class, crated, 
on clay flue lining. 

Will you advise us if, in your opinion, 
the 3rd class rating will apply on a ship- 
ment of flue lining, loose, or whether 
Item 380 of the above tariff authorizes 
the use of the lowest rating provided in 
the classification on such shipments mov- 
ing between points covered by the tariff. 


Do the last six words of the rule, rul- 
ing, “in connection with the rating ap- 
plied,” apply to the rating applied in 
connection with the classification descrip- 
tion, or to the rating applied in connec- 
tion with the classification description, 
or to the rate applied on the shipment? 
It is our opinion that, if it was the in- 
tention to refer to the rating applied on 
the shipment, the words after the words 
“in bulk” in the last paragraph of the 
rule are superfluous as the classification 
itself would authorize the use of the 3rd 
class rating. 


Answer: Item 380 of the tariff to which 
you refer, reads as follows: 


Except as otherwise provided articles are 
not subject to the packing requirements of 
the current Western Classification or Current 
Exception Sheet, but may be accepted for 
transportation in any container or shipping 
form (except tank cars) providing such con- 
tainer or form of shipment will render the 
transportation of the freight reasonably safe 
and practicable. 

Except otherwise provided, if two or more 
ratings are provided for an article in the 
form in which it is shipped (e. g. set up or 
knocked down, nested or not .nested, com- 
pressed or not compressed, folded flat or not 
folded flat) subject to different packing re- 
quirements the lowest of such ratings will 
apply. (See Exception.) 

In no event will the liberalized packing pro- 
visions authorized by this item be construed 
as permitting articles to be shipped loose or 
in bulk unless that form of shipment is spe- 
cifically provided for in the current Western 
Classification, as modified by current excep- 
tion sheet in connection with the rating 
applied. 


It is our opinion that the 3rd class 
rate, and not the 4th class rate, will ap- 
ply on a shipment of flue lining when 
shipped loose. 


Our interpretation of the wording of 
Item 380 of Pacific Freight Tariff Bureau 
Tariff No. 255-C, to which you refer, is 
that articles can be shipped loose only at 
the rating which applies under the classi- 
fication on shipments in bulk. 


In our opinion, the last paragraph of 
Item 380 in effect provides that articles 
shipped loose must be rated at the rat- 
ing provided in the classification for 
articles shipped loose. 






















m~earirv OO S otwH / 


TaAOM 


May 5, 1945 


get protection 








here...: 





Eggs for eating 
get protection here.... 





= SS Se ST: 


General American refrigerator cars keep foods FRESH 












——— 
| Saga a = —_ _— — — ~ 


| 
| 















SCIENTIFICALLY 
TESTED INSULATION 


gives protection en route 


GENERAL AMERICAN 
CONSTRUCTION 


extends protection for your 
shipments 















SKILLED 
CAR MAINTENANCE 


means greater refrigeration 
efficiency 


CORRECT CAR DIMENSIONS 
FOR EGG SHIPMENT 


reduce breakage to give 
you additional economy 








Vp ee UNION REFRIGERATOR TRANSIT LINES 


A DIVISION OF 


GENERAL AMERICAN TRANSPORTATION 


CORPORATION 







Builders and operators of specialized railroad freight cars * Bulk liquid storage 
terminals * Pressure vessels and other welded equipment * Aerocoach motor 
coaches * Process equipment of all kinds * Fruit and vegetable precooling service 





1202 


PACKAGING ENGINEERS AND CLAIM PREVENTION 


Two lively question and answer periods marked the meet- 
ing of the Industrial Packaging Engineers Association of Amer- 
ica at the Sherman Hotel, Chicago, April 30. R. Frank Weber, 
president of the packaging association, turned the first half of 
the meeting over to A. L. Green, special representative of the 
Association of American Railroads. He spoke on major causes 
of loss and damages and opportunities to cooperate in the re- 
duction of those losses, and introduced Roy M. Buffiington, 
inspector, insurance department, Pennsylvania Railroad, Phila- 
delphia, who talked on “Approved Practice in the Carloading 
of Freight.” 

This was followed by a panel discussion presided over by 
Mr. Green, with the following as members of his panel: J. S. 
Smith, auditor of claims, Chicago district, Railway Express 
Agency; G. A. Fitzgerald, Keeshin Motor Express; E. F. 
Stecher, general traffic manager, Stewart-Warner Corporation; 
Don L. Quinn, Don L. Quinn Co.; and H. B. Meinhardt, special 
agent, packing department, Chicago, Burlington & Quincy Rail- 
road; and C. F. Jackson, head of the freight claim section of 
the American Trucking Associations, Inc., Washington. 

Mr. Weber then turned the meeting over to Rexford 
Keyes, in charge of the loading section for the Chicago ord- 
nance district. He spoke on “Modern Methods in Carloading 
Developed to Meet the Needs of Wartime Shipping,” and con- 
ducted a panel discussion with the following assistants: W. A. 
Baldwin, Acme Steel Co.; A. Larson, Gerrard Steel Strapping 
Co.; J. M. Moon, Signode Steel Strapping; and O. P. Powers, 
Stanley Works. After the panel discussion Mr. Keyes showed 
a film demonstrating actual carload tests of shipments of small 
arms ammunitions, and the results on loads due to switching 
impacts at various speeds. 

Mr. Weber announced that the success of the Milwaukee 
chapter of the association had resulted in a decision to set up a 
Chicago chapter, which, he said, would take over meetings on 
matters of local interest. 


SEAMEN’S PAY ADJUSTMENTS 


In anticipation of the end of hostilities in Europe and in 
view of changes in war hazard at sea, the Maritime War Emer- 
gency Board has announced that adjustments in area and voyage 
war risk bonuses for seamen employed in the American mer- 
chant marine will be discussed with steamship operators and 
maritime trade unions in Washington May 12. 

The Maritime War Emergency Board was appointed by 
President Roosevelt on December 19, 1941, pursuant to an 
agreement reached on that date between representatives of the 
maritime industry and labor organizations involved, and in 
accordance with their joint request that he name a board to 
expedite and coordinate the war efforts of the maritime in- 
dustry. 

In the announcement of the meeting, the board proposes 
to make adjustments in bonuses in the Atlantic Ocean and 
adjoining waters in two steps based on the extent and degree 
of reduction in hazard in these areas. Continuing, it said: 


Upon determination of substantial changes in hazard in the Pacific 
Ocean and adjoining waters, bonus rates for these waters will be appro- 
priately adjusted depending upon the degree of risk in specific areas. 

The board stated that it did not propose to make any change in the 
vessel attack bonus now in effect. 

The board also stated that the foregoing proposals for adjustments 
in bonus are in accordance with the overall program which the board has 
had under consideration since August, 1944, of establishing a world-wide 
floor of 3314% ($40 monthly minimum) below which voyage bonus rates 
would not be reduced during the period of the war. 

The Maritime War Emergency Board is comprised of Captain Ed- 
ward Macauley, U. S. N. (retired), member of the United States Mari- 
time Commission and deputy administrator, War Shipping Administra- 
tion; Frank P. Graham, president, University of North Carolina, Chapel 
Hill, North Carolina; John R. Steelman, former director of the United 
States Conciliation Service, Washington, D. C. 


Cc. M. F. A. ANNUAL MEETING 
The annual meeting of the Central Motor Freight Associa- 
tion will be held at the Palmer House, Chicago, June 6, in the 
afternoon. In the evening, the association will hold its annual 


dinner at the same hotel. Announcement as to the speaker at 
the dinner will be made later. 


c. & 0. EQUIPMENT CHANGES 


W. C. Hull, traffic vice-president of the Chesapeake & 
Ohio Railway Co., told a luncheon meeting of business men 
at Charleston, W. Va., that a new streamlined train, to be 
designed for the C. & O., will include many new and attrac- 
tive features and will be powered by the new steamturbine- 
electric locomotive. He said the train would be used in fast 
daylight travel between Washington and Cincinnati. 

The C. & O. has also announced the introduction of twin, 
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two-unit combinations of diner and kitchen-pantry-dormitory 
cars on the Cincinnati-Virginia section of its “George Washing- 
ton” eastbound and on the west-bound section of the “Fast 
Flying Virginian.” The dining car units, it is said, will accom- 
modate as many as sixty-four passengers at a sitting, while 
each of the companion units, joined to the diner by a dia- 
phragm, has a modern pantry and kitchen, two staterooms ac- 
commodating four cooks and eight waiters, and a double bed- 
room for two stewards. The announcement says this arrange- 
ment for “sleeping” the dining car crew aboard the units makes 
possible the synchronization of the dining car schedules of the 
two sections, adding that the usual “layover” and dispersal of 
dining car crews at stop-over towns would prelude this co- 
ordinated use of the two-unit dining car facilities. 


ADDED TRACK FOR PENNSYLVANIA 


Construction of a third track between Bucyrus and Crest- 
line, O., and accompanying changes in traffic control, has been 
begun, according to vice-president James M. Symes, of the 
Pennsylvania Railroad. The third track, approximately nine 
miles long, will become the westward main track, he says, and 
will give the Pennsylvania three tracks between the points 
mentioned. An enlarged power interlocker at Crestline will 
replace present equipment and control present main track 
switches east and west of Crestline passenger station, as well 
as the new double signaling on the middle track (for handling 
traffic eastward or westward), and all switches from the west 
end of Crestline yard to Bucyrus. 


G. I. Railroading in Germany 


_ The 732nd, 723rd, and 740th Railway Operating Battalions, 
in the language of military news of an earlier day, were “promi- 
nently mentioned in despatches” from the headquarters of the 
communications zone of the army’s European Theater of 
Operations in connection with the break-through into Germany. 
To the 732nd went the honor of operating the first train to 
cross the German border, taking a load of ammunition to 
General Patton’s 3rd army at Perl, in the Moselle Valley. On 
March 8, the 740th set up headquarters at Aachen, great Ger- 
man rail center. The first military railway service personnel 
to cross the Rhine were members of the 708th Railway Grand 
Division. 

A War Department release says it has been possible to 
rehabilitate German railroads to the Rhine Valley because of 
the scientific bombing of stations and the sparing of many of 
the years. In the Cologne-Hippes yard, it says, “vast numbers” 
of loaded and empty cars were found by reconnaissance parties 
of the 708th. 

The crew, made up of personnel of the 732nd, that took 
the first train of ammunition across the German border, was 
headed by Lt. James R. Holmes, of Chicago, employed by the 
Chicago & North Western before he entered the army. In 
the 708th personnel that crossed the Rhine on March 10 were 
Lt.-Col. John D. Drury, liaison officer of the 2nd Military Rail- 
way Service; Capt. Paul W. Pleasant, chemical engineer of 
the 708th, and Pvt. 1st Class John H. Hollman. Master Set. 
William H. Guild, Jr., of Omaha, formerly of the Union Pa- 
cifis, was in charge of the 723rd crew that ran the first train to 
the Rhine River bridge at Wessel on March 25, and in the 
crew of seven was Technical Sgt. Joseph J. Kaschuluk, of Staf- 
ford Springs, Conn., formerly with the Central of Vermont 
Railway. 

Exemplifying operations of the 708th the release said that, 
in the 24-hour period ending a minute before midnight March 
22, the division handled and delivered to the armies at forward 
railheads 2,342 loads representing the movement of 29,788 net 
tons, while handling in the same period of time three dead- 
head passenger equipment trains, 8 main trains (troop trains), 
two prisoner of war trains, and 31 empty trains with 975 
empty cars. Practically all of the movement, it said, took place 
over 352 miles of single and double trackage, 140 miles of 
which was “Phase I operation (strictly GI) or 40 per cent of 
the total mileage involved.” 

The 740th, that set up headquarters at Aachen, is the 
Chesapeake & Ohio sponsored unit, under the command of 
Lt.-Col. Samuel H. Pulliam, of Fort Thomas, Ky. The unit 
now has five subdivisions through which it carries out its 
operations east of Aachen towards the Rhine and west to 
Belgium. For this territory they have published a timetable, 
the first for German operations, according to the release. The 
table gives track and yard facilities, special instructions, change 
in speed of trains over various portions of track, and general 
information as to other restrictions governing different sec- 
tions of the territory, thus keeping personnel acquainted with 
changing conditions in each section. 
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Railways To Celebrate 


VICTORY IN EUROPE 
with FINER, FASTER SERVICE 





Railways of America are getting’ ready to Celebrate the 
Victory in Europe which their Great Transportation Job 
has done so much to make possible. 


They are going to observe V-E Day in just one way—by 





doing their job even better than 
before—by moving Men, Machines and Materials for War faster and faster, until the Stars 
and Stripes flies over what is left 
of Tokyo. 


To that task, Railroads are dedi- 
cating all their efforts and re- 
sources, plus knowledge and ex- 
perience gained in five years of 
handling the Greatest Traffic in 
History, with equipment and tracks 
constantly improved by all the new 
Cars, Locomotives and Rail they 
were permitted to buy. 


* 


THE MINNEAPOLIS & ST. LOUIS 
RAILWAY 


has contributed something extra 
to Transportation for Victory— 
its essential network of lines in 
the Great Midwest and its 


PEORIA GATEWAY 


which saves precious hours in 
movement of Fast Freight. 


* 


This year, the Minneapolis & St. 


Louis Railway is buying 500 new. 


steel box cars in addition to the 


,500 delivered in 1944; two big Diesel freight locomotives of 4,050 horsepower; five 
1,000 horsepower Diesel locomotives, similar to four acquired last year; six stainless steel 


passenger coaches; and ten lightweight aluminum box cars, symbol of M. & St. L. progress | 


in modernizing equipment. 
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Col. Arthur E. Stoddard, former superintendent of the 
Union Pacific Railroad at Cheyenne, Wyo., has been appointed 
general manager of the 1st Military Railway Service in France. 
He succeeds Brig. Gen. Carl R. Gray, Jr., who has been placed 
in command of a newly formed general headquarters with 
supervision over both the 1st and 2nd Military Railway Service. 
Col. Stoddard was previously with SHAEF, where he was as- 
sistant director general of the G-4 division, with particular 
attention to railway matters, allocating power and equipment 
among the various armies and nations, handling matters of 
policy, plans and coordination, and supply. He had previously 
been sent to Iran in 1942 to make a study of the railroads of 
that country with a view to increasing their tonnage. 

W. M. Miller has been elected general manager of the 
Southern Motor Carrier Rate Conference, according to an an- 
nouncement by L. A. Raulerson, president of the Conference. 

J. H. Arnold has been appointed assistant general freight 
and passenger agent of the St. Louis Southwestern Railway 
Lines, with headquarters in Memphis, Tenn., succeeding W. D. 
May, who died recently after 40 years of service. W. E. Thomp- 
son replaces Mr. Arnold at Little Rock as assistant general 
freight and passenger agent, and H. J. Breitenbach becomes 
general agent with headquarters at Atlanta, vice Mr. Thompson. 

The Philadelphia chapter of the Delta Nu Alpha Transpor- 
tation Fraternity, formed in February, has elected the follow- 
ing officers: President, J. Brooks Millard, A. T. M., Kellett 
Aircraft Corporation; vice-president, Robert W. Reader, Penn- 
sylvania Railroad Co.; secretary-treasurer, Vincent R. Holahan, 
A. A. F. Air Technical Service Command; directors: N. Robert 
Elliott, Pyramid Motor Freight Corporation; Theo R. Glick, 
traffic manager, John T. Lewis & Bro.; Edward F. Kane, Pub- 
licker Commercial Alcohol Co. Regular meetings of the group 
will be held on the second Wednesday of each month at the 
Hotel Benjamin Franklin. 

C. R. Zarfoos has been named vice-president—traffic of the 
Western Maryland Railway Co., succeeding E. R. Bardgett, 
who is retiring from that post which he has held for the past 
fifteen years. Mr. Zarfoss joined the railroad eighteen years 
ago as a clerk and has served the road in a number of capac- 
ities. Prior to the present appointment he was assistant to the 
president. 

R. N. Trezise, retired attorney and examiner of the Com- 
mission, has been elected secretary-treasurer of the Association 
of Practitioners before the Railroad Commission of Florida, 
with offices in Fort Lauderdale. 


Frank T. Corcoran, Chicago district manager of the Office 
of Defense Transportation, division of highway transport, since 
February, 1943, and prior to that time district manager of the 
Minneapolis O. D. T. office, has resigned to enter private in- 
dustry. He will be succeeded by Mel G. Barnes, Minneapolis 
district manager. E. F. Lanahan will replace Mr. Barnes at 
Minneapolis. 

G. H. Trout, 65, assistant chief engineer of the Union Pa- 
cific Railroad since March, 1942, has retired after 42 years of 
service, because of ill health. The Union Pacific also announces 
further promotions occasioned by the retirement of F. N. Finch, 
executive assistant at Portland, as follows: D. B. Pidcock be- 
comes assistant superintendent of the Oregon division, with 
headquarters at Aldina; M. G. Bruener becomes assistant super- 
intendent of the first and second sub-divisions and branches, 
including Rieth, with headquarters at La Grande; A. R. Brown 
becomes trainmaster on the third and fourth sub-divisions and 
branches, including Umatilla, with headquarters at The Dalles; 
and J. F. Fehrenbacher is promoted to trainmaster, Portland 
to Seattle, including branches, with headquarters at Centralia. 

_ The Atlantic Coast Line Railroad Co. announces the ap- 
pointment of N. G. Crafts, Jr., as freight service agent at Bos- 
ton, Mass. 

The Louisville & Nashville Railroad Co. has announced the 
following appointments: Philo H. Goodwyn as assistant to 
freight traffic manager, with headquarters at Louisville; Eugene 
R. Roby, assistant freight traffic manager; Jos. C. Kuebert, and 
Fred A. Weber, assistants to freight traffic manager, all at 
Louisville. 

Frank P. Campbell has been promoted to assistant sales 
manager in charge of distribution and traffic of Abbott Labora- 
tories to coordinate distribution and traffic of the company’s 
products and its branch inventories and shipping. 

The National Carloading Corporation has announced the 
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appointment of M. L. Lesnik as vice-president, traffic, with 
headquarters in New York City. 

John C. Harms has been appointed assistant freight traffic 
manager at Detroit by the Pere Marquette Railway Co., assist- 
ing R. P. Paterson, freight traffic manager. 

E. J. McPhee, general superintendent of the truck plant of 
the Dodge Division of Chrysler Corporation for four years, has 
been promoted to the position of plant manager. 

The Illinois Central Railroad has appointed Frank E. Mar- 
tin to be comptroller. The position of general auditor previ- 
ously held by Mr. Martin was abolished. 

Six promotions in the motive power and maintenance of 
way departments of the Norfolk & Western Railway Co., fol- 
lowing the retirement of two employes, have been announced 
as follows: R. M. Stickley, Jr., promoted to general foreman 
from assistant general foreman of the Roanoke shops, succeed- 
ing M. P. Buchanan, retiring after half a century of service 
with the railway; W. R. Kinsey, assistant foreman, succeeds 
Mr. Stickley as assistant general foreman, and E. A. Collins, 
coremaker, will take over the duties of assistant foreman. 
H. B. McColgan, supervisor of bridges and buildings on the 
Radford division, will be transferred to the Scioto division in 
the same capacity, succeeding J. P. Mills, retired May 1 after 
nearly 48 years of service. G. W. Carbaugh, assistant super- 
visor, bridges and buildings, Shenandoah division, advanced to 
succeed Mr. McColgan, and E. S. Chaffin, bridge inspector, engi- 
neering department, moves up to the position as assistant super- 
visor of bridges and buildings on the Shenandoah division. 

The Chicago, Burlington & Quincy Railroad Co. announces 
the return to duty of G. A. Goerner as general storekeeper after 
a period of illness. 

Flynn Forwarding Co., Inc., announces the following ap- 
pointments: Guy R. Shelton as Pacific Coast Traffic manager 
at San Francisco; Walter F. Crawford as general agent at Los 
Angeles; Harry E. Fosberg as general agent at Portland; and 
L. Vernon Sharp as general agent at Seattle. 

Clayton Lane, director of war economic operations, Amer- 
ican Mission, New Delhi, India, addressed the Oakland Foreign 
Trade and Harbor Club May 3 on “Our Future Trade Rela- 
tions with India.” President Ralph J. Boomer presided and 
Walter G. Perker was program chairman. The affair was a 
joint meeting with the World Trade Committee of the Oakland 
Chamber of Commerce. John J. Judge, regional manager of 
the Department of Commerce, was guest of honor. Walter 
Worswick made a report on current international developments, 
and developments in the club’s plans for National Foreign Trade 
Week were also reported. 

The Pittsburgh chapter of the Delta Nu Alpha Transpor- 
tation Fraternity will meet at 8 o’clock at the Fort Pitt Hotel 
Dutch Room on May 17. Dr. G. Lloyd Wilson will attend the 
meeting. The speaker of the evening will be George J. Byerly, 
manager, National Carloading Corporation, who will talk on 
“Freight Forwarder Regulation and Operations.” 

The Atchison, Topeka & Santa Fe Railway Co. Coast Lines 
announce the following appointments: W. L. More, as acting 
assistant general manager, with jurisdiction over the Los An- 
geles, Valley and San Francisco terminal divisions, with head- 
quarters at Los Angeles, vice C. R. Tucker, promoted; J. W. 
Murphy as acting superintendent of the Los Angeles division 
with headquarters at San Bernardino, vice Mr. More. 

The Grand Trunk Western Railroad has announced the 
following supervisory staff changes: Re-arrangement of the 
territory of J. M. Munnings, superintendent at Battle Creek, 
previously in charge of the Chicago and Detroit divisions, will 
continue in charge of the Chicago divisions and terminals, and 
V. C. Palmer will be superintendent of the Detroit division and 
terminals; F. B. Lyman, promoted to superintendent of termi- 
nals at Detroit; J. H. Whelan, to superintendent of terminals 
at Chicago; A. J. Clancy, as assistant to the general manager; 
and W. W. Byam, supervisor of wages, with offices at Detroit. 

The Chicago Tunnel Co., Chicago Tunnel Terminal Co., and 
Chicago Tunnel Transport Co. announce the appointment of 
A. J. Watts as traffic manager of those companies. 


The regular monthly meeting of the Chicago regional 
chapter of the Association of Interstate Commerce Commission 
Practitioners, was scheduled for May 4 in rooms of the Traf- 
fic Club of Chicago. Herman Conway, director, research de- 
partment, National Live Stock Producers’ Association, spoke 
on “The Live Stock and Meat Situation.” 

The Missouri Pacific Lines have appointed J. W. Bateman 
as general agent, freight department, at Houston, Tex., suc- 
ceeding C. W. Adams, resigned. 

The Southeastern Demurrage & Storage Bureau has ap- 
pointed H. A. Douglas as acting manager of the bureau. 

Charles J. Stift has been appointed district manager at 
Baltimore for Fisk tire division of United States Rubber Co. 
He succeeds D. R. Kinsel, promoted. 

The Towmotor Corporation announces the appointment o* 
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Frank Colker and Thomas F. Maloney as district sales repre- 
sentatives for the Detroit area. 

Samuel M. Felton has resigned as general sales manager 
of the railway division of the Edward G. Budd Manufacturing 
Co., after nine years in which he is said to have sold more 
streamlined trains for more money to more railroads than any 
one in the car-building business. He will take a short vacation 
prior to assuming new duties with a connection as yet undis- 
closed. 

Alfred J. Lundberg, president, Key System, and past presi- 
dent of the Pacific Railway Club, will discuss ‘“War-Time and 
Probable Post-War Developments in Urban Transit” at a 
meeting of the club May 10 in the Key System Auditorium. 
Leonard V. Newton, consulting engineer, San Francisco Mu- 
nicipal Railway, and a past president of the club, will speak 
on “The San Francisco Situation,” and J. L. Haugh, president, 
Pacific City Lines, Inc., will speak on “Experience in Four- 
teen Pacific Coast Communities.” The meeting is not a dinner 
meeting. 

The Fort Dodge, Des Moines & Southern Railway Co. an- 
nounce the appointment of David A. Lewis as traveling freight 
agent, with headquarters in Chicago, succeeding J. F. Clel- 
land, deceased. 

William J. Landon has been made special representative 
of the New York, New Haven & Hartford Railroad Co. at 
Boston, and Frank C. Baker, general traffic agent at New 
York, has been appointed manager, sales and service, with 
headquarters at Boston. 

John P. Loughnane, president, Freight Traffic Institute 
Alumni Association, Chicago, has resigned from his position 
as traffic manager, Pennsylvania-Central Airlines, Milwaukee, 
and is now associated with the International Cellucotton Prod- 
ucts Co., Chicago. The regular monthly meeting of the asso- 
ciation will be held in the Midland Hotel on the evening of 
May 9. Vic Aretz, Diversey Corporation, is program chairman. 

Fifteen directors of the New York, Chicago & St. Louis 
Railroad Co. were elected at the annual meeting of the stock- 
holders on May 2. One new director, W. H. Wenneman, vice- 
president, was elected to succeed John J. Astor, of New York, 
resigned. Fourteen directors were re-elected: President John 
W. Davin, Cleveland; Hugh B. Baker, New York; Frank B. 
Bernard, Muncie, Ind.; Howell B. Erminger, Jr., Chicago; 
Michael Gallagher, Cleveland; James B. McCahey, Chicago; 
Frank M. McHale, Indianapolis; James M. Nicely, New York; 
Joseph R. Nutt, Cleveland; William G. Rabe, New York; John 
T. Wheeler, Chicago; Benedict Crowell, Cleveland; Richard 
A. Nelson, New York; and Rupert T. Zickl, New York. 

The Charleston & Western Carolina Railway Co. announces 
the appointment of W. E. Carroll as assistant general agent 
at Atlanta. 

Directors of Clark Equipment Co., Buchanan, Mich., have 
elected George Spatta, formerly executive vice-president, to be 
president of the company, succeeding the late Albert S. Bonner. 
Mr. Spatta joined the Clark organization in 1927. Dr. Leo 
Wolman, professor of economics at Columbia University, has 
been elected to the board. Dr. John M. Clark, of the DuPont 
Co. of Wilmington, now a director, was elected to the executive 
committee. John G. Mack was elected a vice-president and 
director. 

The Detroit & Cleveland Navigation Co. announces the 
appointment of Joseph G. Miller as traveling freight agent, with 
headquarters in Rochester, N. Y. 

The Traffic Service Corporation announces the election of 
E. G. Stanley as vice-president and secretary, and S. H. Smith 
as vice-president. E. F. Hamm, Jr., president and treasurer, 
has been appointed publisher of the company’s publications, 
and J. C. Scheleen, L. W. Britton and S. D. Mayers have been 
named associates on the editorial staff. 


THIRD ANNIVERSARY OF PANAMA LIMITED 


The Illinois Central, on May 3, marked the third anniver- 
sary of its diesel-electric Chicago to New Orleans “Panama 
Limited.” It said the streamliner had travelled more than 
2,000,000 miles and carried 400,000 passengers in round num- 
bers, releasing for other uses the nineteen passenger-train cars 
and five steam locomotives previously required. 


I. C. ALL-COACH TRAIN 


Expressing the belief that the coach passenger will be a 
major factor in post-war railway passenger service and that 
“if we give him the kind of transportation he wants there is 
almost no limit to the volume of business that can be devel- 
oped,” J. W. Stevenson, passenger traffic manager of the IIli- 
nois Central System announced as prominent in plans for prob- 
able additions to the I. C, streamline trains an all-coach train 
to operate between Chicago and New Orleans. To be called 
“City of New Orleans,” he said the new train would depart 
early in the morning and arrive late the same day. According 
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to Mr. Stevenson, studies showed that many passengers wanted 
to travel with as little expense as possible, but were neverthe- 


less eager to “get there in a hurry” and relished comfort and 
styling. 





No. 29291, Watertown Chamber of Commerce, Watertown, S. D., vs. 
Santa Fe et al. 

Alleges rates on glassware, viz., glass bottles, flasks and demi- 
johns, glass fruit jars, fruit jar tops, tumblers, and jelly glasses, 
from certain Oklahoma destinations to Sioux Falls, S. D., and 
Pipestone, Minn., in violation of sections 1 and 3. Asks cease and 
desist order, and rates. (S. W. W. Carr, P. O:. Box 783, Water- 
town, S. D.) 

No. 29292, L. D. McFarland Co. vs. Southern Pacific Co. 

Alleges assessment of demurrage charges by defendant for deten- 
tion of two flat cars of cedar poles between May 25, 1943, and June 
24, 1943, on Westfir Longing railroad, Oregon, while a trestle 
destroyed by fire was being rebuilt, in excess of per diem earned 
by the cars in the period of detention, in violation of section 1. 
Asks cease and desist order, order waiving collection of claimed 
undercharges to the extent they exceeded per diem earned, and 
order maintaining for future by the defendant of a just and reason- 
able special exemption to its demurrage rules and charges governing 
liability for demurrage for detention of cars on logging railroads 
in Oregon under such circumstances of casualty as described in 
the instant complaint. (William C. McCulloch, 1016 Spalding Bldg., 
Portland 4, Ore.) 

No. 29296, Armour & Co. vs. Alabama Great Southern et al. 

Alleges rates on approximately 400 carloads of crude sulphur, in 
bulk, from Newgulf, Tex., to Jacksonville, Fla., since April, 1942, 
in violation of sections 1 and 6. Asks cease and desist order, rates, 
and reparation of $25,000. (Paul E. Blanchard, 4301 South Racine 
Ave., Chicago 9, Ill.) 

No. 29297, M. Harris & Anna Harris, dba Union Manufacturing Co., 
Los Angeles, Calif., vs. Rock Island Railway et al. 

Alleges rates on shipment of 83 cases of cotton piece goods, De- 
cember 18, 1942, from Webster, Mass., to El Paso, Tex., in violation 
of sections 1 and 6. Ask cease and desist order, waiver of collection 
of $111.22 sought by defendants in court action, and reparation of 
$221.46 plus interest. (V. O. Conaway, 4545 N. Huntington Drive, 
Los Angeles 32, Calif.) 

No. 29298, Todd Co., Rochester, N. Y., vs. New York Central et al. 

Alleges rates on shipment of 468 reams of printing paper and 441 
cartons of printed forms, June 23, 1943, from Rochester, N. Y., to 
Denver, Colo., in violation of sections 1 and 6. Asks cease and 
desist order, rates, and reparation of $114.43. (L. V. Brandt, 1811 
Prairie Ave., Chicago 16, Ill.) 

No. 29300, Hubbard & Co., Pittsburgh, Pa., vs. Chicago & North West- 
ern et al. 

Alleges rates on ‘337 bx. shackles, I/S, N. O. I. B. N., other than 
ball bearing, 53,290 lbs.’’ and ‘‘10 box. knobs, insulators, electric 
wire, N. O. I. B. N., pottery and iron combined, 850 Ibs.,’’ Sep- 
tember 25, 1942, from Oakland, Calif., to Pittsburgh, Pa., in viola- 
tion of sections 1 and 6. Asks cease and desist order, and reparation 
of $694.81. (V. O. Conaway, 4545 No. Huntington Drive, Los Angeles 
32, Calif.) 

No. 29301, Overly Manufacturing Co., Greensburg, Pa., vs. Alton et al. 

Alleges rates on ‘‘roof guttering and trimmings,’ August 4, 1942, 
Greensburg, Pa., to Los Angeles, Calif., in violation of section 6. 
Asks cease and desist order, rates, and reparation of $164.16. 
(L. V. Brandt, 1811 Prairie Ave., Chicago 16, IIl.) 

No. 29302, Kirk & Blum Manufacturing o., Cincinnati, O., vs. New York 
Central et al. 

Alleges rates on sheet metal pipe, steel elbows and hoods, and 
steel hangers and supports, carload, shipped November 13, 1942, 
from Cincinnati, O., to Spokane, Wash., in violation of section 1. 
Asks cease and desist order, rates, reparation of $494.75, and 
shortened procedure, or hearing in Chicago, Ill. (L. V. Brandt, 
1811 Prairie Ave., Chicago 16, Ill.) 

No. % Barnes Sand & Gravel Co., Piketon, O., vs. C. & O. railway 
et al. 

Alleges rates on 600 carloads, sand and gravel, shipped from 
Sargents, O., to Hinton, W. Va., April 13, to November 23, 1943, 
excessive and unreasonable. Asks cease and desist order, rates 
on a mileage basis, and elimination of joint line-haul charge or 
additional freight charge, and reparation. 

No. 29304, The Glidden Co., Cleveland, O., vs. Great Northern railway 
et al. 

Alleges absorption by defendant Great Northern of switching 
charges on noncompetitive traffic for neighboring industries while 
not providing for absorption of charges covering switching services 
performed for complainant at its Portland, Ore., mill by Northern 
Pacific Terminal Co. of Oregon, and exaction of switching charges 
by Great Northern on complainant’s traffic while making no charge 
for like services so rendered complainant’s competitors by Northern 
Pacific Terminal Co. of Oregon, in violation of séctions 1, 2, 3, and 


6. Asks cease and desist order, proper switching charges, and 
reparation. 
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Let ‘em Roll!” 


B’ RADIOPHONE from the conductor in 
the caboose comes a vocal “highball,” 


ss FU and another fast freight is on its way over 
“00g 208s, oe” the shortest route between Kansas City 
*ee\eKANSAS CITY 


and the Gulf. 











MISSOURI The use of radio on railroads is in its 

KANSAS siadiatl infancy, but Kansas ‘City Southern Lines 
" PA JOPLIN was one of the first to explore this adapta- 

OIneoso tion of electronics to the movement of trains. 
















For, besides the advantage of having 
the shortest route between the “Heart of 
America” and the five great Gulf ports of 
New Orleans, Baton Rouge, Lake Charles, 
Beaumont and Port Arthur, this organi- 
zation takes pride in adopting improve- 
ments that make for safer, speedier, more 
efficient operation. 
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DALLAS Let ’em roll on Kansas City Southern Lines! 
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No. 29305, Chicopee Manufacturing Corporation, New Brunswick, N. J., UNION PACIFIC WARTIME IMPROVEMENTS Sif 
et al. vs. American Barge Line Co., Baltimore & Ohio et al. . 
Rates applicable to movement of cotton, carloads, in lots of 50,000 In the three years following the attack on P earl Harbor, + 
pounds or more a car, to New Brunswick, N. J., Chicopee Falls, the Union Pacific Railroad spent $278,000,000 on improvements, 






Mass., and Manchester, N. H., from origins in Tennessee, Kentucky, according to W. M. Jeffers, president of the road. He broke 
Mississippi, Alabama, Missouri and Arkansas, alleged to be ‘‘ex- down that total as follows: $41,000,000 for 2,000 freight cars, 
cessive, exorbitant, unjust, unreasonable and unlawful” in violation 200 cabooses, 30 chair cars, 30 baggage cars, 10 mail-baggage 


of sections 1 and 305 and other provisions of the act, in absence of ars, 36 diesel switching locomotives, and 100 steam locomotives 
specific joint water and rail or rail-water-rail commodity rates 


. for road service; $237,000,000 for 1,680 miles of new heavy rai! 
involving movement by water between Memphis, Tenn., and Glass- : ’ Reg ’ 4 

port, Pa. Complainants say they are prevented from using routes and fastenings, cross ties, lumber, coal, and 380 miles of cen- 
embracing a water haul by American Barge Line Co. between Mem- tralized traffic control. In addition | to the service afforded in 
phis and Glassport by reason of ‘‘excessive, exorbitant and unlaw- this period, said Mr. Jeffers, the railroad shipped 1,183,000,000 


ful’? freight rates presently applicable to cotton shipments over pounds of scrap to mills and foundries for resmelting. 
such routes; that the applicable rates over such routes from 


Memphis are 95 cents a 100 pounds to New Brunswick, 127 cents 

to Chicopee Falls and 133 cents to Manchester; that the all-rail B.& O. ADVERTISING PROGRAM ? . 
rates from the described origin points to those destinations range _ The April issue of the Baltimore & Ohio Magazine, dis- 
from 78 to 83 cents; that complainants desire to use ‘‘the natural tributed to the employes of that railroad, contains an article 


pang — aromeee by Po barge oo , of eS ae describing its advertising to build goodwill for the post-war 
ne Co. from Memphis to Glassport, and that ‘‘a reasonable an eriod. i i seven national magazines of general 
proper differential under the all-rail rates’’ on the considered traffic period. The article lists & g 


would be not less than 13 cents a hundred pounds. Complainants a — bag eae Pte gg the media through which the 
ask Commission to issue cease and desist order and to prescribe ®4vertising effort 1s being made. 

for transportation of cotton, carloads, minimum 50,000 pounds, via 
water-rail and rail-water-rail routes described in complaint, rates 
ranging from 65 to 70 cents a hundred pounds, ‘‘subject to the 
same special rules, regulations and privileges as are applicable in 
connection with corresponding all-rail rates.’’ (Charles V. Hanlon, 


MC C-483, Mayflower Terminals, Inc., Akron, O., Motor Carrier Opera- 


140 Cedar Street, New York 6, N. Y.) 
tions within Ohio. 

Investigation instituted by the Commission, division 5, on the 
division’s own motion, into and concerning operations of May- 


flower Terminals, Inc., Akron, O., as a motor carrier within Ohio 
of property moving in interstate or foreign commerce, to determine 
whether such operations fall within the provisions of the second 
proviso of section 206(a), with a view to taking such further action 
and to entering such orders as the facts and circumstances should 
appear to warrant. 

MC C-484, Riss & Co., Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into oper- 
ations of Riss & Co., Inc., authorized by certificates issued in 
MC 200 and Sub. Nos. 1, 4, 4, 7, 8, 9, 6, 11, 13, 14, 17, 30, 32 and 33, 
as a motor common carrier of property. Respondent required to 
show cause, at hearing in Kansas City, Mo., May 15, why it 
should not be required to resume operations by rendering con- 
tinuous and adequate service in conformity with certificates and, 
in default of such showing, why the certificates should not be YOUR INQUIRIES WILL BE TREATED CONFIDENTIALLY 
revoked, 
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includes consideration 
of a new plant site, 
check with ‘‘North 
Western’s’’ General Industrial Agent, C. E.Case, 
400 W. Madison Street, Chicago. He will tell 
you of the exceptional post-war opportunities 
that exist in the rich territory served by the 
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Connecting Transcontinental Routes 
BORDER-TO-BORDER | 
COAST-TO-COAST _ 


_ 
FRISCO FASTER FREIGHT. 
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PLUS VALUES YOU GET WITH COUNTERBOY 


Besides Automatic Moistening Control, 
which means the elimination of the human 
element in the conditioning of all gummed 
tape used for product protection, Counter- 
boy material saving features cut tape costs 
from 10% to 40%; and Counterboy’s fast 
dispensing during rush hours means 
quicker and better shipping service. 





(ounterbor 


TAPE-SHOOTER ~ 
has original 
eYoRC-Tal t-te] 
AUTOMATIC 
MOISTENING 
CONTROL 


“OPPORTUNITIES 


IN TRAFFIC MANAGEMENT” 


This book points the way to the higher 
Positions in the field of Traffic Manage- 
ment. {t tells how men once on small 
salaries have demonstrated their ability 
to make savings for the companies they 
work for and thus rise to more respon- 
sible positions. The field of Traffic Man- 
agement offers real opportunity only to 
the man who knows. Spare time study 
and the will to succeed have pushed 


mand salaries 
of $4,000, $6,000 
a year and 
better. Inves- 
tigate! Send 
for this free 
book today. 
Find out how JUNIOR Mode 
you can qual- 


ify for these Manufactured by 


Scores of traffic employees up the ladder 
of financial success. Many LaSalle- 
trained traffic managers—both in the 
railroad and industrial field—now com- 





higher positions through LaSalle home- 
study training and guidance. Write now 
for your free copy of “Opportunities in 
Traffic Management.” Address— 


able - LASALLE EXTENSION UNIVERSITY A Correspondence Institution 


417 South Dearborn Street 


a 





Dept. 595-T 


CHICAGO 5, ILLINOIS 








BETTER PACKAGES, Inc., Shelton, Conn. 
Branch Offices: CHICAGO - NEW YORK 
Canodian Factory: TORONTO 












NOTE—Items in the docket marked with an asterisk (*) have been added since the last issue 
of THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later 
than herein shown will not bear asterisks when they do appear. Current cancellations and 
postponements announced too late to show the change in this docket will be noted else- 


where. 


May 7—Brooklyn, N. Y.—Hotel St. George— 
Examiner Peterson: 
MC 96532 — Fleetwood Sedan Service, New 
York, N. Y. 
May 7—Chicago, iil.—Sherman Hotel—Exam- 
iner Cantrell: 
MC 4405, Sub. 135—Dealers Transport Co., 
sane. Ill., certificate to extend opera- 
ons. 


aan, Ala.—Federal Bldg.—Jt. Bd. 
MC 6699, Sub. 5—Coastal Stages, Florala, 

Ala., certificate. 
Md. — Federal Bldg.— 


May_7— Ha erstown, M 
Jt. Bd. 

MC 105588—R. W. Baumgardner, Green- 
castle, Pa., permit. 

May 7—Kalamazoo, Mich.—Chamber of Com- 
merce Room—Examiner Rice: 

os ay ee Paper Co. et al. vs. N. Y. 

Cc. eta 
May 7—St. Paul, Minn.—Fed. Cts. Bldg.—Ex- 
aminer Lyle: 

Finance 14797—Application of Nor. Pac. for 
certificate authorizing operation over a 
line owned by United States of America, 
in Kitsap and Mason Counties, Wash. 

Se D. C.—Examiner Carpen- 


* MC 31357, Sub. 12—Gerosa Haulage & Ware- 
house Corp., New York, N. Y. 


May 8—Boise, ida.—State Comm.—Jt. Bd. 49: 

MC 39063, Sub. 7—Union Pacific Stages, 

Inc., Omaha, Neb., certificate to extend 
operations, 


May 8—Chicago, iIl.—Sherman Hotel—Exam- 
iner Cantrell: 
MC 105569—Lawson Transfer & Storage Co., 
Rockford, Ill., certificate. 
May 8—Chicago, ill_—Sherman Hotel—Exam- 
iner Rice: 


29242—Manufacturers Specialty Co. vs. B. 
& ©. ©. FT. oe ai. 
May a a. Tex.—Hotel Paso Del Norte 


33: 
MC 104617, Sub. 2—D. Dodds, Tularosa, 
N. M., certificate. 
May ee vt.—U. S. Ct.—Jt. Bd. 


MC 66562, Sub. 5 a ea —— 
Agency, Inc., New York, , certificate 
to extend operations. 
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ae Se. som 
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OKLAHOMA and TEXAS 


ais “rpeaatinn N. J.—State Comm.—Jt. Bd. 


as. Lg: Sub. 3—Westwood Transportation 
Little Ferry, N. J. 
Me °3705, Sub. 3—Westwood Transportation 
Lines, Inc., Little atte, N. J. 
— Falls, S. . S. Ct.—Jt. Bd. 


MC 79899, Sub. 2—Menning & Son, Edger- 
a Minn., certificate to extend opera- 
ons. 
May 8—Washington, D. C.—Examiner Cremins: 
Finance 13500—Tampa Northern R. R. re- 
organization. 
—— ill.—Sherman Hotel—Jt. Bd. 


MC 42614, Sub. 14—Chicago & North West- 
ern Ry. Co., Chicago, IIll., certificate to 
extend operations. 

May 9—El ~~. Tex.—Hotel Paso Del Norte 


—Jt. Bd 
MC 104210, Sub. 9—Transport Co., Corpus 
Christi, Tex., certificate to extend oper- 


ations. 
May ane Rapids, Mich.—U. S. Ct.—Jt. 


MC 66562, Sub. ay i? 3 Express Agen- 
cy, Inc. -» New York, -, certificate to 
extend —.. 

May 9—Washington, D. C.—Examiner Parker: 

1. & Ss. M- ate Ienctvealione Continental 
Transportation Lines. 

May 9—Washington, D. C.—Examiner Naefe: 

MC C-442—Released ratings and rates on 
engines. 


May 9—Washington c.—Argument: 
28922—California > Oil Corp. et al. vs. 
Alton et al. 
29150—Albers Milling Co. vs. Alton et al. 
Se lil.—Sherman Hotel—Jt. 


MC 29563, Sub. 1—Rockford-Milwaukee Dis- 
patch, Ine. ., Rockford, Ill., certificate to 
extend qperations. 

May 10—Duluth, Minn.—U. S. Ct.—Jt. Bds. 


145 and 142: 
MC 66562, Sub. 627—Railway Express 
Agency, Inc., New York, N. Y., certificate 


to extend operations. 
MC 105665—Evans Truck Service, Nicker- 

son, Minn., certificate. 
May 10—Duluth, Minn.—U. S. Ct.—Jt. Bd. 145: 
MC 66562, Sub. 644—-Railway Express Agen- 
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cy, New York, N. Y., certificate to extend 

operations. 

May 10—Minneapolis, Minn.—Nicollet Hotel-- 
Examiner Carter: 

FF-129, Sub. 1—Northwestern Forwarding 
Co., St. Paul, Minn., amended permit to 
extend operations. 

May 10—Washington, D. C.—Argument: 
29078—Inland Waterways Corp., operating 
_— Barge Lines vs. Southern Ry. et 
May 10—Washington, D. C.—Examiner Card: 

MC 330, Sub. 2—J. M. Stearn, Harrison- 

burg, Va., certificate to extend operations. 















May 11—Brooklyn, N. Y.—Hotel St. George—- Fron 
Examiner Peterson: 
MC 105626—Hawthorne - New York - Deluxe — Wes 
Coach Line, Hawthorne, N. J., certificate. 
May 11—Columbus, 0.—State Comm.—Exam- 
iner Cantrell: Dor 






MC 3602, Sub. 16—Lecrone-Benedict Ways, 
Inc., Detroit, Mich., certificate to extend 
operations. 

se, * eae ae Mich.—County C.—Jt. Bd. 
7 


MC 66562, Sub. 633—Railway Express Agen- 
ey, Inc. ., New York, N. Y., certificate to 
extend operations. 

May ae omg rl Minn. —Hotel Nicollet 
—Examiner Cart 
oa Dakota Utilities Co. vs. A. 
& S. F. et al. 
May ee RAR, Wash.—Davenport Hotel— 
Jt. Bd. 169: 

MC 31001, Sub. 1— Bob Nelson Transfer 
Pomeroy, Wash., certificate to extend op- 
erations. 

May 11—Washington, D. C.—Argument: 

W-587—Foss Launch & Tug Co., common 
carrier application. 

May 12—Albany, N. Y.—Ten Eyck Hotel—Ex- 
aminer Peterson: 

MC 66562, Sub. 605 and Sub. 617—Railway 
Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 

May 12 — Attica, Ind. — City Hall — Examiner 
Lyle: 

Finance 13979—C. A. & S. receiver, aban- 
donment. 

May 12—Washington, D. C.—Examiners Schu- 
trumpf and Grutzik: 

Finance 14899—D. & H. et al. merger. 

Finance 14900—D. & H. et al securities. 


May 14—Albany, N. Y.—Ten Eyck Hotel—Ex- 
aminer Peterson: 
MC 66562, Sub. 607 and Sub. 608—Railway 
Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 


May 14—Louisville, Ky.—Hotel Kentucky—Ex- 
aminer Lyle: 

Finance 14820—Application of C. C. & O., 
A. C. kL. and lL. &_N. tor certificate 
authorizing company first-named to con- 
struct and two companies last-named to 
— a line of railroad extending from 

remont westerly and northerly approxi- 
— 14.5 miles, in Dickenson County, 


a 

Finance 14850—Application of C. & O. for a 
certificate for authority to construct an 
extension of its Sandy Valley and Elk- 
horn sub-division from a point near Jen- 
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9,802 MILES of 
DAILY SERVICE 


From, through, and to the great Middle 
West. A first class motor freight service. 
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kins southerly a distance of approximately 
14 miles, in Letcher County, Ky. 

May 14—Sioux City, la.— Warrior Hotel—Ex- 
aminer Carter: 

29244—-Jasper Stone Co. et al. vs. C. B. & 
Q. et al. 

May 15—Albany, N. Y.—Ten Eyck Hotel—Ex- 
aminer Peterson: 

MC 52728, Sub. 5—Carroll Moving Service, 
Albany, N. Y., certificate to extend oper- 
ations. 

MC 96494, Sub. 1—Andy’s Taxi Service, East 
Durham, N. Y. 

May 15—Canton, O.—Chamber of Commerce 
Room—Examiner Parker: 

MC 100745, Sub. 1 EX—C. E. Molesworth 
os Uhrichsville, O., certificate of exemp- 

on. 


se’ Sete 0.—State Comm.—Jt. Bd. 


MC 54611—Mayflower Terminals, Inc., Ak- 
ron, O., application to register. 
MC C-483—Mayflower Terminals, 
tor carrier operations within Ohio. 


May 15—Fort Worth, Tex.—Hotel Texas—Jt. 
Bd. 77: 


Inc., mo-° 


MC 48963, Sub. 1—Republic Truck Line, Dal- 

las, Tex., certificate to extend operations. 
May 15—Kansas City, Mo.—Hotel Pickwick— 
Examiner Booth: 

MC C-482—Performance of motor common 
carrier service, Riss & Co., Inc. 

MC 200, Sub. 46—Riss & Co., Inc., Kansas 
City, Mo., common carrier application, 
(formerly) MC 30077 Monark Motor Freight 
System. 

MC-C 484—Riss & Co., Inc., revocation of 
certificate. 


May 15—Salisbury, Md.—Fed. Bldg.—Exam- 
iner Kephart: 

MC 75185, Sub. 9—Service Trucking Co., 
Inc., extension, Eastern shore, Federals- 
burg, Md. 

May 15—Washington, D. C.—Jt. Bd. 112: 

MC 12305—Harding Transportation Bureau, 
Baltimore, Md., license. 


May 15—Washington, D. C.—Jt. Bd. 120: 
MC 105540 — Washington - Patuxent River- 
Point Lookout Transit Co., Pasadena, Md., 
certificate. 
May 16—Albany, N. Y.—Ten Eyck Hotel—Ex- 
aminer Peterson: 








Don't Forget to Buy Those War Bonds 


For 
FAST 
SERVICE 


FORIA-GATE WAY 


PORTRAITS OF PERFORMANCE 


2 When you see a freight train 
dashing along, day or night, you 
are looking at a porirait of perform- 


ance. And, as far as World War II is 
concerned, it is super-performance, un- 
equalled by the railroad plant of any 


other nation in the world at any time. 


The war, of course, is not yet won. But, 
as production on the home front soars 
to greater heights, it will be doing so 
handclasped with greater rail transport 
achievements. 


American railroads today are furnish- 


ing the world’s greatest transportation 
service and Americans have always 
been accustomed to the best. In the 
movement of freight—a vital part of 
this transportation picture—the inter- 
change function is playing no small 
part. 


After all, it is mighty important that 
freight cars be sorted, and re-assembled 
at gateways and sped on to other 
points of destination. That is the impor- 
tant contribution today being made by 
the P. & P. U. 


Peoria & Pekin Union Railway 


E. F. Stock, Traffic Manager — Union Station, Peoria, Ill. 


SWITCHING SERVICE BETWEEN 


Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacific Ry.; Chicago & North Western 


Ry.; Chicago & Illinois Midland Ry.; Illinois Terminal Railroad Co.; 


Inland Waterways 


Corp.; Minneapolis & St. Louis R. R.; Alton Railroad; Atchison, Topeka & Santa Fe Ry.; 
Illinois Central R. R.; Pennsylvania Railroad; Peoria Terminal R. R.; Chicago, Burlington 


& Quincy Railroad; New York, Chicago & St. Louis Railroad; 


Cleveland, Cincinnati, 


Chicago & St. Louls Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R. 


"One of America's Railroads — All United for Victory" 
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MC 104476, Sub. 4—C. Moore, Prattsville 
N. Y., certificate to extend operations. 
Se O.—Hotel Cleveland—Jt 


MC 9388, Sub. 3—Phil Lucco Trucking Co. 
Akron, O., certificate to extend operations 
MC 66562, Sub. 622—Railway Express Agen 
cy, Inc., New York, N. Y., certificate tc 
May 16—Washington, D. C.—Argument: 
— coal to Youngstown Dis- 
rict. 
— D. C.—Jt. Bds. 68 anc 


MC 104245, Sub. 1 and Sub. 2—Baltimore 
& Norfolk Express, Baltimore, Md., cer- 
tificate. 

May 17—Cleveland, O.—Hotel Cleveland—Jt 
Bd. 57: 


MC 39431, Sub. 2 and Sub. 3—Toledo Cart- 
age Co., Toledo, O., certificate to extend 
operations. 

May 17—Kansas City, Mo.—Hotel President— 
Examiner Carter: 

29272—H. Thompson vs. Pullman Co. et all 

a Tee N. Y¥.—Seneca Hotel—Jt 


MC 14063, Sub. 7—Laird’s Movers, Fairport, 
N. Y., certificate to extend operations. 

May 17—Washington, D. C.—Argument: 
552—Swift & Co. vs. Alton et al. 

May 18—Buffalo, N. Y.—Hotel Buffalo—Exam- 
iner Peterson: 

MC 18254, Sub. 3— Buffalo Storage and 

Carting Co., Buffalo, N. Y. 

May 18—St. Louis, Mo.—Hotel Coronado— 
Examiner Carter: 

W-26—Clifton Towing Co., contract carrier 
application. 

May 18—Toledo, O.—U. S. P. O.—Jt. Bd. 117: 

MC 45657, Sub. 11—Anderson Motor Service 
Co., St. Louis, Mo., certificate to extend 
operations. 

May 19—Buffalo, N. Y.—Hotel Buffalo—Ex- 
aminer Peterson: 

MC 66562, Sub. 606—Railway Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 

May 19—Chicago, I1l.—Sherman Hotel—Exam- 
iner Parker: 

1. & S. M-2483—Candy-confectionery. between 
points in central states. 

May 21—Chicago, II1.—Sherman Hotel—Exam.- 
iner Parker: 

1. & S. M-2496—Flaked corn grits, Milwau- 
kee to Zion and Chicago, Ill. 

May 21—Columbus, O.—State Comm.—Exam- 
iner Hanback: 

* MC 18176, Sub. 72—Creston Transfer Co., 
Grand Rapids, Mich., certificate to extend 
operations. 

May 21—Hornell, N. Y.—Federal Bldg.—Ex- 


aminer Peterson: 
Nichols, Hornell, N. Y., 


MC 105377—P. W. 
permit. 

May 21—Springfield, Mo.—U. S. Ct.—Exam- 
iner Carter: 

Ex Parte 72, Sub. 1—Regulations concern- 
ing class of employes and_ subordinate 
officials that are to be included within 
the term ‘‘employe’’ under Railway Labor 
Act. Roadmasters St. L. S. F. 7: 

May 21—Washington, D. C.—Argument: 

* Finance 14663—G. N., abandonment. 

* Finance 14749—Nor. Pac., abandonment, etc. 

May 22—Belle Fourche, S. D.—Don Pratt Ho 
tel—Jt. Bd. 270: 

* MC 105717—B. W. Rozell, Mont.., 
certificate. 

May 22—Binghamton, N. Y.—U. S. Ct.—Jt. 
Bd. 67: 


MC 26771, Sub. 6—Nestor Bros, Inc., Endl 
—" N. Y., certificate to extend opera 
tions. 
May 22—Boston, Mass.—State House—Com 
missioner Patterson and Examiner Hoy: 
29286—-Petroleum Haulers of New England, 
Inc. et al. vs. B. & M. et al. 
May 22—Chicago, I!1.—Morrison Hotel—Exam- 
iner Walsh: 
Finance 14030—Alton, reorganization. 
May 22—Chicago, IIl.—Sherman Hotel—Exam 
iner Parker: 
MC 72576—O. E. Poe and G. H. Wolter 
Albia, Ia., common carrier application. 
May 22—Fort Worth, Tex.—Hotel Texas—Jt 
Ba, Ti: 
* MC 12304—Associated Movers, Fort Worth 
Tex., license. 
May 22—San Francisco, Calif.—P. O. Bldg.- 
at. BA TS: 
MC C-466—Valley Motor Lines, 
vs. Western Truck Lines, Ltd. 
May 22—Washington, D. C.—Examiner Fuller 
1. & S. 5277—Switching at Jacksonville, Flt 
May 22—Washington, D. C.—Argument: 


te 


* Finance 14638—C. B. & Q., abandonment. 
“ee N. Y¥.—U. S. Ct.—dJt 


Alzada, 


Ine. et al 


MC 95955, Sub. 1—  Narrowsburg Expres 
Lines, Narrowsburg, N. Y., certificate t! 
extend operations. 

eg Serene i1!._—Sherman. Hotel—SJt. 3% 


MC FC 19879—Application for Transfef 
Nicholas Consentino, dba Banner Express 
transferee, Chicago, Ill., and O. K. Mot# 
Service, Inc., transferor, Chicago, II. 
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Encinal Terminals 

California Warehouse Co. 
Metropolitan Warehouse Co. 
sOverland Terminal Whee. Co. 


Star Truck & Warehouse Co. 
Westland Warehouses, Inc. 


San Francisco Warehouse Co. 


North Pier Terminal Co. 
Soo Terminal Warehouse 
Wakem & McLaughlin, Inc. 
Western Warehousing Co. 


Federal Warehouse Co. 


—Exam- 


Pettit’s Storage Warehouse Co. 
Wolter 


Great Lakes Warehouse Corp. 


Henry Coburn Stge. & Whse. Co. 
Indiana Terminal & Refrigerating Co. 


American Trfr. & Stge. Co. 
lowa Warehouse Co. 

ct.—Jt 
Union Transfer & Storage Co. 


Louisville Public Warehouse Co. 


Commercial Terminal Warehouse Co. 
Stendard Warehouse Co., Inc. 












ANPDISE AND COLD STORAGE 


SECTION 





PUBLISHED IN THE FIRST WEEK'S ISSUE EACH MONTH 


This Section has been designed to provide 


@ traffic and sales managers with con- 


veniently organized information about the 


merchandise and cold storage warehouses in 
the principal distribution centers of the 
country. 


Admission of an advertiser to this Section 
indicates: 


1. That the company operates a warehouse 


that specializes in serving the needs of 
large industrial shippers. 


2. That information is kept up-to-date— 


provision has been made for the correc- 
tion of data each month. 


3. That the advertisers have been carefully 


investigated. 


While every reasonable precaution has 
been taken—including the checking of bank 
and other references—to restrict the adver- 





CALIFORNIA 


ALAMEDA—Page 2 


LOS ANGELES—Page 2 


OAKLAND—Page 2 


Howard Terminal 


SAN FRANCISCO—Page 2 


COLORADO 


WASHINGTON—Page 2 


Terminal Stge. Co. of Wash. 


ILLINOIS 
CHICAGO—Pages 2-3 


sCrooks Terminal Warehouses 
Currier-Lee Warehouses, Inc. 
Griswold-Walker-Bateman Co. 


idland Warehouses, Inc. 


PEORIA—Page 3 


INDIANA 
EVANSVILLE—Page 3 


Mead Johnson Terminal Corp. 


FORT WAYNE—Page 3 
HAMMOND—Page 3 


INDIANAPOLIS—Page 3 


IOWA 
CEDAR RAPIDS—Page 3 


WATERLOO—Page 3 
KENTUCKY 
LEXINGTON—Page 4 
LOUISVILLE—Page 4 


LOUISIANA 
NEW ORLEANS—Page 4 





Minneapolis Terminal Warehouse Co. 


ST. PAUL—Page 4 
Midway Terminal Warehouse Co. 
St. Paul Terminal Warehouse Co. 


MISSOURI 


KANSAS CITY—Page 4 
Adams Transfer & Storage Co. 
éCrooks Terminal Warehouses 
Merchandise Warehouses, Inc. 


ST. LOUIS—Page 5 
S. N. Long Warehouse 
Rutger St. Warehouse, Inc. 
St. Louis Terminal Warehouse Co. 


NEW JERSEY 
ELIZABETH 
¢Bayway Terminal Corp. 
JERSEY CITY—Page 5 
Harborside Warehouse Co., Inc. 
NEWARK 


¢Newark Tidewater Terminal 


tisers in this Section to companies known for 
their integrity, TRAFFIC WORLD assumes no 
responsibility for dealings or service. It 
requests, owever, that any misrepre- 
sentation or unsatisfactory experiences, 
should they arise, be reported. The fact 
that certain warehouses are not listed here is 
no indication that they are not responsible. 

Symbols and Abbreviations: Copy has 
been kept free from any except standard 
abbreviations. Four symbols are used to 
provide a ready reference to the types of 
services offered. 


* Merchandise warehouse 
Cold Storage warehouse 


Oo 

oh) Both a cold storage and merchandise 
warehouse 

D 


Water dock facilities 
re Household goods 





Geographical Index of Merchandise and Cold Storage Warehouses Serving Key Distribution Areas 


MARYLAND 
BALTIMORE—Page 4 


Camden Warehouses 


Terminal Whse. Co. of Baltimore 


MASSACHUSETTS 


BOSTON—Page 4 


¢Boston Tidewater Terminal, Inc. 
Hoosac Storage & Warehouse Co. 
Merchants Warehouse Co. 


NEW YORK—Page 5 


Baltimore & Ohio Stores, Inc. 
¢Lincoln Tidewater Terminals 


ROCHESTER—Page 5 
B. R. & P. Warehouse, Inc. 


OHIO 
AKRON—Page 5 
Cotter City View Storage Co. 
CINCINNATI—Page 5 


The Weicker Th & Stas, Co. MINNESOTA oe — Whee. Co. a 
DISTRICT OF COLUMBIA MINNEAPOLIS—Page 4 Whees 


Cincinnati Terminal Warehouses, Inc. 
CLEVELAND—Pages 5-6 


The Lederer Term. Whse. Co. 
National Terminals Corp. 
The Otis Terminal Warehouse Co. 


COLUMBUS—Page 6 
The Columbus Terminal Whse. Co. 


TOLEDO—Page 6 
Great Lakes Terminal Warehouse Co. 


PENNSYLVANIA 


PHILADELPHIA—Page 6 
¢Merchants Warehouse Co. 


Pennsylvania Whsg. & Safe Dep. Co. 
Philadelphia Piers, Inc. 
Terminal Warehouse Co. 


PITTSBURGH—Page 6 
Kirby Transfer & Storage Co. 
SCRANTON—Page 6 
Quackenbush Warehouse Co. 


NEW YORK 
BUFFALO—Page 5 


¢Keystone Warehouse Co. 
The Lederer Term. Whse. Co., Inc. 


SOUTH DAKOTA 


SIOUX FALLS—Page 6 
Wilson Storage and Transfer Co. 





DISPLAY ADVERTISERS 


6 See listing in this section—also display advertising in this and other issues. 
¢See display advertising in other issues—no listing in this Section. 


If no address is shown under the heading 
“Facilities,” the location of the warehouse is 
the same as that shown for the office. In case 
the facilities consist of several units, the loca- 
tion of each unit is usually shown. 


Insurance rates: The rate shown is the 
lowest charge per $100 per year—100% cov- 
erage unless otherwise specified. 


Floor Load: Indicates range or maximum 
weight capacity in pounds per square foot. 


Use this Guide as an Index to Your 
Warehouse Files: Since this Guide is re- 
stricted to warehouses that specialize in serv- 
ing major shippers, it becomes an automatic 
index to your warehouse reference files. The 
inclusion of basic data in every listing makes 
possible effective preliminary selections. 


Poston Warehouses 
United Warehouse & Terminal Corp. 


Bond, Chadwell Co. 


The Dallas Trans. & Term. Whee. Co. 
Interstate-Trinity Warehouse Co. 
Koon-McNatt Storage Co. 


Houston Term. Whse. & C. S. Co. 
Patrick Transfer & Storage Co. 
Universal Terminal Warehouse Co 


Western Gateway Storage Co. 
SALT LAKE CITY—Page 7 
Security Storage & Commission Co. 


¢Nerfolk Tidewater Terminals 


Brooks Transfer & Storage Co., Inc. 


Roanoke Public Warehouse 


Eyres Transfer & Warehouse Co. 


Pacific Stge. Whse. & Dist. Co. 


Hansen Storage Co. 
National Terminals Corp. 
National Warehouse Corp. 
Terminal Storage Co. 


CANADIAN SECTION 


St. Lawrence Warehouses, Inc. 





















































































TENNESSEE 


MEMPHIS—Page 6 





























NASHVILLE—Page 6 




















TEXAS 
DALLAS—Page 6 









































HOUSTON—Page 7 



































UTAH 
OGDEN—Page 7 












































VIRGINIA 
NORFOLK 






































RICHMOND—Page 7 


























ROANOKE-—Page 7 




































WASHINGTON 
SEATTLE—Page 7 





























TACOMA—Page 7 























WISCONSIN 
MILWAUKEE—Page 7 












































QUEBEC 
MONTREAL—Page 7 
























WAREHOUSE 





Serial Page 1214 California - 
ALAMEDA, CALIF. 
ENCINAL TERMINALS 


ON SAN FRANCISCO BAY 


Shipside Terminals Warehouses 


GEN’L OFFICES: ALAMEDA, CALIFORNIA, Phone LAkehurst 3-1311 
NEW YORK OFFICE: 32 Broadway, Phone Digby 4-7353 
SAN FRANCISCO OFFICE: 315 Montgomery St., Phone YUkon 2961 



























ss, - peo ea 


FACILITIES—Steel Warehouses; ADT protected; 
Watchmen; Private Siding A.T.& S.F.-S.P.-W.P.- 
Alameda Belt Line Ry. 72-car capacity, free 
switching. Dock: 5 Piers—1780 ft. Berthing Space, 
on San Francisco Bay. Shipside Storage. Open 
Yard Storage. 50-truck dock. 

SERVICE FEATURES—Specialize in grocery and 
food products. Labeling. Sorting. Strapping. Dis- 
tribute Pool Cars. Motor Terminal Drayage service 
available to East Bay cities, San Francisco and 
other Calif. points. U.S. Customs Bonded. Con- 
solidated Rail and Water carloads. L.C.L. Freight 
Station. General covered Storage. Office space. 








LOS ANGELES, CALIF. 


e e 

California Warehouse Co. 
Established 1915 

W. E. Fessenden +. 1248 Wholesale St. 
Owner and Manager Tel.—Trinity 2211 
FACILITIES—130,000 sq. ft. steel-concrete const. 
Sprinklered throughout. A.D.T. sys. Ins. rate 
12.2c. 6 car siding on Santa Fe: free switch. 
Motor truck plat. 16 truck capacity. 
SERVICES—Pool car distribution. Operating own 
delivery system—City and L. A. Harbor. Tem- 
perature controlled basement storage. Office 
space available. Free parking—convenient and 
non-congested district. 
ASSOCIATIONS—A.W.A., Amer. Chain of Whses. 








LOS ANGELES, CALIF. 
Metropolitan Warehouse Co. 





Established 1924 Incorporated 
W. H. Tyler Ye «1340-56 E. Sixth St. 
General Manager Tel.—Trinity 9861 


FACILITIES—270,000 sq. ft.; Fireproof, reinforced 
concrete const.; Sprinkler sys.; A. D. T. alarm 
service. Ins. rate, 11.7. Siding on A. T. & S. F. 
Ry.; capacity, 18 cars; free switching. Motor 
truck platform: capacity, 22 trucks, sheltered. 

SERVICE FEATURES—Pool car distributors. Mo- 
tor transport service available. Cooler rooms. 
ASSOCIATIONS—Calif. W.A.; Los Angeles W.A. 











LOS ANGELES 21, CALIF. 
Overland Terminal Warehouse Co. 
Established 1931 Incorporated 


Gordon Ross ye 1807 E. Olympic Bivd. 
Vice Pres.-Mgr. Tel.—Trinity 1146 
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FACILITIES—426,393 sq. ft.; Fireproof, steel and 
concrete const.; Floor load, 250 Ibs.; Sprink. sys.; 
A. D. T. Ins. rate, 10.8c. Siding on Un. Pac.; 
cap., 25 cars; free switching of competitive traf- 
fic. Sheltered Motor Plat., 22 truck doors. 

SERVICE FEATURES—Bonded: U. S. Customs, 
Pool car dist. Motor transport service. Cool 
Rooms—cheese, dates, nuts (32-40°); other com- 
modities at 41° up. Candy storage. Display 
rooms and offices—convenient to business district. 
ASSOCIATED with Crooks Terminal Warehouses 
Inc., Chicago, Kansas City and New York. 

Watch Display Advertisements on 
Inside Front Covers! 




























































Colorado - District of Columbia = IWinois Warehouse Section Page 2] Wa.ehe 
LOS ANGELES, CALIF. CHICAGO 7, ILL. 

Star Truck & Warehouse Co. C ks T ° al W h Gri 
Established 1892 r00 ermin arenouses fon 

E.S. Stanley ye 1855 Industrial St. Established 1913 *D Incorporated FACIL 
Owner Tel.—Mutual 9141 120,00! 
FACILITIES—250,000 sq. ft.; Fireproof, reinfd. con- . S.Peor 
crete const.; Floor load, 250-600 lbs.; Sprink. sys.; 433 W. Harrison St. Tel.—Wabash 4070 rein.cc 
A. D.T.; Watchmen. Ins. rate, 11.7¢ (90%) Siding . A.D.T. 
on A. T. & S. F.; free switch. Harry D. Crooks, President C. TR 
SERVICE FEATURES—Licensed, Calif. R. R. Com. SERVI 
Very cool basement for candy, etc. Specialize in bonde 
drugs, toiletries, canned goods, elec. appliances. distr.; 
Pool car. dist.; 108 pcs. equipment. Motor term. New York Office REPRE 
REPRESENTED BY—Distribution Service, Inc. MEMB 














H. J. Lushbaugh, Mgr. 271 Madison Ave. 
Murray Hill 5-8397 





LOS ANGELES, CALIF 


Westland Warehouses, Inc. 
Established 1923 


%& 4814 Loma Vista Ave. 
Tel.—Lafayette 1101 












G. G. Franklin 


General Manager 









FACILITIES — 352,355 sq. ft. Fireproof, reinf. . 
conc. Sprinkler Sys. Watchmen. Ins. lc per mo. South Side Warehouses—On the Belt Ry. of Chicago 
Siding: L. A. Junc. Ry., 48 cars. Free switch.: adjacent to Great Clearing Interchange Freight Yard. 
2. Se te. Bee P., U. P. and P. E. Ample 












Facilities 


@ Downtown Warehouse, 417-39 W. Harrison St. 
(directly opposite main post office): 100,000 sq. ft.; 
Brick and reinforced concrete const.; Floor load, 
300 lbs. Siding on C. B. & Q.; capacity 75 cars. 
Tunnel connection. 50 truck loading doors. 


@ Burlington 14th Place Warehouse, 429-49 W. 
14th Pl. (adjacent to downtown district): 90,000 
sq. ft.; Brick and reinforced concrete const.; Floor 
load, 300 lbs. Siding on C. B. & Q. R. R. 


@ 35th St. Warehouse, 2704-44 W. 35th St. (Cen- 
tral location, near Chicago Stock Yards), 150,000 
sq. ft.; Brick, mill and concrete const.; Floor load, 
300 lbs.; Sprinkler sys.; Served by Santa Fe— 
I. C—Penna.—C. R. & I. and I. H. B. R. Rs. 


@ South Side Warehouses, 5817-5967 W. 65th St. 
(especially adapted to in-transit storage): 350,000 
sq. ft.; Brick, mill and concrete const.; Floor load, 
200-500 lbs.; Sprinkler sys.; Siding on Belt Ry. of 
Chicago; capacity, 60 cars; direct rail with own 
South Chicago dock. 


@ South Chicago Waterfront Warehouses, 103rd 
St. and Calumet River—West Bank: 60,000 sq. ft.; 
Steel const.; Floor load, 250 lbs. Siding on: Belt 
Ry. of Chicago; capacity, 50 cars. Water Dock: 
Length, 1500 ft.; draft, 20 ft. 


Motor truck platforms. 

SPECIAL SERVICES—Pool cars. Daily mot. 
transp. to So. Calif. points. Free pickup. 
ASSNS.—A.W.A., C.W.A., L.A.W.A., M.T.A.S.C. 























OAKLAND, CALIF. 
Howard Terminal 






Established 1900 


H.D. Muller, Whse.Mgr. yD) 95 Market St. 
W.B. Walton, Whse. Supt. GLencourt 4722 


FACILITIES—Prop. owner; Firepf. brick and steel 
const.; max. fl. ld. 550 lbs.; sprinkler; pvt. watch.; 
A.D.T.; ins. 12c to 23c; sidings S.P.,A.T.&S.F., W.P. 
Ry., Howard T.Ry., 70 cars; free switch; tr. plat. 
60 trucks; 4 water docks, 400 ft. long; draft 32 ft. 
SERVICE FACILITIES—U.S. Customs bonded; pool 
car distr.; motor terminal; stge., off. and display 
space; Consolidated rail and water carloads. 
MEMBER—A. W. A.; Calif. W. A.; S. F. W. A. 





Incorporated 














SAN FRANCISCO, CALIF. 


San Francisco Warehouse Co. 
Established 1899 Incorporated 
* 


Henry F. Hiller 647 Third St. 
President Tel.—Sutter 3461 
FACILITIES — (1) Continental Warehouses, 625 
Third St.; 265,000 sq. ft.; Elec. fire detection sys. 
(2) Security Warehouses, Spear & Folsom Sts.; 
60,000 sq. ft. Ins. rate 26c. Fumigation. Railroad 
Sidings. 

SERVICE FEATURES—Pool car distribution. 
REPRESENTED BY—Distribution Service, Inc. 








Service Features 


Bonded: U. S. Customs; State. Pool car distribu- 
tors. Motor transport service available. Equip- 
ment for handling any type of vessel or barge, 
plus storage facilities. L.C.L. trap car service. 
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Associations 
A.W.A. (Mdse.); Ill. Assn. Mdse. Warehousemen. 








Watch Display Advertisements on 
Inside Front Covers! 





































DENVER, COLO. 
The Weicker Transfer & Storage Company 


Established 1899 Incorporated 


R. V. Weicker 1700 Fifteenth St. 
President Tel.—MA 3221 
FACILITIES—250,000 sq. ft. Fireproof and mill 
construction, sprinkler system. 

9.3c. 


Insurance rate 
Free switching from all railroads. 

SERVICE FEATURES—Merchandise and house- 
hold goods stored. Pool car distribution. Motor 
freight term. Statewide motor frt. service daily. 
REPRESENTED BY — Distribution Service, Inc.; 
American Chain of Warehouses. 
ASSNS.—A. W. A.; Colo. Tir. & Whsemen’s Assn. 















CHICAGO, ILL. 


Currier-Lee Warehouses, Inc. 
Established 1913 


W. C. Castle ye 427-473 W. Erie St. 
President Tel.—Superior 9066 


FACILITIES—250,000 sq. ft.; heavy joist const. 
A.D. T. Sprinkler alarm; watchmen. Fumigation. 
Ins. 19c. Sidings on C. M. St. P. & P., cap. 21 cars; 
free switch. Shelt. motor platf.; cap. 18 trucks. 
SERVICE FEATURES—Bonded: State; Licensed, 
U. S. Whse. Act. Pool car dist. Motor freight 
term. Space for lease: Storage, Office. Financial 
service. Specialize in food products. Cool rooms. 
ASSNS.—A.W.A. (Mdse.); Ill. Assn. Mdse. Whsmn. 











































WASHINGTON, D. C. 
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The Terminal Storage Company of Washington & Weadertel Service 30 
Established 1903 Incorporated Lac 
W. E. Edgar * First & K Sts., N. E. "You have been and are providing a won- Manag 
Manager Tel.—Metropolitan 4685 ; han-|§| FACILI 
FACILITIES—10 buildings, 243,000 sq. ft. of which a Ae. Oe Cee neh ra 
130,000 sq. *. is of fireproof soneioacion. ee dise Warehouses for the convenienct of cus- oo: ag: 
watchmen. Floor load 250-600 lbs. Sidings, B. : | Tuck ¢ 
O. R. yn capacity 20 cars. Motor platform—Ca- tomers for storing excess stocks or “ee —— 
pacity 30 trucks. . , and for distributi rposes. ’—Traf-| fj °'°°. 

SERVICE FEATURES—Pool car distributors. Local gente a In sum 
cartage. Space for lease. fic Manager, Owensboro, Ky. ari! out 
ASSOCIATION—A. W. A. (Mdse.). REY RES 


WAREH 


Illinois 
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CHICAGO, ILL. 


Griswold-Walker-Bateman Co. 


Incorporated 1525 Newberry Ave. 
Roy C. Griswold, Pres. * Tel.—CANal 2770 
FACILITIES—Prop.owned. (1) 1530S.Sangamon St.; 
120,000 sq.ft.mdse.& 30,000 cu.ft.cold stge. (2) 1524 
S.Peoria St.; 150,000 sq.ft.mdse. Both whse.; Firepf. 
rein.con.const.;fl.1d.250 lbs.; Sprinkler; pvt.watch.; 
A.D.T.; ins. 10c; sid.on C.&N.W.,C.&A.Ry., B.&O., 
C.T.Ry.,8 cars; free switch.; cov. docks, 12 trucks. 
SERVICE FEATURES—Lic. under U.S. Whse. Act; 
bonded; U.S.Int.Rev. U.S.Customs; State; pool car 
distr.; Co. oper. 6 trucks; Stge. and office space. 
REPRESENTED BY—Allied Distribution, Inc. 

MEMBER—A. W.A.; Ill. Assn. of Mdse. Whsemen. 


\ve. 









CHICAGO, ILL. 


Midland Warehouses, Inc. 


1500 S. Western Ave. Pe par ne iy 


FACILITIES—1500 S. Western Ave., 570,000 sq. ft. 
conc. steel const.; 1929 W. 43rd St., 132.000 sq. ft. 
brick, mill const.; 1534 S. Western Ave., 67,000 sq. 
ft. brick, mill const. Ins. rates as low as 4c. All 
with A.D.T. Watch. Serv. & Sprinklered. Direct 
con. all Chicago Rys. Sidings on Chicago Jct. Ry., 
40 car capacity. Ample Motor Truck Platforms. 
SERVICE FEATURES—U. S. Cust., State, Priv. 
Bond. Pool car distr. Office & Whse. space to 
lease. L.C.L. freight station on premises. 
MEMBER—Amer.Chain of Whses., A.W.A.(Mdse.). 


HICAGO, ILL. 


North Pier Terminal 
In our twenty-fifth year 


509 East Illinois Street 
Tel.—Superior 5606 


W. W. Huggett 
Pres. and Gen. Mgr. 


S. T. Heffner 
Mgr. Whse. Div. 


*D 





DISTINCTIVE LOCATION—509 East Illinois 
St., 3 blocks to Michigan Ave., 5 blocks to 
Wacker Drive. Frontage also on new Outer 
Drive, address 444 and 445 Lake Shore Drive. 
Office space available—in combination with 
warehouse. 

FACILITIES—1,250,000 square feet mill and 
tick constructed buildings. Sprinklered. Ins. 
rate 18c. Floor load 385 lbs. 34 elevators. 
C. & N. W. R. R. sidings, capacity 125 cars. 
Free switching. Truck platforms, capacity 100 
trucks. Water Docks, 2000 feet. 

SERVICE FEATURES—Direct Tunnel connec- 
tion all railroads. Universal Station in build- 
ing for out of town truck shipmenis. Steve- 
coring service for cargo freight. Barge service 
New Orleans. 

SPACE LEASED—Offices, storage and light 
mig. Gen. storage for spot stocks. Storage 


in transit. Pool car distribution. 
MEMBERS—A. W. A., Ill. Assn. Mdse. Whsemen. 


ice. 























: CHICAGO, ILL. 
3oo Terminal Warehouse 








e Established 1914 
L. 3. Darovic %& 519 W. Roosevelt Rd. 
a WO!Il|§) Mcnager Tel—Canal 5740 
ferchan- FACILITIES—500,000 sq. ft.; Fireproof, reinf. conc. 
const; Floor load unlimited. Low insurance rate. 
- of cus-|f} Sicing: Soo Line; free switch, all lines; 50 cars. 
bulk Truck dock, 18 trucks under roof. 
or Du! SERVICE FEATURES — Bonded: U. S. Customs, 


Stc'e. Pool car distribution. Candy storage. Cool 
in summer. Space for lease with office. Free in 
an" out freight deliv. to all trunk lines via tunnel. 
REYRESENTED BY—National Whse. Service. 

AS SOCIATIONS—A. W. A. (Mdse).; I. A. M. W. 


'—_Treat- 





























OUSE 









HICAGO, ILL. 
Wakem & McLaughlin, Inc. 


Established 1886 
F. E. Berg 225 E. Illinois St. 
Sec'y & Treas. Tel.—Superior 6828 
FACILITIES—(1) 213-235 Illinois St. Mdse. Storage; 
Customs; Distilled spirits—govt. storekeeper. (2) 
421-427 E. North Water St. & (3) 352-402 E. North 
Water St. leased space. Total space, 500,000 sq. 
ft. Mill const. Sprinkler sys.; A. D. T.; Watch- 
men. Ins. rate 153%4c. Sidings on C. & N. W. 
SERVICE FEATURES—Licensed, U. S. Whse. Act; 
State. Bonded: U. S. Int'l Rev.; Customs. Bottling 
plant for liquors. Pool car distribution. Loans. 
ASSOCIATIONS—A.W.A.; Ill. W. &.; Chi. C. of C. 









CHICAGO, ILL. 





Western Warehousing 
Company 
Established 1880 


E. H. Hagel 
Superintendent 


Incorporated 


323 W. Polk St. 
Tel.—Wabash 6507 


* 





FACILITIES—600,000 sq. ft. Fireproof, steel- 
brick-concrete construction. Floor load, 250- 
300 lbs. Dry Sprinkler system; alarm system; 
private watchmen. Insurance rate, 17.7c. 
Siding on Pennsylvania Railroad; capacity 40 
cars; free switching all Chicago lines. Motor 
platform, capacity 100 trucks, all sheltered. 
LOCATION—Adjacent to “Loop’’—one block 
from new Chicago Post Office; in the heart 
of the railway terminal and wholesale districts. 


SERVICE FEATURES—Bonded, Illinois Com- 
merce Commission Pool car distributors. 
Superior office and storage space for lease. 
Storage restricted to clean merchandise free 
from fire hazard. 


ASSOCIATIONS—lIllinois Warehouse Assn.; III. 
Chamber of Commerce; Chicago Assn. of Com- 
merce; Chicago Traffic Club. 





PEORIA, ILL. 
Federal Warehouse Co. 


Clarence A. Ullman, Pres. Incorporated 
J. D. Uliman, Secy. Established 1915 
J. J. O'Meara, Treas. Peoria Phone: 4-2141 
FACILITIES: (1) 800-818 S. Adams, Peoria. (2) 
llth & Margaret, Pekin, Ill., 225,000 total sq. ft. 
Sprinkler sys. Ins. 10.2c. Peoria sidings on C. B. 
& Q., Peoria; N. Y. Central, Pekin. Fireproof. 
ADT and pvt. watchmen. Free switch. Sheltered 
motor platforms. 

SERVICE FEATURES: U. S. Int. Rev., U. S. Cus- 
toms & State bonded. Pool car dist. Cartage 
—company operated. Storage & office space. 
REPRESENTED BY: Amer. Chain of Warehouses. 
ASSNS.: A.W.A.; C.W.A.I.; N.F.W.A.; LA.M.W. 









EVANSVILLE, IND. 


Mead Johnson Terminal Corp. 
“WHERE WATERWAY — RAILWAY — HIGHWAY MEET” 
Established 1930 Incorporated 
J. D. Beeler 1830 W. Ohio St. 
Vice-Pres. & Gen. Mgr. Tel.—Dial 7152 
FACILITIES—Property owned; 90,000 sq. ft.; Fire- 
proof, brick-steel-concrete const.; Floor load, no 
limit; Sprink. sys.; A. D. T. Insurance rate, 14.7c. 
Sidings on C. & E. I. and L. & N.; free switch., 
all lines. Water Dock: Length, 800 ft.; draft, 9 ft. 
SERVICE FEATURES — Bonded: U. S. Customs; 
State. Pool car distr. Motor freight terminal. 
REPRESENTED BY—Allied Distribution, Inc. 
ASSOCIATIONS—Am. W. A. (Mdse.); Ind. W. A. 
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FORT WAYNE, IND. 
Pettit’s Storage Warehouse Co. 


Established 1910 

J. N. Pettit *H 414 E. Columbia St. 
Manager (Tel.—A-1108) 
FACILITIES—Mdse. 50,000 sq. ft., household goods 
50,000 sq. ft. Reinforced concrete construction: 
floor load, 200-300 lbs. Property owned. Merch. 
Patrol watchmen. Insurance, average 25c. Sid- 
ing, capacity 7 cars, N. Y. C. & St. L. R. R., free 
switching. Truck dock sheltered—capac. 6 trucks. 
SERVICE FEATURES—Pool car dist. Own cartage. 
REPRESENTED BY—Am. Ch. of Whses. 
ASSOCIATIONS—A. W. A., Mayflower W. A. 
State, County and City taxes for 1945, $2.50 





















HAMMOND, IND. 
Great Lakes Warehouse Corp. 


General Merchandise — Storage and Distribution 


Established 1922 Tel.—Ham'd 3780-81 


E. C. Faure Plummer Ave. & State Line St. 


Vice-Pres. & Mor. Tel.—Chicago—Ent. 2200 
FACILITIES—150,000 sq. ft.; Fireproof, concrete- 
steel-brick construction. Siding on I. H. B. R. R.; 
located within Chicago switching district; capa- 
city, 50 cars set. Transiit privileges. 

SERVICE FEATURES—Motor terminal on premises 
hourly deliv. to Metropolitan Chgo. and suburbs. 
ASSOCIATIONS—A. W. A. (C. S. Div.); Ind. Ware- 
housemen’‘s Assn. 








INDIANAPOLIS, IND. 
Henry Coburn Storage & Warehouse Co. 


Established 1905 Incorporated 
Frank F. Powell, Pres jx 221 W. Georgia St. 


E. E. Harris, V. P. & Mgr. Tel.—Lincoln 6431 
FACILITIES — Property owned: 220,000 sq. ft. 
Slow burning; sprinkler sys.; alarm sys. in to- 
bacco room; watchmen. Ins. rate l4c (80% 
clause). Siding on Indianapolis Union (Belt) R. R.; 
capacity 10 cars; free switching all lines. Motor 
platform: capacity 19 trucks—3 sheltered. 
SERVICE FEATURES—Pool car distribution. Lo- 
cal Trucking. Space and offices for lease. 
REPRESENTED BY—Distribution Service, Inc. 
ASSOCIATIONS—A. W. A. (Mdse.); Indiana W. A. 


























INDIANAPOLIS, IND. 





Indiana Terminal & Refrigerating Co. 
Established 1910 Incorporated 
Wn. E. Ready, Sec.-Tr. a) 240 S. Pennsylvania St. 


Tel.—MArket 4361 
FACILITIES—({1) Property leased; 260,000 sq. ft. 
mdse.; reinf. conc.; min. 250 lbs. sq. ft. fl. load; 
rate 10.4c; P. R. R. 8 cars; (2) Property owned; 
1,337,000 cu. ft. cold stgs.; brick and mill const.; 
max. 225 lbs. per sq. ft. fl. load; ins. rate 11.lc; on 
I. U. Ry., 8 cars. Both houses: sprink., pvt. watch- 
men, A.D.T. alarm, free switch., cov. truck docks. 
SERVICE FEATURES—U. S. Cust. bonded. Pool 
car distr. Lease stge., office, display, exhibit space. 
MEMBERS—A.W.A., Assn. Ref.Whse., Indpls.W. A. 

















EDAR RAPIDS, IOWA 


American Transfer & Storage Co. 
Established 1908 incorporated 


A. G. Keyes 401 First St., S. E. 
Pres. & Gen'l. Mgr. Tel.—21147 


FACILITIES—Prop. leased; 80,000 sq. ft. mdse.; 
10,000 sq. ft. cold stge.; firepr. mill const.; sprink.; 
A.D.T.; Ins. 20c; siding on C. M. St. P. & P., cap. 4 
cars, free switch.; truck shelter, cap. 6 trucks. 
Min. cold storage temp. range 35° above zero. 
SERVICE FEATURES — Pool car distr.; cartage 
service, 8 trucks; stge. and office space for lease; 
motor term. in warehouse. 

MEMBER—lIowa W. A. 





WATERLOO, IOWA 
lowa Warehouse Company 


Established 1916 Incorporated 
R. B. Cass y% 821 Mulberry St. 
Vice-President Tel—345-346 
FACILITIES—Owned. (1) 821 Mulberry St. Ce- 


ment block const. Siding on Chi. G. West., ca- 
pacity 3 cars. Ins. rate $1.55. (2) 558 Center St. 
Fireproof, brick const. Siding on W. C. F. & N. 
Ry., capacity 4 cars. Ins. rate 56c. Both: 70,000 
sq. ft. Free switching service. 

SERVICE FEATURES — Complete merchandise 
storage service. Pool car distribution. Motor 
freight terminal. 
MEMBER—National Furniture Whsemen’'s Assn. 


WAREHOUSE 
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LEXINGTON, KY. 
Union Transfer & Storage Co. 


Established 1919 Incorporated 


O. B. Murphy Spring & Vine Sts. 
Vice-President Tel.—PBX-7030 
FACILITIES—{1) Vine & Spring Sts., fireproof, 
reinforced concrete; Ins. rate 22c. ) Vine & 
Merino, brick and mill const. Ins. rate 55c. Both: 
Total floor space 100,000 sq. ft. Sidings on L. & 
N. R. R.; free switching. 

SERVICE FEATURES—Pool car distributors. Mo- 
tor transport line, company owned, serving 
Louisville, Cincinnati, Harlan,. Middleborough 
and Blue Grass region of Kentucky. 



























LOUISVILLE, KY. 
Louisville Public Warehouse Co., Inc. 


W. N. Cox 
President 


* E. H. Bacon 
Vice-President 
Established 1884 
FACILITIES—944,138 sq. ft. for storage of Mer- 
chandise, Household Goods, Tobacco, Dist. Spirits 
—24 Warehouses—Fireproof and slow-burning 
mill—-Sprink.—Conts. Ins. 4.4c to 19.3c per $100. 
SPECIAL FEATURES—Customs and Internal Rev- 
enue Bonded—Pool Car Distribution — Free 
Switching All Lines—Satisfying Customers with 
Superior Service. 
MEMBERS—American Chain of Warehouses—Dis- 
tribution Service, Inc—Am. Whse. Assn. 















NEW ORLEANS, LA. 
Commercial Terminal Warehouse Co. 






Established 1925 


E. B. Fontaine * 404 N. Peters St. 
President Tel.—Magnolia 4877 
FACILITIES—100,000 sq. ft.: Slow burning, heavy 
brick and mill const.: Floor load, 250 lbs.; 
Sprink. sys.; Watchmen; Ins. rate, 37c; Siding on 
So. Pac. 

SERVICE FEATURES—Bonded: U. S. Customs: 
State. Pool car dist. Bean cleaning grading. 
Reconditioning. Billing. Financing. Cartage. 
REPRESENTED BY—Associated Warehouses, Inc. 


Incorporated 











NEW ORLEANS, LA. 
Standard Warehouse Company 


Established 1903 
T. E. Gannett * 100 Poydras St. 
Owner 


Tel.—RAymond 2336 
FACILITIES—100,000 sq. ft. Heavy brick & mill 
const. Sprinkler sys., pvt. watchmen. Ins. rate 
27.4c. Sheltered motor & rail plat., cap. 12 trucks, 
siding on T. & N. O., cap. 9 cars, free switching. 
SERVICE FEATURES—Customs & State bonded. 
Pool car dist. Especially equipped for .coffee; 
coffee separating & cleaning; bean cleaning & 
polishing; flour sifting; reconditioning of cargo. 
REP. BY—Geo. W. Perkins, 82 Beaver St., N. Y. C. 
ASSNS.—A. W. A.; New Orleans Mdse. W. A. 












Storing Supplies 
and Materials for 
Government Orders 


Shippers are finding increasing need 





for use of warehouse space in storing 


supplies and materials in conjunction 





with national defense orders. These 


shippers rely on warehouses in 
TRAFFIC WORLD’S 


Section. They realize that they are 











Warehouse 








reliable because of Traffic World’s 


pre-checking requirements. 















* Md. = Mass. = 


ALTIMORE, MD. 


Camden Warehouses 
Established 1900 Incorporated 


Milton K. Hill *D Camden & Eutaw Sts. 
Mgr. & Treas. Tel. Plaza 0400 
FACILITIES—4 Units; Property leased: 700,000 
sq. ft. Brick-Concrete-Steel const. A.D.T., Private 
Watchman, Sprinkler. 

LOCATIONS — Camden Station, Henderson's 
Wharf, Locust Point Piers, B. & O. R. R. 

SERVICE FEATURES—Pool cars. Motor transport. 
Direct rail and water connections. Internal Reve- 
nue and Customs Bonded. 

ASSNS.—A. W. A., Md. W. A., Distillers’ Inst. 












BALTIMORE, MD. 


Terminal Warehouse Co. of Baltimore 
Established 1893 Incorporated 
C. A. Schauman yf Davis & Pleasant Sts. 
President Tel.—LEX. 8560 
FACILITIES—6 units. Davis & Pleasant Sts., Prop. 
owned. Bond S&t., prop. leased. Water dock, 400 
ft. Dft. 25 ft., 500,000 sq. ft. Brick const. Sprinkler. 
A. D. T. Watchmen. Ins. 2lc. Siding, P. R. R., 
cap. 40 cars. Truck plat., 40 trucks. 

SERVICE FEATURES—Bonded: Cust. Space and 
off. for lease. Trucks for loc. delvy., pool car. 
REP. BY-—Assoc. Whses., Inc., New York. C. A. 
Webster, 52 Vanderbilt Ave.; Chicago, Clyde 
Phelps, 549 W. Randolph St. A.W.A.; C of C.U.S. 





EAST 


Hoosac Storage and Warehouse Co. 


Established 1928 Incorporated 
Howard E. Wemyss yy Lechmere Square 
Treasurer Tel.—TRO. 9608 
FACILITIES—{1) Lechmere Sq., E. Cambridge, 
Fireproof, reinforced concrete; Sprink. sys. Ins. 
rate 18c. (2) Water St., Charlestown (Adj. Mystic 
Terminal Co. docks). Brick const., A. D. T., Auto. 
fire alarm. Ins. rate 2lce (90%). Total floor space 
108,500 sq. ft. Sidings on B. & M. R. R. 

SERVICE FEATURES—Bonded: State; U. S. Cust. 
(No. 2) Pool car dist. Liquor storage (No. 2). 
REPRESENTED BY—New York, Central Distribu- 
tion Bur.; Chicago, National Whsg. Ser. 





: MINNEAPOLIS, MINN. 
Minneapolis Terminal Warehouse Co. 





Established 1929 * Incorporated 
618 Washington Ave. N. 201 Fifth Ave. N. 
Whse. No. 1 (Tel.—MAin 3568) Whse. No. 2 


FACILITIES—200,000 sq. ft.; Fireproof, brick and 
concrete constr.; Floor load 250 lbs.;-A. D. T. and 
private watchmen. Sidings on Soo Line; capacity, 
16 cars; free switching all lines. Cartage Service, 
50 trucks. Ins. from 16c (90%). Pool car distr. 
SERVICE—State, U. S. Cust. bond. Office space. 
REPRESENTED BY—Assoc. Whses., Inc., 52 Van- 
derbilt Av., N. Y.; 549 W. Randolph St., Chicago. 
ASSNS.—A. W. A., Minn.-N. W. W. A., Minn. 
Truck Owners Assn. 








T. PAUL, MINN. 


Midway Terminal Warehouse Co. 
Established 1933 * Minnesota Transfer 


Tel.—Nestor 1811 2295 University Ave. 
FACILITIES—-150,000 sq. ft.; Brick and mill con- 
struction; Floor load 250 lbs.; sprinklered; and 
private watchmen. Siding on Minnesota Transfer 
Ry.; capacity, 16 cars; free switching all lines. 
Cartage service, 25 trucks. Ins. from l6c. (90%). 
SERVICE FEATURES—Siate, U. S. Cust. bond. 
Office and display space. Pool car distr. 
REPRESENTED BY—Assoc. Whses., Inc., 52 Van- 
derbilt Ave., N. Y.; 549 W.-Randolph St., Chicago. 
ASSNS.—U. S. C. of C., A. W. A., Minn.-N. W. 
W. A., Minn. Truck Owners Assn. 











> ST. PAUL, MINN. 


St. Paul Terminal Warehouse Co. 
Established 1916 * Incorporated 


Sth & Locust Sts. Tel. Garfield 7551 
FACILITIES—307,000 sq. ft.; Fireproof, brick and 
conc. const.; Floor load 250-400 lbs. A.D.T. & priv. 
watchmen. Sid. Soo Line; 26 cars; free switching. 
Cartage service, 50 trucks. Ins. from 16c (90%). 
SERVICE FEATURES—State, U. S. Cust. bond. 
Office and display space. Pool car distribution. 
REPRESENTED BY—Assoc. Whses., Inc., 52 Van- 
derbilt Av., N. Y.; 549 W. Randolph St., Chicago. 
ASSNS.—U. S. C. of C., A. W. A., Minn.-N. W. 
W. A., Minn. Truck Owners Assn 
Famous for ‘'SERVICE''—from Coast to Coast 
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KANSAS CITY, MO. 
Adams Transfer & Storage Co. 








9th & 
Established 1900 Incorporated 4 : 
D. S. Adams * 228 W. 4th St. (13 
President Tel.—Victor 0225 (2) 941 
FACILITIES—100,000 sq. ft. Fireproof, reinf. con- puriie 
crete. Sprinkler, M. D. T. alarm, pvt. watchmen. prote 
Ins. rate 24c. Siding on KCSRR. Cap. 8 cars. FEAT 
Free switch. Truck plat. covered, cap. 30 trucks. St. Le 
SERVICE FEATURES—Bonded: Customs, Int. Rev., Spel 
State; Lic., U. S. Whse. Act. Pool car dist. Stg. ace 
& office space for lease. Mot. Transp. ser. & fgt. REPR 
term. Daily overnight serv. to approx. 4,000 towns. ASSC 
In wholesale dist.; near retail dist. & fgt. depots. VES 


ASSNS.—A. W. A.; M. W. A.; Traf. Club; C of C. 














KANSAS CITY 7, MO. 


Crooks Terminal Warehouses 
1104 Union Avenue 


Telephone—Victor 2404 
Established 1913 


A. J. Crooks 
Vice-Pres. & Gen. Mgr. 


New York Office 
H. J. Lushbaugh, Mgr. 271 Madison Ave. 
Murray Hill 5-8397 












Incorporated 


R. F. Wallace 


Manager 



























Estal 
Cc. 
Vice. 
FAC: 
Spru 
Spri1 
sidin 
platt 
who 
SER’ 
Pool 
REP] 
MEM 
Brokers Warehouse Security Warehouse Ha 
1104 Union Ave. (Frisco) 1405 St. Louis Ave.(M. P.) 
FACILITIES—3 locations: 322,000 sq. ft.; Rein- 
forced concrete and brick const.; Floor load, 250 Ont 
lbs. Sprink. sys. Ins. rate, 9.4c. Sidings on Un. 
Pac., Mo. Pac. & Frisco R. Rs.; cap., 23 cars; free Tel.- 
switch. Protected by A. D. T. Burglar Alarm Sys. 
SPECIAL SERVICES—Bonded; Licensed, U. S. John 
Whs. act; U. S. Customs; State. Pool car dist. 
We operate our own large and efficient fleet of FAC 
motor trucks. Cool rooms—cheese, dates, nuts Priv 
and dried fruits (35° to 60°). Candy Storage. terir 
ASSOCIATIONS—A. W. A. (Mdse.); Mo. W. A. — 
Watch Display Advertisements on soe 
Inside Front Covers! —" 
cu. f 
KANSAS CITY, MO. brin 
Py cool 
Merchandise Warehouses, Inc. plat 
Established 1902 ok) 933 Mulberry St. on 
<> SER’ 
At) Baie = dist 
tran 
stor 
proc 
Exp 
war 
Har! 
van 
ASS 
of N 
j Ind. 
i 
' 
Ps - The 
FACILITIES—350,000 sq. ft., reinforced concrete he 
and heavy mill construction; Sprinkler; Sidings; | 
Mo. Pac., Un. Pac., Wabash & Burlington; Track i; 1 
capacity: 20 cars; Watchman service and ADT 
protection; Ins. rate: 9.0c. Covered docks and | ac 
tracks. Display room. Cold storage. Office space. ties 
SERVICE FEATURES—Bondod by Fidelity & De =a 
posit Co. of Md. Pool car dist. Reciprocal switch: rs 
ing. Free drayage on L. C. L. shipments. Financ EP 
ing. Employes bonded. Stge-in-transit service. Tull 
Tr. Depot. { 
ASSOCIATIONS—Kansas City / Warehousemen’s pe 


Association; Missouri Warehousemen’s Assn. 








ed W. F. Long. G. M. Established 1903 (On South St. Adjacent Brooklyn Bridge) 

|| | cesar cietttes fee canon Eacblibed Terminal Warehouse Co 
25 (2) Sth & Gratiot, Term. R. R. siding, 24 cars; rec. Arthur J. Tolley > 4 Telephone ° 
on- switch, all lines. Ins. rate, 20c. Sprinkler, A.D.T. Treas. & Mgr. Digby 4-1600 General Office 

on. protection. Two cov. motor docks length of bldg. Area 35,000 sq. ft. (Mill constructed floor.) 

“ig FEATURES—Longest established mdse. whse. in SERVICE—Pool car dist. Specialize in handling . 

ks. St. Louis. Licensed. State bonded; pool car distr. foodstuffs and other high grade commodities. Foot of East Ninth St. 

iG. Spcl. encl. plat. Sep. e7 space, approved for he a —— warehouses on the 

aS storage Red Label prods. Motorized power equip. altimore io R. R. communicate with Arthur 

- REPRESENTED BY Distribution Service, Inc. : J. Tolley. ik het teh i il Telephone—Cherry 5280 

ns. ASSOCIATIONS—A. . A.; Mo. . ae Se ASSNS.—A. W.A.; W. A. Port N. Y.; N. Y. W. A. ? 

3 Mdse. W. A.; St. L. C. of C. Herbert H. Lederer yD _ Established 1921 


Warehouse Section Page 5 








WAREHOUSE 


Mo. 





ST. LOUIS, MO. 
S. N. Long Warehouse 


9th & Gratiot Sts. * Tel. Main 2910 








ST. LOUIS, MO. 


Rutger St. Warehouse, Inc. 


Established 1920 gq Rutger St. 
S. J. Lusby *D Tel.—Chestnut 
Exec. V.-P. & Treas. 9465-66 
FACILITIES—Mdse. Stg. 210,000 sq. ft.; Cold Stg. 
(beer) 8700 cu. ft. Brick-mill constr. Sprink. sys. 
ADT Central Sta. burglar alarm. Ins. rate 25c. 
Sidings on Mo. Pac. and Term. R. R. Assn., cap. 14 
cars, free switching. Motor plat., cap. 15 trucks. 
Mississippi River Dock, near Municipal Bridge. 
SERVICE—-Bonded: U. S. Cust.; State. Pool car 
dist. Motor freight terminal. Space for lease. 


REPRESENTED BY: Associated Warehouses, Inc. 
ASSNS.—St. L. Mdse. W. A., Mo. W. A., St. L. C. 





New Jersey - New York 


NEW YORK, N. Y. 


Baltimore & Ohio Stores, Inc. 
PIER 21, EAST RIVER 











ROCHESTER, N. Y. 
B. R. & P. Warehouse, Inc. 


Established 1914 


U. C. Lockinger ye King & Maple Sts. 
Manager Tel.—Main 3991-92 
FACILITIES — Property owned — 100,000 sq. ft. 
Fireproof, built-up concrete const. Sprink. sys., 
watchmen. Ins. 11.8c. Siding on B. & O. R. R., 
capacity 22 cars, free switching. Shelt. motor 
platform, cap. 10 trucks. Boat dock on N. Y. State 
Barge Canal operated in conj. with warehouse. 
SERVICE FEATURES—Pool car dist. Motor freight 
terminal. Storage and office space for lease. 

ASSOCIATIONS—A. W. A.; Rochester T. & W. A. 





President 


East Ninth St. Pier—The East Ninth Street Ware- 
house is located on the lakefront in downtown 
ae with 1,000 ft. of dockage and 20 ft. 

raft. 
tug service. 72,000 sq. ft. of fireproof warehouse 
space with 1,000 lb. floor load and A. D. T. Bur- 
glar and Fire Sys. Served by New York Central 
with 20-car siding and free switching. Most mod- 
ern power equipment for handling cargoes of 
package freight and spec. facilities for passenger 
& cruise ship dockings. Offices and display rms. 
East 37th St., Northern Ohio Food Terminal (gro- 
cery products handled exclusively)}—120,000 sq. 
ft. Fireproof, concrete const. Private watchmen. 


SECTION 
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LEVELAND, OHIO 


The Lederer 














Incorporated 





FACILITIES 







No bridges or other obstruction requiring 












24-car siding on Nickel Plate, free switching. 
Sheltered 17-truck motor platform. 
1236 Broadway—The Broadway Warehouse has 















of C. 































ST. LOUIS, MO. 


ST. LOUIS TERMINAL WAREHOUSE CO. 


Established 1924 Incorporated 
C.J. LaMothe ,yyP) 826 Clark Ave. 
Vice-President Tel.—Main 4927 
FACILITIES—200,000 sq. ft. Mdse. Storage, (1) 1000 
Spruce St., (2) 826 Clark Ave. A. D.T. protected. 
Sprinklered. Ins. rates 16c—26c. Term. R. R. 
siding. Free switching. 28 car cap. Sheltered 
platform, city block long. Centrally located in 
wholesale and jobbing district. : 

SERVICE FEATURES—Sitate, U. S. Cust. Bonded. 
Pool car dist. Space for lease—office and storage. 


REPRESENTED BY—A. C. of W., Inc. 
MEMBER—A.W.A.; Mo. W. A.; St. Louis C. of C. 











JERSEY CITY, N. J. 


Harborside Warehouse Company, Inc. 
Thirty-Four Exchange Place 
On the Hudson River directly opposite New York City 
ail eaete Established 1933 
Tel. ergen 4- op 


Executive and Sales 
Office: 66 Hudson St. 
John J. Mahoney, T. M. 


New York, N. Y. 


AKRON, OHIO 
Cotter City View Storage Co. 


Established 1882 Incorporated 
W. Lee Cotter oe 70 Cherry St. 
FACILITIES — 2 units, 80,000 sq. ft. 


President Franklin 3131 
Fireproof, 
brick-steel const. (1) Fl. load 350 lbs. A.D.T. alarm 
sys. Ins. rate 30c av. Siding on B. & O., 6 cars. 
Free switching. Truck plat., cap. 4 (2) Fl. load 
250 lbs. Sprinkler sys. Ins. rate 22c. Siding on 
Pennsyl., 8 cars. Free switch. Truck plat., cap. 4. 
SERVICE FEATURES—Pool car dist., motor frt. 
terminal. Company operated cartage service, 
10 trucks. Storage space for lease. 
ASSNS.—Mayflower Whsmns. Assn.; Ohio W. A. 
























INCINNATI, OHIO 
The Baltimore and Ohio Warehouse Company 


Incorporated 
Irvin W. Mead Second & Smith Sts. 
Mor. & Treas. 


Tel.—Parkway 7646 
FACILITIES—Dry storage, 219,000 sq. ft.; cooler 
storage, 90,000 cu. ft. Stone-steel-brick-wood 
const. Sprinkler sys.; central alarm sys.; watch- 
men. Direct rail conn. 12 large freight elevators. 









humidity controlled space for sugar and other 
hygroscopic merchandise. 
proof, concrete-brick const. A.D.T. private watch- 
man. 
with main freight depot — eliminates cartage). 
Sheltered 20-truck Motor platform. 
i530 Riverbed Ave.—100,000 sq. ft. 
concrete-brick-steel const. 
car siding on Erie. 
SERVICE FEATURES — U. S. Customs bonded. 
Pool car distribution. 
Favorable rates from all docks and piers. 
—— a BY — New York City, Frank J. 
ully, 
Lederer Terminal (see adv.); Chicago, M. H. 
ger, 519 W. Roosevelt Rd. (Canal 5742). 
ASSOCIATIONS—Am. W. A. (Mdse.); Ohio W. A. 








90,000 sq. ft. Fire- 






15-car siding on Nickel Plate (connected 







Fireproof 
Private watchmen. 6- 
12-truck Motor platform. 








Motor transport service. 






277 Broadway (Worth 2-0428); Buffalo, 


Fin- 









CLEVELAND, OHIO 





National 


Terminals Corporation 
1200 West Ninth Street 


Tel.—Cherry 4170 


Phone: Barclay 7-6600 SERVICE—Pool car. dist., reshipping and C.O.D. A. B. Efroymson €9D F. H. Prusa 
FACILITIES—3 units—fireproof, brick and conc. collections. Especially adapted to products re- President Manager 
Priv. siding, Penna. R. R. conn. with all roads en- quiring protection from dampness, dirt, heat or 



























tering city. Merchandise Stge.—Mfg. and office 
space, 1,650,000 sq. ft.; sprink.; auto. fire alarm; 
Ins. rate .099; rail siding, 20-car capac. platform 
capac., 40 trucks. Cold Stge.—Coolers, 1,608,000 
cu. ft.; freezers 1,182,000 cu. ft.; total 2,790,000 
cu. ft., convertible; auto. fire alarm; ins. rate 6c; 
brine refrigerator system; temp. range 0 to 50° F.; 
cooler rm. ventilation; humidity control; 20-truck 
platform; rail siding, 16-car capacity. Water Dock 
Facilities—Waterfr. dock 600 ft.; draft min. 21 ft.; 
also pier berth 600 ft.; bulkhead draft 25-30 ft. 

SERVICE FEATURES—Free lighterage, Pool car 
distribution. Rental of Office space. Storage-in- 
transit. All perishable products accepted for cold 
storage. Free switching on certain perishable 
products. Bonded space available. American 
Export Line steamers dock at piers adjacent to 
warehouse. Consign rail shipments to storer c/o 
Harborside Warehouse Co., Jersey City, Pennsyl- 



















cold. Special rooms for stge. chocolate and choc. 
candies, controlled temperature and humidity. 
ASSOCIATIONS—A.W.A.; Ohio W.A.; Cin. W.A. 


> CINCINNATI, OHIO 


Cincinnati Merchandise Warehouses, Inc. 


Ernest L. Becker * Tel.—Main 4117 
Executive Vice Pres. 7 West Front St. 
FACILITIES—(1) 11-17 E. Front St. Ins. rate, 25.lc. 
(2) 7-19 W. Front St. Ins. rate, 33.2c. Both houses: 
Total 225,000 sq. ft.; heavy mill const.; Sprink. 
sys; A. D. T. burglar alarm; Sidings, P. R. R. and 
So. Ry. Reciprocal switching arrangements. 
SERVICE FEATURES — Bonded: U. S. Customs. 
Pool car distribution. 

MEMBER—A.W.A.; O.W.A. and Cin. Ware. Club. 






















FACILITIES—Three units. 1200 W. 9th St: 
516,000 sq. ft. Cold Storage 1,500,000 cu. ft. 
Insurance rate 10.7c. 63-car siding on C.C.C. 
& St. L., free switch. Sheltered motor plat- 
form, 65 trucks. 1150 Main St.: 30,000 sq. ft.; 


Insurance rate 58c B. & O. 2l-car siding, no 


vania R. R. Henderson Street Station delivery. : ' 
ASSNS.-A. W. A. (Cold St'ge Div.); W. A. Port sew yee itnnetented ty Md switch. Sheltered motor platform, 10 trucks 
of N. Y.; Mar. Assoc.; N. Y. Mer. Exch.; Com. & siaieasiin ani oeued (ann aoe Dock, 500 ft., draft 18 ft. 900 E. 54th St.: 
Ind. Assoc. N. Y.; Jersey City C. of C. 200,000 sq. ft. Insurance rate, 35c. Siding on 
BUFFALO. N. Y N. Y. C. Sheltered motor platform, 9 trucks. 
| ary eS ~~ GINGINNATI, OHIO Dock, 500 ft., draft 20 ft. All units fireproof, 
The Lederer Terminal Warehouse Co., Inc.| | Cincinnati Terminal Warehouses, Inc.| | watchmen. Modern handling equipment at 
concrete | Established 1921 * Tel. Jefferson 1120 Established 1924 Incorporated docks. 
Sidings; Harry Foster 49 Central Ave. ne ere 
mn; Track | 124 Niagara Frontier Food Terminal General Manager o Tel.—Parkway 8070 SERVICE—Pool car distribution. Space for 
— 1 Herbert H. Lederer, President PACILITIES—Dry stge., 600,000 sq. ft.; Cold stge., lease: storage, office, light manufacturing. 
2 } FACILITIES—60,000 sq. ft. Fireproof, concrete- R sq. ft. Fireproof—steel const. Sprinkler ‘ : : 
ee 7 be srick const. Private watchmen. Sidings on Erie sys. Watchmen. Ins. rate 14\4c. Siding on P.R.R.; Cold Storage: fruits, vegetables, meats, fish, 
“¢ itch: ind Nickel Plate RRs., cap. 20 cars. Shelt. Motor free switching. Sheltered motor platform. poultry and dairy products; frozen fruits. 
s caand plat, cap. 14 trucks. Humidity controlled space. SERVICE FEATURES—General; Bonded: Int. Rev. —— i] k 4 faciliti f 
dapibes ine REPRESENTED BY — New York City, Frank J. Pool car dist. Drayman. Motor frt. terminal— mplete rail, truck an oat facilities for 
— Tully, 277 Broadway (Worth 2-0428); Cleveland, 35 lines. Cold storage. Traffic problems ana- dry and cold storage. 
a lyzed. Storage, office, display space. 


Assn. 










; Lederer Terminal (see adv.); Chicago, M. H. Fin- 
| ser, 519 W. Roosevelt Rd. (Canal 5742). 








MEMBER—A. W. A. (Refr.); Ohio W. A. 


MEMBER—A. W. A., Ohio W. A. 
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CLEVELAND, OHiO 
The OTIS Incorporated 


TERMINAL WAREHOUSE CORP. 


Bernard E. Woeste * 1300 W. Ninth St. 
Vv. P. & Gen. Mgr. Tel.—Main 7457-58 
FACILITIES — 500,000 sq. ft. Fireproof, brick- 
conc.; A.D.T. Sprink. sys. and auto. burg, alarm; 
watchmen Ins. rate, 14.3c. Sidings on N.Y.C. and 
Big Four (stop off cars), Free switch. Shelt. Docks 
and siding in bldg. Downtown Cleveland location. 
SERVICE FEATURES U. S. Customs bonded. 
Pool car distribution. Motor transport services. 
Storage, office and display space for rent or lease. 
MEMBER-—O. W. A.; Cleve. W. A.; A. W. A. 


pC OLUMBUS, OHIO 


The Columbus Terminal Warehouse Co. 


Established 1882 — Incorporated 


Tel.—Adams 6239 
FACILITIES—63-83 Terminal Way—100,000 sq. ft.’ 
brick and concrete const. A. D. T. Burglar Alarm 


and A. D. T. Aero Automatic Fire Alarm. New 
York Central siding; free switching. 


FACILITIES—416 Dublin Ave.—125,000 sq. ft.; 
brick and concrete const. A. D. T. Burglar Alarm, 
Automatic Sprinkler. C. & O. Railroad siding. 
Free switching. 


MEMBER—Allied Distribution, Inc.; Ohio W. A. 


TOLEDO, CHIC 


Great Lakes Terminal Warehouse Co. 
Established 1927 Incorporated 
L. M. Ashenbrenner 321-359 Morris St. 
V.-P. & Gen'!l Mgr. (Tel.—Main 4231) 
FACILITIES—Dry storage, 150,000 sq. ft.; Cold 
storage, 2,500,000 cu. ft.; Sprink. sys.; A. D. T. 
Private Sidings: B. & O. and N. Y. C.; MOTOR 
TRUCK PLAT.; capacity 30 trucks; sheltered. 
SERVICE FEATURES —U. S. Customs Bonded 
warehouse. Complete warehousing and delivery 
service covering Ohio, Mich. and Ind. 
CAPITAL — Over $1,000,000. References: Any 
Toledo Broker, Jobber, Grocer, Trucker, Bank. 
TOLEDO’S LARGEST, FINEST, RESPONSIBLE WAREHSE. 


PHILADELPHIA, PENNA. 
Pennsylvania Warehousing 


and Safe Deposit Co. 
Established 1872 Incorporated 
Warren T. Justice ye Cor. 4th and Chestnut 


President Tel.—Lombard 3893 
FACILITIES — 22 units. Properties owned and 
leased. 1,092,000 sq. ft. Floor load 250 lbs. Conc. 
and slow burn. Part sprinklered. Ins. 4c to 64c. 
Sidings: B. & O., P. R. R., Reading. Cap. 40 cars. 
SERVICE FEATURES—Bonded U. S. Cust. Pool 
car. Space and office for lease. Local deliv. serv. 
REP. BY—Am. Chain of Whses, Inc.,G.W.Perkins, 
82 Beaver St.,N.Y.C., A.W.A., P.W.A., W.A.of P. 


————PHILADELPHIA, PENNA. 


Philadelphia Piers, Inc. 


Established 1934 
330 Chestnut St. 


‘ TELEPHONES 
E.W. Stringfield yeDP)  geii—tombard 9934 
Gen'l Traffic Mgr. 


Keystone—Main 5175 


Facilities 
Five units. Piers 96, 98, 100 South. 25 acres 
lumber yard adjacent. Open Storage. 1,100,- 
000 sq. ft. under cover. Reinforced concrete 
construction. Floor load, 300 lbs. maximum. 
Part sprinklered. Watchmen. Ins. 14.4c to 
17.7c. Sidings on Pennsylvania R. R., Balti- 
more & Ohio R. R., Reading R.R. Capacity 600 
cars. Water dock, length 1,500 ft.; draft, 30 ft. 


Service Features 


General merchandise storage. Storage-in-tran- 
sit privilege on flour, grain products and 
other commodities. Direct car to shipside serv- 
ice at piers. Lighterage and extra handling 
eliminated. Import, export, intercoastal and 
coastwise commerce handled with speed and 
economy. 


So. Dakota - 


PHILADELPHIA, PENNA. 


se 
Terminal Warehouse Co. 

Established 1904 Incorporated 
E. V. D. Sullivan * 81 Fairmount Ave. 
President (Tel.—Market 0160) 
FACILITIES—(1) N. E. Cor. Front & Brown Sts., 
and 800 N. Delaware Ave. Fireproof, concrete 
const. Sprinkler sys., A. D. T., private watchmen. 
(2) Eleven other units. Total—all facilities, 2,940,- 
000 sq. ft. Ins. rates as low as 4c. Sidings on 
Penna and Reading RRs., free switching. 

SERVICES—Customs and Dept. of Agric. BAI 
bonded. Pool car. distr. Motor freight term.—own 
and operate trucks for city & suburban deliveries. 
MEMBER—Distrib. Service, Inc.; A.W.A.; Pa.W.A. 


PITTSBURGH, PENNA. 
Kirby Transfer & Storage Co. 


Established 1898 Incorporated 


J. Lee Kirby yy 2536-54 Smallman St. 
Treasurer Tel.—Court 2463 
FACILITIES—100,000 sq. ft. Fireproof, reinforced 
concrete. Sprinkler sys., watchmen. Ins. rate, 
39.lc. Siding on Penna. R. R., capacity 5 cars. 
Location—Wholesale District of City. 

SERVICE FEATURES—Pool car distr. Motor truck 
service to points within 30 miles of Pittsburgh by 
own equipment. 

REP. BY—Distrib. Service, Inc.; Chgo., New York. 
MEMBER—A.W.A.; Pa.W.A. Mdse.; W.A.of Pitts. 


SCRANTON, PENNA. 


The Quackenbush Warehouse Co. 


Established 1894 Incorporated 


A. E. Huber * 219 Vine St. 
Secretary {Telephone—6111) 
FACILITIES—100,000 sq. ft. brick-steel-wood con- 
struction. Sprink. sys.; A. D. T. Ins. rate, 13c. 
Sidings on D. & H. and D. L. & W.; cap. 5 cars. 
Motor platform; cap. 8 trucks. 

SERVICE FEATURES—Pool car dist. Motor freight 
terminal. R. F. Post, Drayman. 


REPRESENTED BY—Allied Distribution, Inc. 
ASSOCIATIONS—Amer. Warehousemen’s Assn. 


SIOUX FALLS, S. D. 


Wilson Storage and Transfer Company 
Established 1930 Incorporated 
R. M. Johnson % 110 No. Reed St. 
Manager Telephone—6543 
FACILITIES—100,000 sq. ft. Fireproof, reinforced 
concrete const. Sprinkler sys.; private watch- 
men. Ins. rate, 26c. Siding on Chi. & N. W., free 
switching. Adjacent Union Truck Depot. 

SERVICE FEATURES — State Bonded. Pool car 
distribution. Storage and office space for lease. 
WILSON FORWARDING CO. (owned and oper- 
ated by us)—Features coordinated truck and rail 
freight service. Offices in Chgo., St. Louis, Minne- 
apolis, Omaha, Sioux City, Huron and Rapid City. 


MEMPHIS, TENN. 


Poston Warehouses 
Established 1895 P. O. Box 2562 
W. H. Dearing + 671 S. Main St. 
General Manager Telephone—8-5134 


FACILITIES — 52,000 sq. ft.; mill-brick-concrete 
const. Sprinkler sys.; A. D. T.; Watchmen. Ins. 
rate, 12.6c. Sidings on I. C. and St. L. S. W. Rys.; 
free switching. Sheltered Motor platform. 


SERVICE FEATURES—Bonded privately. Pool car 
distr. Local cartage, P. U. & D. service. Storage, 
billing and collections. Office space. 


MEMPHIS, TENN. 
United Warehouse & Terminal Corporation 


Established 1930 * Telephone—5-3758 


137 E. Calhoun Ave. 
FACILITIES-——(1) 137 E. Calhoun Ave.; (2) 138 St. 
Paul Ave. 110,500 sq. ft. Brick and mill const. 
Sprinkler sys. Ins. rates: (1) 15.2c; (2) 18.7c. Sid- 
ings on N. C. & St. L. and L. & N., free switching 
rail and barge lines. Sheltered motor platform. 
SERVICE FEATURES—FExcellent facilities for Pool 
car distr. Motor frt. term. Office and desk space. 
In center of wholesaling and jobbing dist.—con- 
venient to rail, truck and express depots. 
REPRESENTED BY—Distribution Service, Inc. 
ASSOCIATIONS—A. W. A.; Memphis W. A. 
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NASHVILLE, TENN. 


—-agaes 
Bond, Chadwell Co. | 


Established 1905 


Incorporated } 
E. M. Bond *D 1625 Broad St. ! 
President 


Telephone—5-4153 | 
FACILITIES—100-124 First Ave., N. 40,000 sq. ft. | 
Fireproof, reinforced concrete. Floor load 250-500 ; 
ibs. Ins. rate, 19.4c. Siding on Tenn. Cent.; cap. | 
6 cars; free switching. Sheltered motor plat., cap. | 
5 trucks. Water dock: Length 300 ft.; draft 9 ft. } 
SERVICE FEATURES—Pool car distribution. Stor- 
age and office space for lease. Located in center 
of Nashville wholesale district. 

MEMBER—Amer. Chain of Whses.; A. W. A. 


DALLAS, TEX. 
The Dallas Transfer & Terminal 


Warehouse Company, Inc. 
2nd Unit Santa Fe Bldg y& Established 1875 


Fireproof Warehouse Construction — Minimum 
Insur. Rate—Merchandise and Household Goods 
Storage—Office, Display and Warehouse Space. 
Operators of: H. & N. T. Motor Freight Lines— 
Lone Star Package Car Co.—Dallas & Ft. Worth 
Motor Freight Lines. Agent, Allied Van Lines. 


REPRESENTED BY—Amer. Chain of Warehouses. 
Sidings on Santa Fe; free switching from all lines. 


DALLAS, TEX. 


Interstate-Trinity Warehouse Co. 
Established 1913 Incorporated 
R. E. Abernathy yy 301 N. Market St. 
President Tel.—C-6155 
FACILITIES—Prop. leased; 150,000 sq. ft. Fireprf. 
brick and conc. const. Fl. ld. 300 lbs. Sprink. Pvt. 
watchmen. A.D.T. Ins. rate, 9.35c. On M.-K.-T. 
6 cars. Free switch. Shelt. motor dock, 12 trucks. 
SERVICE FEATURES — State bonded. Pool car. 
Stge. and Office space for lease. Cartage serv.,21 
trucks. Complete mdse. serv. and traffic super. 
Daily receipts and ship. reports. Monthly invent. 
REPRESENTED BY—Allied Distribution, Inc. 
MEMBER—A. W. A.; National Furn. Whse. Assn. 


DALLAS, TEX. 
Koon-McNatt Storage & Transfer Co. 


Established 1929 Incorporated 
©. M. Koon 911 Marion St. 


President or 1100 Cadiz St. 
FACILITIES—110,000 sq. ft. Fireproof; brick- 
concrete const. Sprinkler. Private watchman. 
Insurance rate, 23c. Sidings on Gulf, Colo. & S. F. 
and Frisco RRs., capacity 10 cars. Motor plat- 
form, capacity 5 trucks. 

SERVICE FEATURES — State bonded. Pool car 
distribution. Motor transport services available. 
Cartage service. Pick-up and delivery service. 
Air-conditioned office space. 


WANTS RELIABLE 
WAREHOUSES 


“We use the warehouse section for 
obtaining the names of reliable ware- 
houses to handle distribution of pool 
cars. It is rather difficult from dis- 
tances of 500 to 2,500 miles to know 
whether all warehouses are reliable 
or are of such financial responsibility 
that we would care to have them 
handle our products. Knowing The 
Traffic World, we feel certain they 
would not allow listing in their pub- 
lication of anything but the best 
warehouses in their class.”—General 
Traffic Manager, York, Pa. 





‘500 | 
ap. 
sap. 
stor- 
nter 


for 
vare- 
pool 
dis- 
<now 
liable 
bility 
them 
The 
they 
pub- 
best 
oneral 

























Warehouse Section Page 7 Texas 


HOUSTON, TEX. 
Houston Terminal Whse. & Cold Storage Co. 


Established 1926 Incorporated 


T. M. Smith C70! N. San Jacinto St. 
Pres. & Gen. Mor. Tel.—Preston 7151 
FACILITIES—Dry Storage, 300,000 sq. ft. Cold 
Storage, 750,000 cu. ft. Fireproof, reinf. concrete. 
Sprinkler, A.D.T. watchman. Ins.: dry storage, 
10c; cold storage, 16c. Siding on So. Pac. R. R. 

SERVICE FEATURES—Customs bonded. Pool car 
dist. Local cartage. Pvt. parking lot for cust. and 
tenants. COLD STGE. temp. range, 10° to 40°. 
Specialize in meats, poultry, eggs, fruits, nuts. 

REPRESENTED BY—Am. Chain of Warehses., Inc. 
MEMBER—S.W.W.&T.Assn., Hous.Whsemn’ s Assn. 





















HOUSTON, TEX. 
Patrick Transfer and Storage Co. 


Established 1900 ¥ 
Fisher G. Dorsey +P 1117 Vine St. 
Owner Tel.—Preston 01117 
FACILITIES—(1) Municipal Dock 4, Turning Basin: 
250,000 sq. ft. Concrete const. Sprinkler sys.; 
A. D. T.; Watchman. Ins. rate, 8c. Siding cap. 72 
cars; free switch. Sheltered motor plat. Water 
Dock; length 500 ft.; draft 3 ft. (2) 1117 Vine St.; 
25, 000 sq. ft. Siding on §S. 
SERVICE FEATURES — Bonded: (1) U. S. Cust.; 
State. Pool car dist. Motor transport serv. Own- 
ers Lone Star Package Car Co., Houston Div. 
REPRESENTED BY—Associated Warehouses, Inc. 
















HOUSTON, TEX. 
Universal Terminal Warehouse Company 


Established 1924 Incorporated 


L. L. Schwecke ye 1002- 8 Washington Ave. 
Pres. & Gen. Mgr. (Tel.—Preston 2381) 
FACILITIES—112,000 sp. ft. Fireproof, reinforced 
brick & concrete. Sprinkler sys., A. D. T. watch- 
men Ins. rate, 16c. Siding on So. Pac., cap. 7 
cars, free switching. Sheltered motor plat., cap. 
18 trucks. SERVICE FEATURES—Bonded U. S&S. 


Customs. State. Pool car distribution. Motor trans- 
port service. Office and storage space for lease. 


eect a la W. A; S. W. W. & T. A. 
Houston W. & T 








OGDEN, UTAH 
Western Gateway Storage Co. 


Established 1927 


Yk) 390 Exchange Place 
Tel.—Exchange 199 


70,000 sq. ft. 











W. D. Brown 
General Manager 


FACILITIES—Dry Stge.. 
50,000 cu. ft. Brick-concrete const. Floor load, 
450 lbs. ADT watchmen. Ins. rate, 39c. Siding 
on Ogden Union Ry.; cap. 9 cars; free switch- 
ing. Sheltered motor platform. Merchandise and 
cold storage warehousing in all branches. 
Operating field warehouses throughout the In- 
termountain West. 


Cold Stge. 













SALT LAKE CITY, UTAH 
Security Storage & Commission Co. 


Established 1905 
H. L. Love 
Manager 


Incorporated 1906 
te 230-40 S. 4th W. St. 
(Tel. Wasatch 6493-4) 



















F ACILITIES—Over 70, 000 oq. it. ‘#4 Sindee. 
Brick, heavy construction; sprink. sys., Pa 
Watchmen inside and outside protection; Low 
insurance rate, 20c. Siding on D. & R. G. W.R. R. 
Free Switch. Cars on tracks within building, also 
rucks in driveway, sheltered. Loading and un- 
oading under cover. Space in other buildings 
cr yards on lease basis. Owners of real property. 
SERVICE—Bonded as required. More than 30 
years’ experience warehousing without a loss to 
any customer. Desk, office or display room for 
rent. Secretarial accommodations. Private park- 
1g lot for customers. Motor transport available. 
j — terminal adjoining. Largest shipping area 
served, 
FPEATURES—Specialize in handling of food prod- 
ucts, storing in transit; pool car distribution. 
REPRESENTED BY—Amer. Chain of Warehouses. 
ASSNS.—A. A. (Mdse.); Utah Whsmn. Assn. 





Utah - 


Virginia - Washington - 
RICHMOND, VA. 


Brooks Transfer & Storage Co., Inc. 
Established 1878 


C. Fair Brooks * 1224 W. Broad St. 
Sec.-Treas. Telephone—5-1731 
FACILITIES—(1) 1224 W. Broad St., fireproof; 
(2) North Blvd., slow burning: total floor space, 
80,000 sq. ft. Watchmen. Ins. rate, 42c. Sidings 
on R. F. & P.; cap. 13 cars; free switching. 

SERVICE FEATURES—Pool car dist. Motor freight 
line serv. Va. and Eastern Seaboard cities. Con- 
tainer service. Space for lease. N.F.W.A.;So.W.A. 
REPRESENTED BY—Brooks Transportation Co. in 
New York, Philadelphia, Lynchburg. 























ROANOKE, VA. 






Roanoke Public Warehouse 


Established 1926 


Clem D. Johnston 369 W. Salem. Ave. 
Operating Executive Telephone—6207 


FACILITIES—Mdse. Stg. 47,000 sq. ft.; Cold stg. 
20,000 cu. ft. Brick-mill const. Sprinkler sys.; fire 
dept. connection; watchmen. Ins. rate .325. Sid- 
ing on Nor. & West., cap. 7 cars. Free switch- 
ing. Sheltered Motor platform, cap. 35 trucks. 

SERVICE FEATURES—Pool car dist. Space for 
leasé. Complete whsing. & dist. ser. 

REPRESENTED BY—Am. Chn. of Whses.; Myflr. 
ASSOCIATIONS—Am. W. A., So. W. A. 









SEATTLE, WASH. 
EYRES 
TRANSFER & WAREHOUSE CO. 


2203 First Avenue, South 
Telephone—ELliott 0350 








- 





FACILITIES—2 company owned units—220,000 
sq. ft. mdse. storage. Concrete-steel construction. 
Fireproof sprinklers; A. D. T. Floor load up to 
350 lbs. Insurance rate, 10.2c (unit 1), 11.06c 
(unit 2). Sidings on Chi., Mil., St. P. & Pac.—10 
car capacity—free switching. Sheltered motor 
platform—18 truck capacity. 

BONDED—U. S. Customs; State Liquor Control 
Board. Licenses under U. S. Warehouse Act. 
SERVICE FEATURES—Pool car distribution. Com- 
pany operated cartage—50 trucks. Storage and 
office space. Expert handling of export ship- 
ments—particularly Alaska. 

REPRESENTED BY-—American Chain of Whses. 
MEMBER—A. W. A.; Wash. State W. A. 















TACOMA, WASH. 





Pacific Storage Warehouse & Distributing Co., Inc- 
Matt Newell, President 


* 


FACILITIES—50,000 sq. ft. Brick const. Siding 
on Nor. Pac. Ry., capacity 6 cars, free switching. 
SERVICE FEATURES—Bonded; Pool car dist. Our 
own motor service in connection with ware- 


house. A complete merchandise warehouse 
service. 
ASSNS. Ch. Wh.; W. St. W. A. 





Warehouse Section 
Is of Value 


orm 


The Warehouse Section is of value 
to those who warehouse their prod- 
ucts.” —Traffic Manager, Meat Pack- 
ing Company. 
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MILWAUKEE, WIS. 7 


; T. L. Hansen 

President 
Established 1904 _ ns 126 N. Jefferson 
Incorporated Tel. Daly 5770 


FACILITIES—18 warehouses; 436,000 sq. ft. Slow 
burning, mill construction; Floor load, 150-600 
lbs.; Sprink. sys.; A. D. T.; watchmen. Ins. rate, 
20.7c. (min.) 50- Car side track on C. & N. W. 
Water dock: Length, 840 ft.; draft, 22 ft. 
SERVICE FEATURES—Bonded: U. S. Customs; 
State. Pool car dist. Motor truck terminal. 
REPRESENTED BY—American Chain of Ware- 
houses, New York. Tel. Plaza 3-1234; Interlake 
Terminals, New York, Tel. MUrrayhill 5-8397. 











MILWAUKEE, WIS. 


National Terminals Corp. 
Established 1929 Incorporated 


Willis Warren *D 954 S. Water St. 
Manager Tel.—Mitchell 5645 


FACILITIES—80,000 sq. ft. Fireproof, concrete. 
Watchmen. Ins. rate, 3lc. Siding on C. & N. W., 
65 cars. Motor plat., cap. 20 trucks. Water dock, 
Length, 1400 ft., draft 21 ft. 
SERVICE FEATURES—Bonded, State. 
distribution. Automobile handling. 
minal. Stevedoring. 


MEMBER—A. W. A., Wis. W. A., Milw. W. A. 


















Pool car 
Motor ter- 


























——MILWAUKEE, WIS. 
National Warehouse Corp. 
531 S. Water St. 


Fireproof, concrete- 
steel const. Siding 
C. & N. W., 20 cars. 
State Bonded. Com- 
plete warehousing 
& distribut’n servce. 
Sales Repre’stative: 
Assoc. Whses. Inc. 
A Solid Block of 
Responsible 
Warehousing 






MILWAUKEE, WIS. 


Terminal Storage Co. 


100-112 W. Seeboth Street 
A. G. Ewert, Pres. De Cc. D. Ashley, Treas. 
A. E. Pinard, V.Pres. T.H. McGovern, Secy. 
Concrete and steel construction. A.D.T. service. 
Private siding on C.M.St.P.&P.R.R. Deep water 
dock, State bonded. Wisconsin's largest com- 
bined cold and general merchandise warehouse. 
Member A.W.A., Wis. W.A., Milwaukee W.A., 


Allied Distribution, Inc., International Apple 
Ass‘n. 


Canadian Section 


The Canadian warehouses listed here have 
been subjected to the same careful investi- 
gation that assures listing of only those ware- 
houses that are known for their integrity. 


They merit your complete confidence. 








MONTREAL, CANADA 


SELAWRENCE WAREHOUSE INC. 


I-VAN HORNE AVENUE, WONTRIAL, CANADA 


200,000 sq.ft. Fireproof 
sprinklered. Ins. rate 
12%c. 8 car siding on 
C. P. Ry. Free switch. 
Services: Canad. Cust. 
Bonded. Pool car dist., 
cartage service. Import 
& Export, Traffic & Cus- 
toms Service. Sales: 
Frank J. Tully, 277 
Broadway, New York. 
Tel.—Worth 2-0428 
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ptéduertisers 


TRAFFIC MAN with wide railroad and industrial experience 
thoroughly familiar with rates, routings, claims and in-transit matters 
IN THIS RR in Middle and Far West, desires permanent position. Excellent record 


and references. Address Box 347, Traffic World Chicago address. 








TRAFFIC WORLD—MAY 5, 1945 RATE AND DIVISION MAN, familiar all territories, especially Mid 
dle West and Pacific Coast, 18 years with last employer in-charge 
including accounting, desires permanent connection. Top references 


Address Box 348, Traffic World Chicago address. 





1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 





PO ON er 1211 course available by mail. Restricted to Attorneys, Practitioners or those 
i su}s qualified to prepare for practice. Includes Freight Forwarder Act. 
American Airlines, Inc.............-+..-+.++. 1209 COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Il. 
Anderson Motor Service Company............ 1210 E 
Atchison, Topeka & Santa Fe Railway........ 1208 WANTED—Assured future for a high caliber man, not over forty, 


who is willing to work hard as Assistant to Traffic Manager of a large 
New England manufacturer. We need a man with good grounding in the 
handling of domestic and foreign traffic—one who can understudy the 
head of the department and possibly eventually take over his position. 
We are leaders in our industry and are not easily satisfied. If you be- 


Better Packages, Incorporated...........,... 1209 








Chicago Great Western Railway.............. 1211 lieve you can qualify, apply in confidence and include full details of 
Chicago & North Western Railway ae Mok ain ee 1208 yourself and your experience. Box 350, Traffic World, Chicago Office. 
Chicago, Rock Island & Pacific Railway...... 1208 


WANTED—Experienced traffic man. Attorney preferred, but will 
consider experienced rate man studying or willing to study law. Ex- 
Decatur Cartage Company ee ae eee 1149 cellent opportunity with large industrial concern. Southwest head- 
quarters. Box 351, Traffic World, Chicago Office. 
ee INN 9555s ca oe dine ws.c ee ee Front cover 


Pruenaut ‘Trailer Company .............. 0.006660 1152 





Opportunities for Progressive 
Sales Executives 












General American Transportation Corporation .1201 
Gulf, Mobile & Ohio Railroad................ 1208 






Major airline seeks for its Traffic Department: 










Hinde & Dauch Paper Company. .Inside back cover — 
Manager of Sales Training 





Interlake Termimals «oo... cscccceces Back cover Director of Air Cargo Sales 











Jones Stevedoring Company.................. 1208 Director of Passenger Sales 


Kansas City Southern Railway.............. 1207 
Keeshin Motor Express Company............ 1209 


Excellent opportunities for progressive, well-trained 











transportation sales executives of high calibre. 
















LaSalle Extension University................ 1209 Write full details to 


Box 354, Traffic World, Chicago Office 








McCormick Steamship Company............. 1199 
Merchants Motor Freight, Inc................ 1211 
Mining Safety Device Company.............. 1201 
Minneapolis & St. Louis Railway............. 1203 
MNSOUT) PACINC LANES... fin 6 os cies cece ak eee 1211 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
as low as $500! 


Which of these cars could you use? 


14—Hopper, Twin 50-Ton 
50—Hopper, 70-Ton All-Steel, Quadruple 


Northern Pacific Railway....... Inside front cover 


Peoria & Pekin Union Railway............... 1212 
Pere Marquette Railway.................... 1150 





St. Louis San Francisco Railway............. 1209 > me — 50-Ton 
° . rigerator, -Et. -ion 
St. Louis Southwestern Railway............. 1205 50—Box, qOFt. 40-Ton ¥ 


15—Box, Automobile, Steel, 50-Ft., 50-Ton 

10—Dump, Magor, Automatic, 30-Yd., 50-Ton; lift doors 
2—Dump, Western, Automatic, 30-Yd., 50-Ton; lift doors 
3—Dump, Western, 20-Yd., 40- and 50-Ton; steel floors 
5—Flat, 40-Ft., 50-Ton; A B brakes 

10—Tank, 8000-Gallon, 40- and 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


Tidewater Terminals, Chain of............ 1184-85 
Warehouse Section Advertising Index........ 1213 


All cars are priced to sell 
IRON & STEEL PRODUCTS, INC. 
40 years' experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"ANYTHING containing IRON or STEEL" 


This Advertisers’ Index is published as a reader convenience and 
not as part of the advertising contract. The inclusion of this 
index is a last-minute operation and although we try to make 
it error proof, we cannot be responsible for any errors or failure 
to insert. No ailowances will be made for any errors or omissions. 
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Mid . . . . . . 
04 to wrestle these H & D corrugated shipping boxes filled with steel pipe couplings. 
See They weigh from 293 to 523 pounds. Can corrugated stand the gaff? All shipments 
hos¢ 
an. to date have arrived in perfect shape—some have traveled 6000 miles. They’ve 
oad not only proved to be the perfect replacement for old conventional shipping methods, 
n the 
tion. but they’ve provided additional savings in packaging time. manpower and money. Wartime 
u be- a ea ae Te ee eee 
Is of ° P 
ice. material shortages gave them a start—top performance assures their continued use. 
will 
Ex- 
head- 
— 7} : 
* : 
24 : 
HD Post-War Packaging Idea =: 
HE iain : 
ZB Super-Strength Shipping Boxes =: 
d $ —~ 
g 4 Corrugated boxes pack more economi- : 
; Z. cally in railway cars, save about 25% in : 
ze ( Z ; space. The illustrated example also pro- : 
Y vides a 20% reduction in package cost, : 
_ Y, a 25% reduction In package weight and : 
vere , AY a 20% reduction in handling expense : 
y, (4 over former methods. You can make : 
y Y similar packaging profits. The H & D : 
1 f booklet, “‘How to SHIP More Economi- : 
F q cally in Corrugated Boxes” tells the : 
J j whole story. Send for your copy today. : 
at 
yy, 
—_ _~ 
S ~ 
very || lttteteeteeeeeceeceeeeeeeeseeeceseeenes 


THE HINDE & DAUCH PAPER COMPANY, 4521 DECATUR STREET, SANDUSKY, OHIO 


Fecterlesin BALTIMORE © BOSTON © BUFFALO @ CHICAGO @ CLEVELAND © DETROIT @© GLOUCESTER, N. J. 
HOBOKEN @ KANSAS CITY @© LENOIR, N. C. © MONTREAL © RICHMOND @ ST. LOUIS @© SANDUSKY, OHIO © TORONTO 














SPACE, SERVICE AND FACILITIES IN: 
Buffalo 13, New York 

Buffalo Merchandise Warehouses, Inc. 
Chicago 7, Illinois 

Crooks Terminal Warehouses, Inc. 
Cleveland 14, Ohio 

Cleveland Storage Co., Inc. 
Detroit 16, Michigan 

Edgar’s Sugar House, Inc. 
Detroit 26, Michigan 

Michigan Dock Corporation 
Green Bay, Wisconsin 

Leicht Transfer & Storage Co. 
Houston 2, Texas 
. Federal Warehouse Company 
K s City 7, Mo. 

Crooks Terminal Warehouses, Inc. 
Los Angeles 21, California 

Overland Terminal Warehouse Co. 
Milwaukee 2, Wisconsin 

Hansen Storage Company 
Muskegon 17, Michigan 

West Michigan Dock & Market Corp. . 
Portiand 9, Oregon 
Rudie Wilhelm Warehouse Co., Inc. 





A RORTERNE 






@ The manufacturer who has spot stocks 
available for his customers has a definite 
advantage. In addition to being in a position 
to make prompt deliveries, which helps sales, 
he can, by shipping to the warehouse in car- 
load lots, save the differential between the 
L. C. L. and carload rates. A dependable dis- 
tribution service can be performed for your 
company by the Interlake network of well 


located warehouses. Possibly by warehous- 




























ing your mer- 
chandise the 


problem of main- 





taining a branch = 
house may be solved. e 
Without obligation, we 
shall be glad to consult with you regarding 
your distribution problems. Write to Interlake} 
headquarters or direct to member warehouse} 


located in territory which interests you. 


MURRAY HILL 5-8397 
a 


